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Great gray transports will soon be easing up 
the harbors of America, bringing home our 
fighting men and women. Speed the day! 
With those ships, will dock a buyers’ mar- 
ket, demanding more and more economy of 
distribution. Emergency shipping with its high 
cost will be out. Long-range planning for 
competitive selling must include waterborne 
cargoes, because their safe, economical and 


prompt service will be a powerful weapon in 








postwar competition. 

McLain has the “know-how,” the equipment 
and the personnel to render the sort of service 
you will need—on the New York State Canal 
System, Long Island Sound, the Delaware 
River, Chesapeake Bay and the Intracoastal 
Waterway to Jacksonville. 

Let McLain explain how waterborne cargo 
can really go to work for you. Be ready when 


“V” Day arrives. 


ayers’ Market 
(son “V" Day | 
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...in forests... For in this area are 
more than two hundred million acres of 
growing timber—an asset of inestimable 
importance to the Nation. No other single 
resource holds such vast potentialities for 
the development of industry. 


With good soil, ample rainfall and long 
growing season, the fast growing pines of 
the South often attain commercial size in 
fifteen to twenty years. Under such con- 
ditions timber can be treated as a crop, 
with continuous annual yields. 


The-Seaboard Railway has pioneered 
in the development of the wood cellulose 


Nature Favors 


th SOUTH! 


industry of the South and in the promo- 
tion of sound forestry practices in the 
territory served by its line. Communities 
have been aided in securing the location 
of pulp and paper mills and other wood- 
using industries, thereby affording ready 
markets for timber. 

The ever-increasing demand for wood 
pulp to be used in the manufacture of 
paper, rayon, plastics and kindred prod- 
ucts, holds great promise for future ex- 
pansion of the South’s wood cellulose 
industry—a development which Seaboard 
will continue to aid in fullest measure. 
Seaboard Railway, Norfolk 10, Virginia. 
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This Associated Business Papers, Inc., emblem is a Traffic World emblem. Now 28 years 
old, ABP is a national association of 126 business publications devoted to increasing 


their usefulness to subscribers and helping advertisers get a bigger return on their invest- 
ment. For the past seven years, 39 year old Traffic World has been a member of ABP. 
Every time this ABP emblem appears in connection with Traffic World, remember that— 


* HERE IS WHAT IT MEANS TO YOU 


as A SUBSCRIBER 


Basically, it means a better and more useful editorial 
service, the result of the constant exchange of editorial 
and publishing ideas with fellow ABP members. 


A strong plank in the ABP platform, from its very in- 
ception, has been to help put into being the best prac- 
tices and highest standards of successful business paper 
publishing and that is one thing that has always been a 
Traffic World objective, too. 


With such an exchange of ideas, experience, know- 
how, and short-cuts, Traffic World passes on to its 
readers the benefits of ABP’s common denominator of 
understanding and solving publishing problems. . . 
which helps make for a more useful Traffic World to you, 
as a valued reader. 





* HERE IS WHAT IT MEANS TO YOU 


as an ADVERTISER 


It means a better advertising buy. It means better 
readership. And that is certainly an intensified value in 
Traffic World since our news coverage is an up-to-the- 


minute and sustained weekly news service. 


In addition to helping you, an advertiser, by helping 
our readers, Traffic World offers you another exclusive 
because of its ABP active member participation. That’s 
the numerous free ABP studies, pamphlets, reports, etc, 
—products of intelligent and experienced collective 
thinking. All these are free to you, solely because of our 
ABP affiliation. Incidentally, did you happen to see the 
latest of such aids—the popular and practical portfolio— 
“Transition Themes for Business Paper Advertise- 


ments”? Write today for your free copy. 
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16 panel CTC board at Green River, Utah, controls 130 miles of Rio Grande main line.: 


The raw materials of Victory are rolling 
day and night over rails of the Rio Grande in a 
volume that could not have been foreseen by 
the most optimistic prophet five years ago. 
Contributing largely to our ability to handle this 
flood of vital war traffic is the extensive system 
of Centralized Traffic Control now in operation 
and currently being augmented by new CTC 
installation. 

This modern method of dispatching trains 
has expedited the handling of a tremendous war 
tonnage. 

The Rio Grande pioneered in CTC— the 
original installation in 1928 was the first by any 
@ econ western railroad. And at the 
present time, the Rio Grande 
has more CTC in proportion 
to its main line mileage than 
any other Class | road in the 
country. 


SALT LAKE 
CITY 


F. C. HOGUE, General Traffic Manager 
DENVER & RIO GRANDE WESTERN RAILROAD 
101 Rio Grande Building 


Denver, Colorado 
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— Modern Magic 
a Rio-Grande 
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* Centralized Traffic Control. 


EXEC Under construction 


Signals 
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During the 


TRUCK TIRE | 
EMERGENCY 


Your General Tire Dealer Will... 








} .. - give truck tires priority over pas- 
senger car tires in his recapping shop. 


2 . »- give top priority to tires off trucks 
lacking adequate spares. 


3 ... work day and night, to the full limit 

of his manpower and mold capacity “, 
to keep vitally needed trucks from 
being laid up. 


+ In nearly every community, The mately 25% of the nation’s recapping 
General Tire Dealer has the largest equipment. Without the skilled recap- 


and most modern recapping plant. ping and maintenance service of those 
When Pearl Harbor struck, General experienced men, thousands of trucks 
Tire dealers were operating approxi- | would have been laid up before this. 






KRAFT SYSTEM 


KRAFTRED 


TIRE RENEWING 





KRAFT SYSTEM 
RECAPPING 








REG.U.S.PAT.OFF. 


a) 
>UEBLO , 
THE GENERAL TIRE & RUBBER COMPANY - AKRON, OHIO 














To Men... 





 penieg need always to be ready, studying, brushing 
up—both to keep ahead of the crowd and to 


keep from slipping back. 


To stich men in the Traffic field, we suggest our 
Traffic Management Training as an interesting and 


ALREADY SUCCESSFUL 
...1n Traffic 


valuable refresher course. 
Our 48 page booklet will give you a quick picture 


of our training—what it covers and whether it can 


help you. It’s free—ask your secretary to write for it 
today, or mail this ad with name and address. 


Subjects Covered in the Training: 


Industrial Traffic Organization and 
Management 


Survey of industry and the traffic field 
Organization of the traffic department 
Management of the traffic department 


Carrier Traffic Organization and 
Management 


Organization of carrier traffic depart- 
ment 


Handling traffic 
Traffic Geography 


Freight sources and carriers 
Transportation systems and territories 


Freight Classification 


How ratings are made 
Use of the classification and exceptions 
Interpretation and application of rules 


Freight Rates and Tariffs 


Kinds of rates 
Kinds of tariffs 
Construction of tariffs 


Railroad Freight Tariff Guide 


Practice tariffs 
The tariff file 


Overcharge Claims 


Causes, prevention, and preparation of 
claims 
Disposition of claims 





Shipping Freight 
Preparing the shipment 
Forwarding the shipment 
The shipment en route 
The shipment at destination 
Demurrage and storage 


Marketing Transportation Services 
Rail traffic solicitation 
Water and highway traffic solicitation 


Advertising, development and public 
relations 


Industrial Transportation Facilities 
Materials handling and plant com- 
munication 
Storage and warehousing 
Cartage 
Motor trucking 
Rail, water and pipe line 


Shipping by Mail and Express 
Domestic parcel post traffic 
Foreign and domestic mail traffic 
Domestic express service and rates 
Foreign and domestic express traffic 


Foreign Trade Traffic Management 


Steamship service and rates 
Export shipments 
Import shipments 


Transportation Law 


Regulation of carriers 
Liability of carriers 


LA SALLE extension university 
A Conckipantlence Gcstitation 


417 S$. Dearborn St. Dept. 995-T, Chicago 5, Ill. 


Contracts of rail shipment 
Law of water carriage 
Loss and damage claims 


Interstate Commerce Act 
Analysis of application 


Government Regulatory Bodies 


I.C.C. organization and administration 


State utility and public service com- 
missions 


Canadian transportation law and 
regulation 


Railroad Freight Rate Structures 
Principles of rate making 
Adjustment by territories 
Export and import adjustments 
Canadian rates and adjustments 


Preparation of Rates Cases 
Procedure in rate making 
Analysis of transportation statistics 
Applicatjon of transportation statistics 


Graphic presentation of rate exhibits 
and evidence 


Grounds of Proof and Procedure 
Before the Commission 


Under Section 1—Factors in unreason- 
ableness 


Under Section 1—Comparison of rates 
Under the other Sections 
Handling the case 


Undoubtedly there 
aremembersof your 
staff who would 
benefit greatly by 


this training. We 


shall appreciate 
your calling it to 
their attention. 
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An inner cradle of corrugated board, scientifically designed 
to support and protect delicate and sensitive watchmaster 
testing equipment, forms part of the all-corrugated shipping 
box that so dependably transports these vital precision instru- 
ments to the war fronts of the world. 


Designed by H & D Package Engineers, who have skillfully 
constructed so many other pre-war and war-time packages, the 
watchmaster testing set shipping box is an excellent example 
of the recent advances in packaging progress. Modern packag- 
ing has capably met the severe demands of a nation at war, 
and now... 


H & D packaging experts—engineers, designers, color con- 
sultants—are ready to help you plan for your future packaging 
requirements; ready to show you new designs and packaging 
techniques that will play a prominent part in the shipping 
boxes for after-Victory use. Insure undelayed future action 
by acting now—let H & D Package Engineers help you plan 
packages now that will protect and promote your products. 


ARE YOU BUYING ALL THE WAR BONDS YOU CAN? 


AUTHORITY ON PACKAGING... 


a cradle 





Tells HOW to SHIP 
More Economically in 
Corrugated Boxes 


Practical suggestions that will help 
eliminate wasted time and mate- 
rials in packing and shipping pro- 
cedures; that will effect econ- 
omies; and that result in less ex- 
pensive packaging overhead . . . 
these are the things you will find 
in the H & D Little Packaging Li- 
brary Booklet, ‘‘How to Ship More Economically 
in Corrugated Boxes.’ For your copy write The 
Hinde & Dauch Paper Company, Executive Offices, 
4421 Decatur Street, Sandusky, Ohio. 
a + e 


FACTORIES in Baltimore @® Boston ® Buffalo 
Chicago @ Cleveland @ Detroit ® Gloucester, N. J. 
Hoboken @ Kansas City @ Lenoir, N. C. © Montreal 
Richmond @ St.Louis © Sandusky, Ohio ® Toronto 





HINDE & DAUCH 


CORRUGATED SHIPPING BOXES 
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KENTUCKY STATE CAPITOL AT FRANKFORT 


—— fo inner ..... 
Stay a itelime 


The latch-string is always on the outside in GM&O-Land. And so if you are looking for a new 
place to call home, drop in on us any night for dinner ... and stay a lifetime. 

You'll find the same cordial and helpful welcome in any one of our seven homes, for GM&O is 
privileged to live and work in Alabama, Illinois, Kentucky, Louisiana, Mississippi, Missouri and Ten- 
nessee. 

A native of 96 years, GM&O knows the physical advantages of this territory: is acquainted with 
its many outstanding business and civic leaders and can save you time and effort in your industrial 
planning. 

GMé&O and its neighbors in seven states join in extending you an invitation to come to dinner... 
and stay a lifetime. 


KENTUCKY OFFERS YOU: 


A central point for both Sectional and Na- Accessibility to the basic raw materials of skilled and unskilled in communities with an 
tional distribution. manufacture—coal, metals, lumber, chemicals industrial background of long standing. 
and agricultural products. Ample labor, both 


GULF, MOBILE & OHIO RAILROAD 








Tie Ribel Female Mobile, Ala. 
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The Railroad Antitrust Case 


We confidently believe and have been frank to say 

that the anti-trust suit brought by the Department 
of Justice against the western railroads and others is a 
silly piece of business—silly because, if the government 
prevailed, chaos in transportation would reign and be- 
cause, also, even if the government is right or the courts 
hold it to be right, this is no time, with a war going 
on and the railroads being called on for peak effort, to 
which demand they have nobly responded, to bring 
the matter to an issue after all these years of operation 
under the practices complained of. 

At the same time, some of the practices to which 
the suit calls attention, whether violations of the anti- 
trust law or not, ought to be discontinued and the rail- 
roads have no occasion to be smug about them. 

For instance, there is no justification, as we view it, 
for agreements delaying shipments on roads that are 
able to make better time in order to protect the slower 
schedules of roads not so favorably situated with re- 
spect to certain destinations. That is inefficient trans- 
portation. There may be good reason for a “highway 
department” in the Western Association of Railway 
Executives, but some of its activities, kept under cover 
as much as possible, have not been such as to commend 
it to those who desire a fair field for all in transporta- 
tion. And the explanations of the railroads that there 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

A scientific and fair treatment of the transportation 


problem by the board created by Congress to make recom- 
mendations for legislation. 


545 


. ment” and that it was freely publicised at the time it 


was nothing secret about the famous “western agree- 


was made are mere language. We have pointed out 
before (see this column, Traffic World, July 3, 1943) 
that, when the position of Commissioner of the Western 
Railroads was created, the railroads would go no further 
in announcing it than to say that it was created to assist 
in conserving net revenues of the carriers. They refused 
to elaborate. That agreement, which was not made 
public at the time, has now, to be sure, been abrogated, 
but not until after it became more or less of a scandal. 

Perhaps the only criticism that can be made of the 
railroads on this score is that they intentionally kept 
quiet about something that eventually was bound to 
become public and as to which publicity might not have 
hurt them, and, consequently, gave the appearance of 
trying to “put something over;” but, whatever their 
justification or lack of it for secrecy, they cannot now 
claim credit for frankness. 


As to the merits of the suit itself and the conditions 
under which it has been filed, it is suggested, perhaps it 
would not have been filed had Joseph B. Eastman been 
alive. Death removed a convincing, informed critic of 
the course pursued by the Department of Justice in its 
attacks on carrier rate-making practices when it took 
the late commissioner and director of the Office of De- 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


Exempt from income tax railroad revenue set aside for 
deferred maintenance. 


Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ratien rail passenger travel. 
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fense Transportation. Mr. Eastman’s views were well 
known, having been fully developed in the hearings of 
the Senate interstate commerce committee on proposed 
rate bureau regulation legislation. In all probability he 
would have appeared as a witness if the department’s 
suit had been tried while he was alive. 

One of the points emphasized by Mr. Eastman in 
his testimony was that this country relied on competi- 
tion as the regulator of railroad rates for many years. 
When competition had full sway, he told the committee, 
the result, as far as the shippers were concerned, was 
the creation and maintenance of widespread and flag- 


rant discriminations. Those preferred, said he, were the | 


larger communities and the larger shippers, who were 
in a position to dicker with competing carriers; those 
prejudiced were the smaller communities and shippers 
who had no such advantage. 

“The profound resentment and bitterness engen- 
dered by these discriminations was the chief impelling 
force in the enactment of the act to regulate commerce 
in 1887 and the subsequent amendments which proved 
necessary to give that act validity,” said he. 

Mr. Eastman also told the committee that it was 
“important for you to keep in mind that, if the rate 
bureaus and associations did not exist and rate initiation 
were wholly the function of the individual railroads, 
there would be thousands of communities which would, 
except for public regulation, be at the mercy of a single 
railroad.” 

“If I know anything from experience with cer- 
tainty,” he continued, “‘it is that, if we rely upon com- 
petition as the governing factor in the determination 
of freight rates by all types or any type of carrier, the 
benefits will go to shippers in proportion to the size of 
the ‘traffic club’ that they can wield.” 


Changing I. C. C. Procedure 
None will oppose reformation of procedure before 
@ the Commission that will really improve that pro- 
cedure, we assume, but we see no point in making a 
change that will not result in simplification. We have 
reference to the proposal in the bill recommended by 
the House select committee to investigate executive 
agencies, reviving the recommendation of the Attorney 
General’s committee on administrative procedure that 
there be provided “hearing commissioners” who, unless 
the Commission were exempted from the bill, would 
hold hearings for the Commission and make recom- 
mendations or decisions that would be final in absence 
of appeal to the Commission. 

Over a long period of years the Commission has 
developed a system of procedure under which it has, of 
course, its own “hearing commissioners’’—the staff of 
examiners familiar with the matters that Congress has 
placed under the jurisdiction of the Commission. If the 
idea is that, under the proposed change, certain “hear- 
ing commissioners” would be assigned to handle Com- 
mission cases and no others, we see no improvement 
over the present system. If the “hearing commis- 
sioners” are to sit in a “pool” similar to the govern- 
ment’s stenographic “pools” from which stenographic 
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help may be drawn, hear Interstate Commerce Com- 
mission cases one day and Federal Trade Commission 
or other federal agency cases some other day, decidedly 
there would be no improvement but a step backward in 
administrative procedure so far as the Commission is 
concerned. 

The bill under discussion provides that, by and with 
the advice and consent of the Senate, “there shall be 
appointed by the President three commissioners, at an 
annual salary of $10,000, who shall not be removable 
except for good cause shown, may annually designate 
one of their number as the presiding commissioner, and 
shall hold office for terms of twelve years... .”’ Without 
regard to the civil service laws or the classification act, 
says the bill, “the commissioners shall appoint—that is, 
the ‘presiding commissioners’—in lieu of the examiners 
now employed by agencies for the performance of func- 
tions subject to this section and section 7, as many duly 
qualified and competent deputy commissioners as may 
from time to time be necessary for the hearing or deci- 
sion of cases, who shall perform no other duties, shall 
be removable only after hearing and for good cause 
shown, and shall receive a fixed salary not subject to 
change except that the commissioners shall survey and 
adjust such salaries within minimum and maximum 
limits of $3,000 and $9,000, respectively, in order to 
assure adequacy and uniformity in accordance with the 
nature and importance of the duties performed.” 

The “presiding commissioners,” under the bill, 
would hear and decide cases themselves or assign deputy 
commissioners to such duties in accordance with such 
rules as the “presiding commissioners” might adopt, 
make such appointments and provide such clerical assis- 
tance and facilities as might be necessary to the func- 
tions assigned by the act, and submit full annual reports 
to Congress in addition to such special reports or recom- 
mendations from time to time as they deemed advisable. 

One of the points made in support of the bill is that 
the “hearing officers’ would be independent of the 
agencies involved in litigation ‘instead of being sub- 
servient to the agency heads.” If the present Commis- 
sion examiners are subservient to the “agency heads,” 
we see no reason why the “hearing officers” would not 
likewise be subservient to the “presiding commission- 
ers.” Examiners are merely aids to the Commission. 
The responsibility as to what is finally done rests with 
the Commission. Since that would be true even if “hear- 
ing officers” held hearings for the Commission, we see 
nothing whatever, in the case of the Commission, to be 
gained by establishing such a system as that proposed 
in the bill. 

There may be federal agencies that ought to be 
treated as the House select committee to investigate 
executive agencies indicates in its report on its bill but 
—though we believe there is room for improvement in 
Commission procedure—we do not think the Commis- 
sion is one of them. It ought to be exempted from the 
provisions of this bill, because what is proposed, so far 
as the Commission is concerned, is about as far from a 
move toward simplifying or improving Commission pro- 
cedure as could be devised. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 
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Greene Line Extension 


By a report, amended certificate and order, effective No- 
vember 13, in W-438, Greene Line Steamers, Inc., Extension, 
Upper Mississippi, the Commission, division 4, has superseded 
and cancelled the certificate issued September 8, 1942, and the 
temporary authority order issuer March 16, 1944, and granted 
the applicant authority to transport passengers and their auto- 
mobiles between all ports on the Mississippi River between St. 
Louis, Mo., and Minneapolis, Minn., including the latter, and 
between such points, on the one hand, and, on the other, points 
on the waterways authorized in the prior certificate issued Sep- 
tember 8, 1942, on special excursions that begin at, return to, 
or stop at, Cincinnati. 

The certificate of Septemher 8, 1942, authorized the appli- 
cant to continue operation as a common carrier (1) by self- 
propelled vessels and by non-self-propelled vessels with the 
use of separate towing vessels, in the transportation of com- 
modities generally between ports and points along the Ohio 
River from Huntington, W. Va., to Louisville, Ky., inclusive; 
and (2) by self-propelled vessels in the transportation of pas- 
sengers and their automobiles (a) between ports and points 
on the Ohio and Kanawha rivers between and including Charles- 
ton, W. Va., Louisville, and Marietta, O., and (b) on special 
excursions that began at, returned to, or stopped at Cincinnati, 
between all ports on the Ohio, Kanawha, Mississippi south of 
and including St. Louis, Tennessee, Cumberland, Yazoo, and 
Wolf rivers. 

The report said the applicant also had temporary authority 
to transport passengers between ports and points along the 
Ohio River and the Mississippi River above its confluence with 
the Ohio River to and including Minneapolis. It said that, in 
the instant proceeding, the applicant sought somewhat more 
extensive permanent authority and that the only other carrier 
performing a similar port-to-port service, the Eagle Packet 
Co., of St. Louis, had no objection to the granting of the instant 
application. 


Protective Service Contracts 


By a sixth supplemental report and order in Ex Parte No. 
137, Contracts for Protective Service, the Commission, division 
3, has approved the extension of certain contracts for protective 
service between the American Refrigerator Transit Co., and the 
modification of prices provided for in such contracts between 
A. R. T. and certain other railroads; and has approved a con- 
tract for protective service at the Philadelphia perishable prod- 
ucts —— between the Reading Co. and Fruit Growers Ex- 
press Co. 


Extension of contracts was approved between the A. R. T. 
and the Doniphan, Kénsett & Searcy Railway, the New Or- 
leans & Lower Coast Railroad Co., and the Prescott & North- 
western Railway Co., to and including December 31, and there- 
after until concluded by either party by six months’ written 
notice to the other. The contracts as extended were designated 
as approved protective service contracts No. 29-B, No. 53-B, 
and No. 100-B, respectively. 


The new schedule of charges approved in the contract be- 
tween the A. R. T. and the Texas & Pacific were shown as 77 
cents an icing, and 25 cents an inspection, in place of $1.15 and 
21 cents, respectively. The new schedule of charges was ap- 
proved for application on and after July 1, during the term of 
the contract until further order of the Commission, and the 
approved contract as amended was designated as approved 
pretective service contract No. 138-A. 

New schedules covering various services, showing increases 
generally, were approved for application on and after January 
1, 1944, and during the terms of the contracts until the Com- 
mission’s further order, in approved protective service contracts 
No. 50-B and No. 51-B, between the A. R. T. and the Missouri- 
Illinois Railroad Co., and the Missouri Pacific Railroad Corpo- 
ration in Nebraska, respectively; and in approved contract No. 
42-8, between the A. R. T. and the International-Great North- 
ern, the Asherton & Gulf Railway Co., and the San Antonio 
Southern Railway Co. 


The report said the Reading Co. had submitted for ap- 
proval a contract with the Fruit Growers Express Co., effective 


for one year from February 1, and thereafter until terminated 
by 90 days’ written notice by either party, providing for $2 an 
inspection or servicing of cars, including installation and re- 
moval of heaters, and supervision; 50 cents an inspection for 
fuel when furnished for cars under heater service; and 75 cents 
an inspection for furnishing heater or heaters for heater serv- 
ice. The report said these charges were substantially higher 
than those for similar service under other contracts between 
F. G. E. and other rail carriers, and that it appeared that but 
little heater service was required at the Philadelphia perishable 
products terminal. This contract, it said, was intended to pro- 
vide a standby service in case of need. It said that the F. G. E. 
had advised the carrier it knew of no way to determine what 
the actual cost of the service would be, but that it was unwill- 
ing to undertake the obligation for charges less than those 
stated. The Commission approved the contract in view of the 
limited extent of the service to be furnished, and designated it 
as approved protective service contract No. 141. 


BLUE AND GREY MOTOR PURCHASE 


By a report and order in MC F-2384, George W. Simons, 
Jr., and Robert D. Blackistone—Control—Blue and Grey Motor 
Tours, Inc., the Commission, division 4, has approved and 
authorized acquisition by George W. Simons, Jr., and Robert 
D. Blackistone, of Washington, D. C., of control of Blue & 
Grey Motor Tours, Inc., also of Washington, through purchase 
of 6624 per cent of its outstanding capital stock. The division 
said the purchase was unopposed, and pointed out that Blue 
and Grey Tours had been incorporated in order to retain the 
operating rights formerly owned by Blue and Gray Sight Seeing 
Tours, Inc., when the latter, corporation was dissolved and its 
equipment and property disposed of. 

The rights involved cover the transportation of passengers 
between Washington and Maryland race tracks; passengers and 
their baggage on sightseeing tours from points in the Washing- 
ton commercial zone to points in Delaware, Maryland, New 
Jersey, Pennsylvania and Virginia; round-trip or charter opera- 
tions from points in the Washington commercial zone to points 
in the five states aforementioned; and one-way charter opera- 
tions from Alexandria to Washington, and from Baltimore to 
Washington, via Annapolis. 


DAVIDSON MOTOR PURCHASE 

The Commission, division 4, by a report and order in MC 
F-2440, Major A. Riddle—Control; Hancock Truck Lines, Inc.— 
Purchase—L. J. Davidson, has approved and authorized the 
continued lease by Hancock Truck Lines, Inc., of Evansville, 
Ind., of the operating rights and property of L. J. Davidson, 
doing business as Stanley Truck Service, of Henderson, Ky., 
as a temporary measure to allow time for appropriate handling 
and consideration of the questions involved, pending the further 
order of the Commission. 

The report pointed out that the examiner’s proposed report 
had recommended denial of the application to purchase on the 
ground that Hancock was affiliated with the New York Central 
and that it had introduced no evidence to show how the opera- 
tions would be used to public advantage in the operation of 
New York Central as required by section 5(2)(b) of the inter- 
state commerce act (see Traffic World, July 29, p. 251). 

The examiner, said the instant report, had recommended 
that the proposed denial be without prejudice to further con- 
sideration of additional evidence, and added that Hancock had 
requested a further hearing. The temporary lease authority was 
granted, it said, because no decision could be reached before 
the expiration of the present temporary authority on August 26. 





L. & A. PURCHASE 


By a report and order in Finance No. 14444, West Feliciana 
Railway Co. Purchase, the Commission, division 4, has approved 
and authorized, subject to conditions for the protection of 
employes, among other conditions, purchase by the West 
Feliciana Railway Co. of the Louisiana & Arkansas Railway 
Co.’s branch line of railroad extending from Angola to St. 
Francisville, in West Feliciana parish, La., 17.73 miles. 

The conditions attached are that the West Feliciana shall 
apply for authority under section 20a of the interstate com- 
merce act to issue the necessary capital stock and such notes 
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as would evidence indebtedness to be incurred by the purchase; 
that any such evidence be in the form of nonnegotiable prom- 
issory notes payable only to the L. & A.; that the L. & A. 
shall not in any way dispose of the notes, and in the event of 
default in payment of principal or interest shall repossess the 
property and resume operation; that the capital stock to be 
issued shall be fully subscribed and the funds from its sale 
be paid into the West Feliciana treasury; that the West 
Feliciana shall not make or agree to any changes in divisions 
the result of which would be to diminish its revenue, for a 
period of 5 years, without approval of the Commission as to 
interstate traffic, and the Louisiana Public Service Commis- 
sion as to intrastate traffic; that the West Feliciana or its 
agent, when filing schedules with the Commission making tariff 
changes shall at the same time serve notice on the Louisiana 
commission; and that, within 20 days after service of the report 
and order, the West Feliciana and the L. & A., as a condition 
precedent to the exercise of any right granted, shall file with 
the Commission their acceptance of the aforementioned condi- 
tions. 


Consolidated Irregular Routes 


Stating it saw no reason in the instant proceeding why it 
should not follow the general rule, that through service might 
be provided at authorized points on operations unified for per- 
formance by one carrier, provided there was a point of service 
common to both operating authorities, and the physical opera- 
tion was rendered through that common point, the Commission, 
with Commissioner Miller concurring in the result, and with 
Chairman Patterson and Commissioners Lee and Rogers noting 
dissents, has resolved the contested operation in favor of the 
applicant in MC 44128, Sub. 4, Transport Corporation of Vir- 
ginia, Extension of Operations—Maryland. The applicant had 
petitioned for clarification of its rights under a consolidated 
certificate. 

The report said that, under its “grandfather” application, 
division 5 had authorized the applicant, as a common carrier, 
to transport, among other things, tobacco leaf, scrap, or stems, 
in sheets, baskets, hogsheads, tierces, boxes, or bales, between 
points and places in Virginia, North Carolina, and South Caro- 
lina, over irregular routes. In MC 44128, Sub. 4, it said, the 
applicant sought authority to extend its “grandfather” opera- 
tions to include, among other things, the transportation of un- 
manufactured tobacco between points located on or south of 
U. S. highway 50 in Anne Arundel, Prince Georges, Charles, 
Saint Marys, and Calvert counties, Md., and points in North 
Carolina, South Carolina, and Virginia, over irregular routes. 
In 29 M. C. C. 810, the report said, division 5 granted authority 
to transport unmanufactured tobacco from the aforementioned 
Maryland points to Richmond, Va., and empty containers on 
return, over irregular routes, but had found that no public 
convenience and necessity had been established for the pro- 
posed operation between the Maryland points and other points 
in Virginia, and those in North Carolina and South Carolina, 
and had denied those portions of the application. 

Following issuance of a consolidated certificate, the report 
said, the applicant took the position that it was authorized to 
transport unmanufactured tobacco from the specified Maryland 
points to any points in North Carolina, South Carolina and Vir- 
ginia, over irregular routes, through Richmond, and that it 
had filed tariffs covering such service. Informally, said the re- 
port, the Commission’s Bureau of Motor Carriers took the con- 
trary view, and that the tariffs had been criticized as being 
beyond the scope of the applicant’s operating rights. The in- 
stant petition had been filed seeking an interpretation of the 
authority contained in the consolidated certificate, said the re- 
port, the applicant contending it might perform the involved 
service, provided operation was by way of Richmond. 


It said that the protesting rail carriers contended that the 
situation here was not comparable to that found in cases in- 
volving regular-route operations, or in proceedings under sec- 
tions 5 or 212(b) of the act, and pointed out that the division 
had found no public convenience and necessity for the proposed 
service from Maryland to points other than Richmond. The 
report continued: 


As previously indicated, the question presented is whether under 
the consolidated certificate, which embraces operating rights between 
points in Virginia, North Carolina, and South Carolina acquired under 
section 206(a) of the act and operating rights from specified Maryland 
points to Richmond acquired under section 207(a) of the act, applicant 
lawfully may operate from the Maryland points through Richmond to 
points in Virginia, North Carolina, and South Carolina. It is to be 
noted that neither of applicant’s two separately granted operating 
rights is restricted in any way; that both authorize the transportation 
of unmanufactured tobacco, and that both authorize service at Rich- 
mond. While division 5 found that there was no need shown in the 
title case for the entire service applicant there sought authority to 
render, it did not impose any restriction in the authority granted. 


TRAFFIC WORLD 








It is well settled that regular-route motor common carriers may 
operate over all combinations of their separately described routes and 
between all authorized points thereon, unless their service is specifically 
restricted in some particular. Powell Bros. Truck Lines, Inc.—Purchase 
—Bryan, 39 M. C. C. 16. The same principle has been applied to regulir- 
route common-carrier operations acquired by purchase, merger, or in 
proceedings under section 207(a) of the act. Days Transfer, Inc.— 
Purchase—Haner, 39 M. C. C. 330; Dixie Freight Lines, Inc., Common 
Carrier Application, 24 M. C. C. 780. And, it has been held generaily 
in motor-carrier proceedings under sections 5 and 212(b) of the act 
that where common-carrier regular-route and irregular-route authori- 
ties, or two or more common-carrier irregular-route authorities, are uni- 
fied for operation by one carrier, through service may be provided 
between authorized points in both of such authorities, unless the 
public interest requires the imposition of a restrictive condition against 
the rendition of through service in whole or in part. The only requiie- 
ment in these instances has been that there must be a point of service 
common to both operating authorities and the physical operation must 
be rendered through such common point. Carolina Freight Carriers 
Corp.—Purchase—Edmunds, 36 M. C. C. 259, B. & E. Transp. Co., Inc. 
—Purchase—Merchants Transp., Inc., 36 M. C. C. 561; and Consolidated 
Freightways, Inc.—Purchase—Pacific I. Exp., 38 M. C. C. 577. 


The Commission concluded that, under its present consoli- 
dated certificate, the applicant had authority to transport un- 
manufactured tobacco from the described Maryland points to 
points in Virginia, North Carolina, and South Carolina, over 
irregular routes, provided the physical operation was conducted 
through Richmond. 


WESTERN TRANSPORTATION FORWARDER RIGHTS 


The Commission, division 4, by a report, permit and order, 
effective October 28, in FF-31, Western Transportation Co., 
Inc., Freight Forwarder Application, has granted Western 
authority to forward commodities generally from points in 
Maine, New Hampshire, Vermont, Massachusetts, Rhode Island, 
Connecticut, New York, New Jersey, Pennsylvania, Delaware, 
Maryland, Virginia, West Virginia, and the District of Colum- 
bia, to points in California, Oregon, and Washington. 

The report said that National Carloading Corporation and 
Universal Carloading & Distributing Co., Inc., protested the 
application, alleging that the applicant had not maintained 
freight forwarding services to destinations in Oregon and 
Washington. It said, however, that additional evidence sub- 
mitted by the applicant showed that in the period extending 
from 1941 to the filing of the application in November, 1942, 
applicant’s predecessor had forwarded approximately 125 ship- 
ments from various origin points to points in Oregon and Wash- 
ington. This service, it said, had been continued by the appli- 
cant. 


SOUTHEASTERN GREYHOUND SELF-INSURANCE 


It appeared that the applicant possessed sufficient resources 
to meet the obligations with which it might be confronted as 
a self-insurer, the Commission, division 5, said in a report and 
order in MC 32783, Southeastern Greyhound Lines Self-Insur- 
ance, in which it approved Southeastern’s application for 
authority to qualify as a self-insurer under section 215 of the 
interstate commerce act. 

The report said that the compelling motive for the appli- 
cant’s desire to become a self-insurer was economy of opera- 
tion. It said the applicant’s present insurance arrangements 
were based on a certain percentage premium “per hundred 
dollars of revenue” and other agreements that resulted in the 
company having been practically a self-insurer for the past 
five years. In view of this, and of the fact that the company 
had a safety and claims department that had been successfully 
functioning for ten years, the report said Southeastern felt that 
the public interest would be adequately served and that it 
would effect a substantial saving in operating cost if it was 
authorized to self-insure its operations. It said that the com- 
pany’s capital and surplus in excess of all liabilities amounted 
to $4,475,065. 


PIPE RATE EQUALIZATION 


The exceptional circumstances seemed to warrant the modi- 
fication of its prior order by which several units of an indus- 
trial plant, located at different points in the same area, each 
served by a different railroad, might be accorded equal rates, 
said the Commission, division 3, in a report and order in No. 
16356, Krupp Foundry Co. vs. Southern Railway Co. et al., 
embracing No. 16176, Somerville Iron Works vs. Southern Rail- 
way Co., et al., and No. 18431, Florence Pipe & Foundry Co. 
vs. New York, New Haven & Hartford Railroad Co. et al. 
The Commission modified its order of July 11, 1929, in those 
proceedings, so as to permit establishment of the Blair, Tenn., 
rate basis on cast-iron pipe ‘and fittings, in carloads, from 
Alabama producing points to Oak Ridge, Tenn., without cor- 
responding changes in rates from other producing points. 
Prior reports, 148 I. C. C. 743; 156 I. C. C. 415. 
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September 2, 1944 


Commenting on the circumstances to which it referred, the 
report said: 


The Clinton Engineering Works has located several industrial units, 
operated by or for the War Department, in the area northwest of Knox- 
ville and northeast of Harriman, Tenn. Some of these units are served 
py the Louisville and Nashville Railroad Co. at Oak Ridge, and others 
py industrial trackage recently constructed to connect with the Southern 
Railway at Blair, a local station between Scandlyn and Elverton, Tenn., 
on the Knoxville-Harriman line of the Southern. It is necessary, peti- 
tioners state, that rates from and to these two points be equalized. By 
Fourth Section Order No. 14972 of August 6, 1943, as modified by supple- 
mental order of May 12, 1944, Division 2, granted fourth section relief 
to enable petitioners to establish and maintain from and to Blair, then 
a new station, class and various commodity rates the same as those 
contemporaneously maintained from and to Elza (now Oak Ridge). The 
reverse procedure is sought here, that is, the Blair rates on cast-iron 
pipe and fittings are to be applied to Oak Ridge. 

















The report also indicated that the carriers desired to cor- 
rect an error in publishing the Birmingham rates from the 
other Alabama producing points to Blair and Oak Ridge in 
response to the order of July 11, 1929. 


ee sof 
ommission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permaneni series of motor carrier 
reports of the Commission, Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 











































*MC 84756, Sub. 3, Dwight E. Dam, Valentine, Neb., exten- 
sion. Certificate denied. General commodities, with exceptions, 
between Omaha, Neb., and Winner, S. D., over a specified route, 
serving the intermediate points of Fremont and Norfolk, Neb., 
and Fairfax, Bonsteel, St. Charles, Herrick, Burke, Gregory, 
Dallas, and Colome, S. D. 

*MC 1731, Sub. 3, Charles E. Levitan, Fords, N. J., ex- 
tension. Certificate granted. Wearing apparel and materials 
used in the manufacture thereof, between Dover, N. J., on the 
one hand, and Philadelphia, Pa., and New York, N. Y., on the 
other, over irregular routes. 


*MC 50170, John Sherman, Millville, N. J., successor in 
interest to Henry R. Butcher, contract carrier. On reconsidera- 
tion, findings in prior report, 1 M.C.C. 485, modified (1) by 
limiting applicant’s operations to transportation, under indi- 
vidual contracts with persons who operate meat packing busi- 
nesses, Of food products such as are produced or dealt in by 
meat packing companies, from Philadelphia, Pa., to points in 
a described area of N. J., including all points on the indicated 
segments of highways. The report clarifies the destination ter- 
ritory in N. J. authorized to be served. 


Railroad Abandonments 


Y¥. V. 


In Finance No. 14688, the Yosemite Valley Railway Co., 
has asked the Commission for permission to abandon its line 
of railroad extending from Merced to El Portal, in Merced and 
Mariposa counties, Calif., 77.7 miles, constituting all of the 
rail lines of the applicant. The application said that, under 
normal operating conditions, gross earnings of approximately 
$341,250 a year were necessary to cover operating expenses, 
bond interest, and sinking fund requirements. It said that 
about $134,250 a year was formerly derived from logs and fin- 
ished lumber transported for Yosemite Sugar Pine Lumber Co., 
and $84,000 from lime rock transported for Yosemite Portland 
Cement Co., both of which companies, it said, had ceased oper- 
ations, and sold their equipment, and that the mills were dis- 
mantled or being dismantled. No additional sources of revenue 
had been found, the carrier said, and that no additional sources 
could be found sufficient to permit continued operation of the 
line without an “ever growing operation loss.” It said that the 
great bulk of traffic moving between points on its lines was at 
present being transported by truck and that the remaining traf- 
fic could be and would be handled expeditiously by truck. 


Gc. A. & S. 


Without prejudice to renewal of the application after the 
termination of the war, the Commission, division 4, by a report 
and order in Finance No. 14358, Chicago, Attica & Southern 
Railroad et al. Abandonment, has denied the application. The 
railroad, and its owner, Dulien Steel Products, asked authority 
to abandon a line of railroad extending from Veedersburg to 

orocco, approximately 59.1 miles, in Newton, Benton, Warren, 
and Fountain counties, Ind. The report said that among the 
protestants were the Secretary of War, the War Production 
Board. the War Food Administration, the Indiana State Cham- 
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ber of Commerce, and the Public Counsellor of the state of 
Indiana. 

The report said that the owners or representatives of prac- 
tically all the important industries served by the applicant had 
testified in opposition to the proposed abandonment, and that 
all witnesses for the agricultural interests testified as to the 
plight of motor transportation caused by the war and the grow- 
ing inadequacy of that means of transportation in the tributary 
territory. It said that counsel for applicant argued that the 
poor showing of the railroad in the past conclusively demon- 
strated that its future was hopeless, and that the history of 
the Attica company made it clear that the railroad was oper- 
ated unsuccessfully for many years, resulting in the abandon- 
ment of all of the line except that portion now sought to be 
abandoned. All such matters were beside the issue in this 
proceeding, it said, presenting the sole question whether pres- 
yon or future public convenience and necessity permitted aban- 

onment. 


The situation was confusing, the report said, but that the 
applicant had admitted that operations in 1943 showed a marked 
improvement over the preceding year. It said the industries 
dependent on the line had showed a public need for continued 
operation of the line sufficient to warrant its retention at least 
for the duration of the war. 


FINANCE APPLICATIONS 


Finance No. 14680, Delaware, Lackawanna & Western Railroad Co. 
and Utica, Chenango & Susquehanna Valley Railway Co. ask authority 
to merge the latter into the former. The application said that payments 
by the D. L. & W., under the leases under which it operated the prop- 
erties of the U. C. & S. V., and other roads, had been held under exist- 
ing decisions to be income of lessor companies on which federal income 
taxes were assessable against such companies, and that, in 1939, the 
government had brought three suits against the D. L. & W. and lessors 
of that company, in which the government sought primarily a deter- 
mination that, under the involved leases, the D. L. & W. was liable for 
the payment of federal income taxes assessed against the lessor com- 
panies. It said the federal circuit court of appeals for the second cir- 
cuit had held that the D. L. & W. was not liable for the payment of 
such taxes, but that the government could collect such taxes out of the 
rentals payable to the stockholders of the lessor companies. Injunctions 
against further payments in respect of the capital stocks of such lessor 
companies had been granted, the applicant said, and referred also to a 
New Jersey court decision, holding. unconstitutional, in respect of the 
cancellation of interest penalties on past due taxes, a tax act passed by 
the New Jersey legislature, as a result of which decision, the D. L. & 
W. might have to pay out a further $3,700,000. These considerations 
emphasized the importance of consummating a program that would 
achieve a reduction of the system fixed charges payable by the D. L. & 
W. pursuant to the leases, it said, and that the program would eliminate 
for the future the problem as to federal taxes on income of the leased 
line companies. It said that similar agreements had been reached with 
other leased lines. 

Finance No. 14681, Delaware, Lackawanna & Western asks authority 
to issue certificates of deposit in respect of not to exceed 37,039 shares 
of the capital stock of the U. C. & S. V., and not to exceed $3,703,900 
principal amount of U. C. & S. V. division mortgage bonds, in further- 
ance of the merger proposed in Finance No. 14680. 

Finance No. 14682, Chesapeake & Ohio Railway Co. asks authority 
to assume obligation and liability in respect of $2,500,000 par amount of 
serial equipment trust certificates, to be dated September 15, to provide 
funds for not exceeding 80 per cent of the estimated cost of $3,221,950 
for 1,250 fifty-ton all-steel hopper cars. The certificates are to mature 
annually in ten installments, from September 15, 1945, to September 15, 
1954, inclusive, to bear a rate of dividend as named by the successful 
bidder, all bids to be at not less than 99 per cent of the aggregate par 
value of the certificates. 

Finance No. 14683, Boston & Maine Railroad asks authority to issue 
promissory notes for principal amounts not exceeding a total of $5,571,- 
689.25 and interest on account of indebtedness incurred and indebted- 
ness to be incurred in the future under lease and purchase agreements 
for the purchase of equipment, $1,702,721.25 of the total remaining un- 
paid on four locomotives that have been delivered, the applicant pro- 
posing to enter into a similar agreement covering 8 additional diesel 
freight locomotives, the total rental for each locomotive and additional 
equipment to be included to be $504,650, plus interest. Authority was 
requested to issue the notes in order to remove any doubt that the in- 
debtedness incurred and to be incurred was ‘‘borrowed capital,’’ under 
the excess profits tax law. 

Finance No. 14684, Chicago, Rock Island & Pacific asks authority to 
construct and abandon such portions of its line of railroad as may be 
necessary in order to relocate its line between a point near Paris, Ia., 
and a point near Centerville, Ia., the length of the line proposed to be 
relocated being approximately 22 miles, in Davis and Appanoose coun- 
ties. The application said that approximately 18 lines of main line track 
would be constructed and approximately 22 miles of present main line 
track would be removed, and that the proposed relocation would result 
in substantial and permanent savings through increased efficiency and 
decreased costs of maintenance and operation. 

MC F-2623, Southeastern Greyhound Lines asks authority to issue 
271,409 shares of common stock, of $5 par value, for the purpose of a 
100 per cent stock dividend to holders of the company’s now outstanding 
common stock, pursuant to a proposed amendment to its articles of 
incorporation increasing the authorized capital stock of the corporation 
from $2,086,600 to $5,000,000, divided into 1,000,000 shares of the par 
value of $5. 

MC F-2624, W. C. Lucas, Pearlie M. Lucas, and A. B. Cox, dba Pied- 





































550 





mont Trucking Co., of Asheboro, N. C., ask authority to purchase certain 
operating rights of Carolina Transportation Co., of Raleigh, N. C., and 
temporarily to operate. 

MC F-2620, Columbia Terminals Co., of St. Louis, asks authority to 
acquire contro! of Columbia Motor Transport Co., also of St. Louis; 
through ownership of capital stock. 

Finance No. 14686, Stockyards Railway Co., of South St. Paul, 
Minn., asks authority to lease and operate the ‘‘railroad’’ properties 
known as Billings Public Stockyards, of Billings, Mont., until July 4, 
1966, at a rental of $73 a month. The application said that the St. Paul 
Union Stock Yards Co., of South St. Paul, Minn., owned all of the 
applicant’s outstanding capital stock. 

Finance No. 14687, Sioux City Terminal Railway Co., of Sioux City, 
Ia., asks authority to lease and operate the ‘‘railroad’’ properties, owned 
by the Sioux City Stock Yards Co., at Butte, Mont., for one year, and 
from year to year thereafter, until terminated by either part by 90 days’ 
notice in writing. The application said that the Sioux City Stock Yards 
Co. owned all of the applicant’s capital stock issued to date. 

MC F-2625, Rose F. Schneider and Harry Schneider, dba Schneider’s 
Transfer, of Richmond, Va., ask authority for Rose F. Schneider to 
purchase one-half interest in the business of Harry Schneider, dba 
Schneider’s Transfer, also of Richmond. 

MC F-2626, Glenn E. Breeding and Irene Breeding, dba Breeding 
Motor Freight Lines, of Muskogee, Okla., ask authority to purchase cer- 
tain operating rights, equipment, and property of Tri-State Motor Trans- 
port, Inc., of Joplin, Mo. 

MC F-990, supplemental petition. Northern Transportation Co., of 
Green Bay, Wis., asks authority to lease the operations of Terminal 
Truck Lines, Inc., also of Green Bay, for an additional period of five 
years from January 1, 1945. 

Finance No. 14689, Oregon-Washington Railroad & Navigation Co. 
and Union Pacific Railroad Co. have asked the Commission for author- 
ity for Oregon-Washington to issue $54,750,000 principal amount of 
refunding mortgage bonds, series A, and $17,444,000 principal amount 
of refunding mortgage bonds, series B, and for authority for Union 
Pacific to guarantee the principal of and interest on the series A bonds. 
The application said it was proposed to call for redemption on January 
1, 1945, at 105 per cent of face value and accrued interest the Oregon- 
Washington first and refunding mortgage bonds, due January 1, 1961, 
bearing interest at 4 per cent. The bonds are to be dated October 1, 
to mature October 1, 1960, and to bear interest at 3 per cent, redeem- 
able as a whole at any time and in part in principal amounts of 
$5,000,000 or any multiple thereof, on any semi-annual interest date 
at a premium of 5 per cent of the face value in the first year including 
October 1, 1945, the premium declining one-half per cent a year for 
six years and one-quarter per cent for seven years, with no premium 
after October 1, 1958. The application said the $54,750,000 of series A 
bonds would be sold to the public under competitive bidding, and the 
$17,444,000 of series B bonds would be sold to the Union Pacific at 
the same price at which the series A bonds were sold to the public. 

MC F-2627, Ollie P. Brown, dba Brown Trucking Co., of Wabash, 
Ind., asks authority to purchase certain operating rights, equipment, 
and property of Harry Urschel, dba Urschel Trucking Co., also of 
Wabash. 

MC F-2628, East Texas Motor Freight Lines asks authority to issue 
a $150,000 note, secured by chattel mortgage on automotive equipment, 
loan to be made by the Republic National Bank of Dallas, Tex. 

MC F-2631, Great Lakes Greyhound Lines, Inc., of Detroit, Mich., 
asks authority to purchase certain operating rights, equipment, and 
property of Dalton S. Foster and Nellie M. Foster, dba Foster Bus 
Line, of Lansing, Mich. The Greyhound Corporation, of Chicago, IIl., 
as owner of all of the capital stock of Great Lakes Greyhound, joined 
in the application. 


COMMISSION ORDERS 

MC-F 2109, Carl H. Ozee, control; Hayes Freight Lines, Inc., pur- 
chase, Service Freight Line, Inc. Time within which replies to petitions 
for reconsideration may be filed, extended to August 25. 

MC-F 2555, Richard G. Spitzer, control, Navajo Freight Lines, Inc. 
Application dismissed. 

MC 1746, Southern Limited, Inc., common carrier application. Re- 
opened for reconsideration solely to determine what modification is re- 
quired, if any, in the description of route authorized between Chicago, 
Ill., and Paducah, Ky. 

MC 39717, Sub. 15, Cecil Williams dba Hilside Garage & Transit Co. 
Order of July 4, which dismissed application, vacated. Reopened for 
formal hearing, on October 6, at 9:30 a. m., at Hotel Schroeder, Mil- 
waukee, Wis., before Examiner Dunn. 

MC 44609, Sub. 8, Guy A. Thompson, trustee, Missouri Pacific Rail- 
road Co., debtor, extension, Natchez. Reopened for reconsideration 
solely to determine what modification is required, if any, in description 
of route authorized in certificate. 

No. 29022, Midland Flour Milling Co., et al., vs. A. T. & S Fe. et al., 
and No. 29021, Bernhard Stern & Sons, Ince., vs. C. & N. W., et al. 
Order of January 31, modified so as to require complainants to furnish 
certain information with respect to shipments involved to defendants 
on or before November 1. 

No. 29065, Whittaker, Clark & Daniels, Inc., vs. Tonopah & Gold- 
field, et al. Motion of complainant to file additional memorandum of 
facts and argument, overruled. 

MC-52234 Sub. —Kenneth Bloom, dba Valley Motor Stages. Re- 
opened for further hearing on September 21, at 9:30 a. m. at Multno- 
mah Hotel, Portland, Ore., before Joint Board 172. 

W-12, Moran Towing & Transportation Co., Inc., applications. Ef- 
fective date of certificate and order of July 26, postponed to January 
1, 1945. 

1. & S. 5256, Brick, Iowa to Omaha, Neb. Order of July 27, modi- 
fled to become effective October 27, on not less than one day’s notice, 
instead of September 5. 

MC 100325, Alvin Lee Gibson, common carrier application and MC 
100325 Sub. 1, Alvin Lee Gibson, extension, Polk Hempstead. Reopened 
for further hearing. 
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MC-F 2585, Mid-States Freight Lines, Inc., purchase, Southern 
Transit Co. The 20-day period specified as time within which coinpli. 
ance may be made with conditions of order of said proceeding August 1, 
granting temporary authority under section 210a(b), extended to expire 
September 4. 

MC 31444, Sub. 1, Samuel Schreiber and Mrs. Harry Schreiber, ex. 
tension, Pennsylvania Turnpike and MC 31444, Sub. 2, Samuel Schreiber 
and Mrs. Harry Schreiber, extension, New Jersey. Reopened for recon. 
sideration. 

1. & S. 5311, Routing restrictions, south to K. C. S. Ry, p: 
Petition of Kansas City Southern Ry., one of respondents, to y 
and set aside order of suspension, denied. 


MOTOR FINANCE CASES 

MC-F-2600, Falwell Fast Freight, Inc.—Purchase—W. B. Draper and 
Evans Line, Inc. Application for authority under section 210a(b) of 
Falwell Fast Freight, Inc., of Lynchburg, Va., for temporary operation 
of a portion of the motor-carrier rights of W. B. Draper, doing business; 
as Draper Motor Service, of Roanoke, Va., and of all motor-carrier rights 
of Evans Line, Inc., also of Lynchburg, granted with conditions. 

MC-F-2601, Norman Joseph et al.—Control; Frontier Delivery, Inc.— 
Purchase—Northland Petroleum Transport Co. Application for authority 
under section 210a(b) of Frontier Delivery, Inc., of Buffalo, N. Y., for 
temporary operation of a portion of the motor-carrier rights and prop. 
erties of Northland Petroleum Transport Co., of Lancaster, Pa., granted 
with conditions. 

MC-F-2566, J. Will. Spurgin—Control; Keystone Freight Lines—Pur- 
chase—Wilson Fly et al. Application for authority under section 210a(b) 
of Keystone Freight Lines, of Tulsa, Okla., for temporary operation of 
a portion of the motor-carrier rights of Wilson Fly, C. K. Goodrich, 
Dorothea B. Fly, Jr., Frederika B. Fly, Elizabeth Fly, Diana Fly, and 
Dorothea B. Fly, Jr., doing business as Motor Transport Co., of Mem- 
phis, Tenn., granted with conditions. 


ints, 
icate 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 14632, Minneapolis & St, Louis Rail- 
way Co. Notes, granting authority to issue at par a promissory note for 
not exceeding $1,438,895 in further evidence of, but not in payment of, 
the unpaid portion of the purchase price of certain equipment to be 
acquired under a conditional-sale agreement. Approved. 

Report and amended certificate and order in F. D. No. 14609, United 
States Lines Co. (Panama Pacific Lines) Certificate Transfer, approving 
the transfer to the United States Lines Co. (New Jersey) of the cer- 
tificate dated March 20, 1942, issued to the United States Lines Co, 
(Nevada) in Docket No. W-497. Approved. . 

Report and order in F. D. No. 14631, Wheeling & Lake Erie Railway 
Co. Equipment Trust Certificates, granting authority to assume obliga- 
tion and liability in respect of not exceeding $920,000 of Wheeling & 
Lake Erie Railway equipment-trust certificates, series K, to be issued 
by the Manufacturers Trust Company, as trustee, and sold at 99.22 
percent of par and accrued dividends in connection with the procure- 
ment of certain equipment. Approved. 

Report and order in F. D. No. 14655, New York Central Railroad Co. 
Equipment Trust Certificates, granting authority to assume obligation 
and liability in respect of not exceeding $15,500,000 of New York Central 
Railroad equipment trust of 1944, 1% per cent equipment-trust certifi- 
cates, to be issued by the First National Bank of the City of New York, 
as trustee, and sold at 99.5391 per cent of par and accrued dividends in 
connection with the procurement of certain equipment. Approved. 


PETITIONS FOR REHEARING, ETC. 

1. & S. 5256, Brick, Iowa, to Omaha, Neb. Respondents ask for 
modification of effective date of order of July 27. 

MC-F 2549, Irene Breeding, individuals and partners, dba Breeding 
Motor Freight Lines, lease, Ernest W. Lyman, Trustee, Ralph W. Por- 
ter, Trustee, dba Lyman Truck Lines. Breeding Motor Freight Lines, 
asks for authority temporarily to operate motor carrier properties of 
Lyman Truck Lines. 

MC F-2339, George H. Mickow, purchase, Boswell Brothers Motor 
Freight, Inc. Applicant asks for reconsideration of-order of June 27, 
which denied application under section 210 (a)(b). 

No. 28978 and Subs. 1 to 10, inclusive, George A. Hormel & Co. et al. 
vs. A. T. & S. F. et al. Defendants ask for an order making certain 
additional data a part of record or, in alternative, for a further hearing 
for receipt of such data in evidence. — 

MC-F 2626, Glenn E. Breeding and Irene Breeding, dba Breeding 
Motor Freight Lines, lease, Tri-State Motor Transport, Inc. Breeding 
Motor Freight Lines asks for authority temporarily to operate motor 
carrier properties of Tri-State Motor Transport, Inc. 

MC-F 2557, Elmer W. Sims, dba Motor Transport Lines, purchase, 
Otto Abshier, dba Otto Abshier Trucking Co. Motor Transport Lines 


asks for authority temporarily to operate motor carrier properties of 
Otto Abshier Trucking Co. 





GARMENT FORWARDER APPLICATION 

Jack J. Hendelsman, doing business as Fashion Fast 
Freight, of Chicago, Ill., asks authority, in FF-162, to institute 
an operation as a freight forwarder, through the use of the 
facilities of common carriers by railroad, of garments and 
wearing apparel on hangers, from New York and Chicago t0 
Chicago and Kansas City, Mo. 

The application said that the proposed operation was 
unique, and that there was not now any forwarding service 
specializing in the transportation of garments and wearing ap- 
parel on hangers. It said that, due to the present difficulty of 
obtaining cartons and so-called “pack-racks” for shipping gal- 
ments, there was a “dire demand” by dress distributors for the 
kind of service proposed, which, it added, would eliminate the 
need for cartons or pack-racks and would allow for the most 
expeditious transportation of garments and wearing apparel. 
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Ex-Barge Grain Proportionals 
The Commission should not prescribe joint rates on the 
oh. considered barge-rail traffic, but should prescribe proportional 
a a rates for the interstate transportation by rail of ex-barge grain, 
usines; @ in carloads, from Chicago to the eastern destinations here in- 
- rights volved and should find that reasonable and otherwise lawful 
proportional rates for application on such traffic will be, to 
, Inc.~§ destinations in central territory, rates made 1.5 cents under 
‘thority § the corresponding local rates, and, to destinations in trunk-line 
Y., for® and New England territories, rates made 5.5 cents under the 
lhe corresponding local rates, said Examiner Burton Fuller in a 
— proposed report on further hearing in I. and S. No. 4718, 
s—Pur.§ Grain Proportionals, Ex-Barge to Official Territory. 
210a(b) That proceeding had been reopened for further hearing 
ation of § by the Commission, on petition of certain of the protestants, 
sodrich, § although the Supreme Court of the United States had upheld 
ly, and the Commission’s decision on reconsideration in this case (248 
f Mem-§ 1 C. C. 307) approving restriction by the rail carriers of pro- 
portional rail rates on grain and grain products from Chicago 
and other grain rate-break points to eastern destinations so 
lis Rail. | that they would not apply on ex-barge (Illinois Waterway) 
note for— traffic (see Traffic World, June 19, 1943, p. 1465). The examiner 
nent of, § noted that the Supreme Court made that decision in Inter- 
it to be® state Commerce Commission vs. Inland Waterways Corpora- 
Unites tion, 319 U. S. 671. , ae 
Peer Examiner Fuller said the Commission had reopened the 
the cer. proceeding to receive evidence (1) on the questions of whether 
ines Co.— or not reshipping or proportional rates should be prescribed 
for interstate transportation by rail of ex-barge grain from Chi- 
Railway cago and other related points of origin embraced in the instant 
> obliga-§ proceeding to the considered eastern destinations and, if so, to 
eling &§ determine what would be reasonable and otherwise lawful pro- 
. portional or reshipping rates for application on such traffic, 
procure and (2) to determine what, if any, reasonable and otherwise 
lawful joint rates for the interstate transportation of grain from 
road Co,™ points of origin served by A. L. Mechling, dba A. L. Mechling 
bligation§ Barge Line, to those eastern destinations should be prescribed. 
< Centralf The examiner pointed out that the rail schedules under protest 
st certif-§ had been filed to become effective Octobr 15, 1939, and said 
ond my that the respondents had voluntarily postponed the effective 
— "I date of the proposed schedules pending the outcome of the 
‘ further hearing. 
In its reports on reconsideration, said the examiner, the 
- ask for§ Commission stated that in a proper proceeding it might pre- 
scribe proportional rates on the ex-barge traffic lower than the 
Breeding§ local rates under section 6(11)(b) of the act or joint barge-rail 
W. Por-§ rates lower than the combination of the barge rates to the 
ht Lines. sateway plus the local rates beyond under sections 15(3) and 
erties of 307(d) 
rs Motor “Differences” on Ex-Barge Grain 
—_—S “Ex-barge, ex-lake, and ex-rail traffic (where the all-rail 
Co. et al. traffic is stopped in transit at Chicago) are all accorded the 
ig certaing Same outbound service,” he said, “but the Commission found, 
r hearing§ in effect, that there are other circumstances and conditions 
__§ affecting the outbound and through rates which are so different 
oe on the ex-barge traffic as compared with the ex-rail and ex- 
in wotorf lake traffic that some difference in rate treatment is justified 
without contravening the provisions of sections 1, 2, 3(1), 3(4) 
purchase,f 8nd 15(a)(2) of the act, administered, as the act requires, 
yort Lines§ ‘With a view to carrying out’ the national transportation policy. 
perties off Certain of the protestants sought an injunction against the en- 
forcement of the Commission’s order on the ground that such 
circumstances and conditions were beyond the authority of the 
Commission to consider. The statutory court granted such in- 
ion Fast§ junction, but on appeal this action was reversed by the Supreme 
institute§ Court, which held that the Commission had acted within the 
je of the power delegated to it by law... .” 
ents and Petitioner-protestants appearing at the further hearing, 
nicago tof the examiner stated, included certain grain dealers and ele- 
vator operators at Chicago and all along the Illinois Waterway, 
tion was§ the Inland Waterways Corporation, the Illinois Agricultural 
g service Association, and the U. S. Department of Agriculture, which 
aring ap-§ appeared as protestants at the original hearing; the Chicago 
ficulty off Board of Trade, which supported the railroads in the original 
ping gal-§ hearing, and, in addition, the Mechling Barge Line, certain rail 
‘s for thef and river elevator operators with headquarters at Peoria, IIl., 
_ = the Corn Exchange of Buffalo, N. Y., the Montana Flour Mills 
the m 


- apparel. 
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of Cleveland, O., the American Farm Bureau Federation, the 
War Food Administrator, and the Price Administrator. Inter- 
veners supporting the railroads respondents on further hearing, 
he said, were the western rail carriers, the Board of Trade of 
Indianapolis, Ind., associations of private and farmer coopera- 
tive grain elevator companies at many points in Illinois, and the 
Kansas City Board of Trade. 

“The parties generally,” said Examiner Fuller, “adhere 
to their original position; that is, protestant-petitioners con- 
tend that the ex-barge traffic is entitled to proportionals no 
higher than the ex-rail traffic from the same origins and the 
ex-lake traffic from the northwest, while interveners contend 
that it is entitled to nothing lower than‘ the local rates. 

Continuing, the examiner said: 


Protestant-petitioners contend that there is no material difference 
in the circumstances and conditions affecting the outbound and through 
rates on the barge-rail, lake-rail, and all-rail traffic, and that assuming 
the ability of the barge carrier to maintain inbound rates on a lower 
basis than the rail rates is an inherent advantage of barge transporta- 
tion, within the meaning of the national transportation policy, and 
that the proportional rates maintained by respondents are reasonable 
for the service beyond the gateways, the maintenance of any higher 
rates on the ex-barge traffic pro-tanto deprives shippers and the gen- 
eral public of such inherent advantage and results in rates in contra- 
vention of the above provisions of the act. Respondents and inter- 
veners contend that the circumstances and conditions affecting the out- 
bound and through rates on the barge-rail traffic are substantially and 
materially different from those affecting the outbound and through 
rates on the lake-rail and all-rail traffic. As to the latter, they contend 
that to take the all-rail rates and chop them in the middle and apply 
the outbound division or proportion to the ex-barge traffic is to accord 
the barge transportation an artificial advantage and pro-tanto to de- 
prive those interested in rail transportation of the inherent advantages 
thereof, and that therefore respondents may lawfully maintain higher 
rates on the ex-barge traffic than on the ex-rail traffic. The parties 
agree that there is no necessity for joint rates on the barge-rail traffic 
and that the ex-barge rates should be the same regardless of origin, 
except as hereinafter indicated, with the ¢ustomary differentials on 
the products and export traffic. The result of the further hearing, in 
the language of the Court, has been to develop a record upon which 
the Commission may prescribe rates on the ex-barge traffic (from 
Chicago) in view of its particular circumstances and under the provi- 
sions of the act designed with reference thereto. In recent years, a 
comprehensive inland waterway system has been developed largely at 
public expense in connection with the Mississippi River and its trib- 
utaries, certain rivers in Alabama, and the intracoastal canals, and 
the present proceeding is important not only as to the particular traf- 
fic under consideration but also insofar as it may provide administra- 
tive standards which may be used as guides in fitting barge trans- 
portation into the general rate structure, particularly on grain and 
grain products, under the governing statutory provisions, in fairness 
to all concerned, and in the public interest generally. 


Changes in Situation 


The principal changes in the situation developed at the 
further hearing, as compared with the facts adduced at the 
original hearing, said the examiner, were a decline in the lake 
traffic to and from Chicago due to scarcity of boats and higher 
wartime rates, the shift from a buyer’s to a seller’s market, 
the fixing of ceiling prices and margins by the Price Admin- 
istrator, and the granting by the Commission of a certificate 
to operate as a common carrier of grain to the Mechling Barge 
Line, “which now handles practically all the grain moving from 
the Illinois origins to Chicago.” 

‘Under the proposed schedules, he said, the rates on the 
ex-barge traffic from Chicago would be increased from an 
average of 16.1 cents (northwest) to central territory and 24 
cents to trunk-line and New England territories to the local 
rates averaging 19.4 and 32.5 cents a hundred pounds, respec- 
tively. In explanation of the rate situation here considered, he 
said, in part: 


The proportional and local rates here considered are a part of the 
all-rail rate structure on grain and grain products to official territory 
from origins west of Lake Michigan and the Illinois-Indiana line. This 
rates structure is based on the so-called rate-break principle. The 
through rates are generally published not as one-factor joint rates 
but are combinations over one or more of the gateways or other pri- 
mary markets, composed of inbound factors prescribed by the Com- 
mission for local or proportional applications, plus outbound factors 
lower than the local rates beyond. These through rates apply whether 
the traffic moves in continuous through transportation, in which case 
interchange is the only service performed at the junction, or under 
the governing transit provisions where it is stopped in transit at the 
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rate-break point or other intermediate point for marketing or process- 
ing. In the latter event, the outbound service from the rate-break point 
consists of concentrated movements in large lots of several cars at a 
time out of terminal elevators. The local rates from the country 
origins apply to ‘traffic which is picked up a single car at a time. 
However, a concentrated movement from a large terminal does not 
necessarily reduce costs. This is particularly true ‘‘in an area as con- 
gested as the Chicago switching district which presents a complicated 
network of railway lines probably not equaled in any other section of 
the country.’’ Switching Rates in Chicago District, 177 I. C. C. 669, 
711. In any event, the outbound proportional rates under the grain 
rate structure are not based on service or cost considerations but rather 
are adjusted to reflect the average of what would otherwise be transit 
balances and also in most instances to equalize the through rates via 
one or more of the gateways. 


Three Sets of Proportionals 


From Chicago to central territory there are three sets of outbound 
proportionals depending on the origin territory, namely, the Northwest 
proportionals applying on traffic originating in North Dakota, South 
Dakota, Minnesota, Wisconsin, the upper peninsula of Michigan, Mon- 
tana, Wyoming, Idaho, Oregon, Washington and certain Canadian 
provinces, the Trans-Mississippi proportionals applying from other 
origins west of the Mississippi River, and the Illinois proportionals 
applying on grain originating in Illinois territory. The Northwest and 
Trans-Mississippi proportionals are on the basis prescribed by the 
Commission primarily for the purpose of equalizing the Minnesota 
and Missouri river markets. Southwestern Millers’ League vs. Atch- 
ison, T. & S. F. Ry Co., 225 I. C. C. 195. To trunk-line and New 
England territories the proportionals are uniform regardless of origin. 
The only exception to this basis are certain origins in northern Illinois 
(north of the line of the Toledo, Peoria & Western) from which 
through one-factor rates apply to destinations in central territory in all 
instances on grain products and in a few instances on grain, and 
through one-factor rates apply to destinations in trunk-line and New 
England territories. However, the latter are usually the same as the 
combinations, the divisions accruing to the lines east of Chicago, or 
the outbound balances on traffic stopped in transit, generally being 
the same as the uniform proportional rates. The differences between 
such divisions or outbound balances and the through rates, known as 
specifics, are generally the same as the inbound interstate rates. Prior 
to February 1, 1910, the through one-factor rates from the northern 
Illinois origins reflected a division to the eastern carriers 0.5 cent 
less than the uniform proportionals. Effective on that date, this dif- 
ference was removed, pursuant to an agreement between respondents 
and the trade, by increasing the divisions 0.5 cent, resulting in a like 
increase in such through rates. The local and proportional rates and 
divisions to trunk-line and New England territories represent those in 
effect on that date, as modified by the subsequent general rate changes, 
and as reduced 5.5 cents on July 1, 1934. 

From Iowa, Missouri, and Illinois, except as just indicated, the 
through rates are on a two-factor combination. From origins beyond 
the Minnesota and Missouri river markets the through rates are on 
a three-factor combination, composed of local or gathering rates to 
those markets, plus intermarket proportionals from those markets to 
the gateways and the outbound proportionals beyond. The rates are 
generally the same on grain and grain products and domestic and 
export traffic, except that from the gateways grain products to trunk- 
line and New England territories take 0.5 cent over grain, and export 
traffic to the north Atlantic ports takes 8.5 cents under the domestic 
rates. The rates to trunk-line and New England territories are by far 
the more important, as marketers and processors in central territory 
can and do transit under such rates, and local disposition in central 
territory, at least so far as Illinois origins are concerned, is largely 
taken care of by the joint rates above referred to. 


Fourth-Section Rule 


In connection with the ex-rail proportionals, a so-called fourth- 
section rules applies as follows: 

“In no case shall the combination through rates to and from the 
reshipping point be less than the local rate from the reshipping point 
to destination, the difference necessary to protect the local rate from 
the reshipping point to be added to the reshipping rate therefrom.”’ 

To trunk-line and New England territories, the effect of this rule, 
insofar as the shipper is concerned, is to limit the application of the 
outbound proportional rate to a minimum inbound rate of 8.5 cents. 

The local and through rates under the all-rail structure thus reflect 
a consistent grading from east to west, the local and through rates 
from the intermediate points being lower than the corresponding rates 
from the more distant points over the direct routes in strict conformity 
with the fourth-section. The only exceptions to this are certain fourth- 
section departures caused by the differing level of the proportional 
rates to central territory. As an extreme example, to Cleveland, O., 
the through rate from Low Moor, Iowa, is 29.5 cents composed of 
the inbound rate of 14 cents plus the Trans-Mississippi proportional 
of 15.5 cents beyond, while the through rate from Clinton, Iowa, an 
intermediate point on the Mississippi River, is 33 cents, composed of 
the inbound rate of 14 cents plus the Illinois proportional of 19 cents 
beyond. In this connection, it should be noted that, on the average, 
the through rates from Illinois territory are on a much lower level 
than the rates from origins west of the river. ... Owing to their method 
of construction and the considerable grouping of origins and destina- 
tions, the through rates on this traffic do no conform to any particular 
distance scale. However, the average level of the through rates very 
closely approximates the so-called w. t. 1. scale. 

So far as the rail carriers are concerned, the grain originates at 
numerous so-called country grain elevators located throughout the origin 
territory requiring an inbound truck haul from the farms ranging from 
only a few yards to about ten miles, with a truck charge or cost ranging 
from 0.9 to 1.8 cents. The all-rail traffic requires only one intermediary 
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between the farmer and the dealer at the primary market or gateway 
namely, the country elevator operator, whose average margin is about 
4.4 cents. This margin and the inbound truck cost is incurred on ail of 
the all-rail traffic. Where the traffic is stopped in transit, there are addi. 
tional charges for elevation and dealer’s margin, such charges at Chi 


: cago 
being 1.6 cents and 2.25 cents, respectively. The net price to the farme; 
on grain shipped to the Chicago market is usually determined by deduct. 


ing the inbound truck cost, interstate rail rate and the above margins 
from the Chicago price. 

From certain origins in northern Illinois and northeastern India 
the Illinois portion of the Chicago switching district so-called lake 
rates from 3 to 4.5 cents lower than the interstate local rates have 
voluntarily established by the inbound rail carriers to meet truck and 
water competition. These rates do not engage the outbound propor. 
tional rates and are used in connection with through interstate traffic 
only by the payment of an additional amount sufficient to bring the 


a to 
!oeal 
een 


‘total up to the through interstate rate. Grain backed by lake local bill- 


ing, as the name implies, may be shipped out of Chicago by lake during 
the period of open navigation from about May 1 to November 1. Such 
grain may also be shipped to local consumers in the Illinois portion of 
the Chicago district, without extra charge, or shipped beyond in the 
form of grain or grain products to consumers in central territory on 
payment of the balances of the joint rates above referred to. Up to the 
limits of the demand for these purposes, the dealers will normally accept 
such grain at Chicago at a discount of 0.5 cent per bushel or 0.9 cent 
per 100 pounds under the Chicago price. 


The all-rail adjustment by providing for proportionals or outbound 


balances from the rate-break points, fixed so far as practicable at a uni- 
form figure regardless of origin, gives the merchants and processors at 
such points the benefits of transit and at the same time assists them in 
maintaining a common price, thus facilitating hedging and other market 
operations. The all-rail traffic consists of all kinds of grain and grain 
products moving for all distances, long and short, over both direct and 
circuitous routes, and in both continuous through transportation and 
where stopped in transit at the rate-break or other intermediate points, 
It moves in box cars with an average loading of about 50 tons. The 
rate-break system and transit privileges can be and are maintained in 
connection with the all-rail traffic and at the same time farmers and 
all others concerned accorded local and through rates for rail transporta- 
tion properly aligned with each other. ... 


‘The examiner observed that on barge-rail grain to official 
territory there were no joint rates whatsoever. The barge rates 
to Chicago, he said, were from 7.5 to 9.25 cents lower than the 
interstate local rates from the Illinois origins and 15.5 to 5 
cents lower than the rail local and proportional rates from 
Kansas City. He added that these rates yielded fair returns to 
the barge carriers “and for the purpose of this proceeding may 
be accepted as reasonable.” 

“To central territory,” he continued, “the ex-barge rates 
from the Illinois origins are the same as the northwest propor- 
tionals, and from Kansas City the same as the Trans-Mississippi 
proportionals. Thus, on Illinois grain, the ex-barge rates are 
the highest of the three sets of proportionals. Protestants made 
no complaint against this at the original hearing, but on fur- 
ther hearing the Illinois proportionals are advocated by certain 
protestants and the Trans-Mississippi proportionals by others, 
as maxima on ex-barge grain from Illinois to central territory. 
To trunk-line and New England territories the ex-barge rates 
are the same as the uniform proportionals or divisions or bal- 
ances of the through all-rail rates. The barge-rail rates are not 
subject to the fourth-section rule and from Illinois origins are 
. . . far below the local rates from Chicago. . .. This is an 
inequitable situation, giving rise to reductions from the inter- 
mediate points, and it is difficult to see, with such extreme 
departures, how such requests can properly be denied. More 
important, it demonstrates the inconsistency of the position of 
protestant-petitioners, namely, that the ex-barge traffic be sub- 
ject to the same rates but not to the same rule as the ex-rail 
traffic. This situation does not exist in connection with the 
barge-rail rates from Kansas City. .. .” 


Rate-Break Principle 
Examiner Fuller said it was clear that the rail carriers 


could not afford to maintain an all-rail structure based on the 


rate-break principle, with outbound proportionals based on 
average conditions surrounding all-rail transportation, if they 
were required to maintain the same outbound proportionals in 
— with barge-rail traffic where such conditions did not 
exist. 

“If ex-barge rates must be the same as the ex-rail rates, 
where the traffic is stopped in transit,’ he said, “the only 
alternative of the rail carriers, if undue depletion of their rev- 
enues is to be avoided, would be to abolish the rate-break sys- 
tem and transit privileges entirely and maintain their local 
rates from the gateways or markets on both ex-rail and ex- 
barge traffic. This, together with the fourth-section situation 
.. . 1S what is meant by the statement that the present ex-barge 
rates from Chicago jeopardize the all-rail rate structure... - 


Low Level of Barge-Rail Rates 


“There is keen competition between the barge and rail 
carriers and between dealers and processors interested in the 
barge-rail, lake-rail, and all-rail traffic. The present rates on 
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the barge-rail traffic being so much lower than the all-rail rates 
from the same origins has diverted and will continue to divert 
a substantial portion of the traffic to the barge-rail routes via 
Chicago from the all-rail routes from Kansas City and other 
origins and via Chicago, Indianapolis and other markets. This 
is, of course, due, in part, to the relatively low level of the 
barge rates, which may be said to be an inherent advantage of 
barge transportation. However, it is also partly due to the 
relatively low level of the ex-barge rates or outbound rates on 
the barge-rail traffic. The circumstances and conditions affect- 
ing the outbound and through rates ... are so substantially 
and materially different on the ex-barge traffic as compared 
with the ex-lake and ex-rail traffic as to warrant somewhat 
higher rates on the ex-barge traffic. 

“But it does not follow that rates as high as those pro- 
posed are justified. Under the proposed schedules, with rates 
on the ex-barge traffic so much higher than on ex-rail and 
ex-lake traffic, and barge-rail rates so much higher than the 
all-rail rates from the same origins to official territory, the 
Chicago dealers could not use grain backed up by barge billing 
in their marketing and hedging operations, without a substan- 
tial discount. in price. The proposed schedules would destroy 
the barge-rail traffic to trunk-line and New England territories 
and also largely to central territory in view of the lake local, 
joint rate, transit and discount situation. . . . Whether they 
would restore the traffic to the all-rail routes is problemetical. 
They might have the effect of diverting the grain from these 
northern Illinois origins to barge movements to the south. In 
any event, the proposed schedules would destroy the inherent 
advantage of the barge transportation in connection with barge- 
rail routes to official territory and would result in unjust dis- 
crimination and undue preference and prejudice against those 
interested in the barge-rail traffic in favor of those interested 
in the all-rail traffic, in contravention of the provisions of the 
act above referred to... .” 


“Fair Opportunity” for Barge Grain 
Continuing, the examiner said, in part: 


If the rates on the ex-barge traffic are adjusted ‘‘in view of its 
particular circumstances and under the provisions of the act designed 
with reference thereto,’’ the barge-rail traffic will have a fair oppor- 
tunity to move in competition with the lake-rail and all-rail traffic, 
thus preserving the inherent advantage of barge transportation to the 
adjacent farm community and all others concerned, without any adverse 
effect on the wartime stabilization program or the effective use of 
the waterway. 

The problem here presented only arises because the rail carriers 
have established a rate-break system in order to meet the commercial 
needs of the grain traffic. If the through rates, both all-rail and 
barge-rail, were one-factor rates, subject only to transit and not 
break-through combinations, the outbound transit balances would vary, 
those on the ex-rail traffic being the differences between the through 
all-rail rates and the inbound rail rates to the gateway, and those 
on the ex-barge traffic being the differences between the through barge- 
rail rates and the inbound barge rates. It is only where, as here, such 
varying ex-rail balances are averaged and converted into more or less 
uniform proportions or divisions, under the rate-break plan, with 
through all-rail rates adjusted accordingly, that the barge carriers 
and the users thereof contend that the ex-barge rates should be the 
same as the ex-rail rates. But, from a rate-making standpoint, there 
is no more logical reason for such a parity than there would be under 
ordinary transit with its varying balances. What the barge carriers 
and the users thereof are entitled to, is not ex-barge rates made the 
same in amount as the ex-rail rates, but ex-barge rates made on the 
same plan with respect to the barge-rail traffic as the ex-rail rates 
are made with respect to the all-rail traffic, namely, ex-barge rates 
made as nearly as practicable on a uniform basis reflecting the average 
of the varying balances on the barge-rail traffic, with through barge- 
rail rates adjusted accordingly. 


Adjustment At Chicago 


In prior proceedings, the Commission has prescribed through barge- 
rail rates based on the so-called Ex Parte 96 formula, or modifications 
thereof, using percentage differentials under the local rail rates be- 
tween the barge ports, or on a constructive distance basis, using one 
rail mile as the equivalent of from 2.25 to 3 water miles, depending 
on the circumstances and conditions surrounding the movement of the 
particular traffic. . . . Such through barge-rail rates are generally sub- 
ject to a fourth-section rule, namely, that the through barge-rail rates 
Shall! not exceed the local rate from the interchange port, and to a 
distance limitation, namely, that no through barge-rail route need be 
established where the shortest rail distance from the port of inter- 
change to the rail destination exceeds three-fourths of the shortest 
rail distance from the barge origin to that destination.. On the traffic 
here considered, the shortest rail distance from Chicago generally ex- 
ceeds three-fourths of the shortest rail distance from the Illinois barge 
origin. However, under the circumstances here presented, the ex-barge 
rates on this grain traffic should be more leniently treated by relieving 
them entirely from the distance limitation and from the fourth-section 
Tule to the extent indicated herein. The rates on this ex-barge traffic 
can and should be adjusted ‘‘in view of its particular circumstances 
and under the provisions of the act designed with reference thereto,’’ 


aed as Chicago is concerned, on a constructive distance basis as 
0 OWS: 


On the average, to Chicago, the present barge rates bear a relation 
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of about 1:4 to the corresponding rail (interstate) rates from the Illinois 
origins and about 1:2 to the corresponding rail rates from Kansas City. 
Applying these ratios, we arrive at constructive distances for the barge- 
rail traffic as shown in Appendix A, Table IV. Applying the W. T. L. 
scale to these constructive distances, and according the barge-rail traffic 
somewhat lower rates in terms of the scale than exist on the all-rail 
traffic, in view of the lake local, joint rate, transit, and discount situa- 
tion above referred to, we arrive at the through rates for the barge-rail 
movement shown in the table as ‘‘prescribed,’’ averaging about 6 
cents less than the all-rail rates. -Deducting the inbound barge 
rates, we arrive at ex-barge proportionals averaging 17.9 cents 
to central territory, or 1.5 cents below the local rates and 3.3, 
1.8, and 2.2 cents above the Trans-Mississippi, Northwest and Illinois 
proportionals, respectively, and ex-barge proportionals averaging 27 
cents to trunk line-New England territories, or 5.5 cents below the local 
rates and 3 cents above the ex-rail or ex-lake proportionals. This will 
entirely remove the fourth-section departures to central territory and 
substantially ameliorate them to trunk-line and New England territories. 
Peoria and St. Louis would, of course, be entitled, on reasonable re- 
quest, to ex-barge proportionals made on this same constructive distance 
basis, but the record does not contain sufficient detail for the computa- 
tion of such proportionals in this proceeding. 

The Price Administrator requests, regardless of the merits from a 
peacetime standpoint, that no increases whatever be permitted in the 
ex-barge grain rates from Chicago until after the present war emergency, 
but there is no basis for granting this request, either in fact or in law. 


The examiner proposed that the Commission require the 
cancellation of the proposed schedules, without prejudice to the 
filing of new schedules in conformity with the finding recom- 
mended by him. 


Oral Argument 


Coincident with the issuance of the proposed report in I. 
and S. No. 4718, the Commission announced that oral argument 


in this proceeding would be heard by it October 16, in Wash- 
ington. 


Gasoline Truck Rates 


Asserting that, while some increase in the respondent’s 
rates was clearly justified, the proposed rates were not on a 
consistently uniform basis, Examiner W. T. Cantrell, in a pro- 
posed report in I. and S. M-2393, Gasoline and Kerosene from 
Lookout Mountain, Ga., to Points in Tennessee, has recom- 
mended cancellation of the suspended schedules without prej- 
udice to the filing of rates in conformity with the views ex- 
pressed in the report, and that the proceeding be discontinued. 
He also recommended changes in proposed charges for delays 
in unloading. 

By schedules filed to become effective April 1, Oda L. 
Browder, doing business as Plymouth Oil Co., of Athens, Ga., 
proposed to establish increased truck-load commodity rates on 
gasoline and kerosene, in tank trucks, from the Southeastern 
Pipeline Terminal at Lookout Mountain, Ga., to 11 points in 
Tennessee, the increases ranging from one-half cent to 4 cents 
a 100 pounds, The examiner’s recommended maximum reason- 
able rates proposed increases ranging from one-half cent to two 
cents. The respondent also proposed to establish a charge of 
$4 for each hour or fraction thereof, in excess of 2 hours, con- 
sumed in unloading vehicles at destinations. The examiner said 
he was of the opinion that, for the first two hours in excess 
of the free time proposed to be allowed for unloading, a rea- 
sonable charge would be $2 an hour or fraction thereof, and 
that, for time consumed in unloading in excess of 4 hours, the 
proposed charge of $4 for each hour or fraction of an hour 
would not be unreasonable. 


The schedules were protested by the Office of Price Ad- 
ministration, and suspended until November 1. 


The report said that the delivery of petroleum products 
from the Lookout Mountain terminal to the 15 destinations 
shown in the suspended tariff (to four of which, it said, no 
increases were proposed) involved operation over somewhat 
difficult highways due to increasing altitudes and irregular 
contours. Return movements, it said, were generally without 
revenue lading, although movements of these commodities from 
Knoxville to other Tennessee points furnished some return lad- 
ing in connection with hauls from Lookout Mountain to Knox- 
ville and adjacent points. The report also pointed out that the 
involved commodities were transported from Lookout Moun- 
tain for four shippers, but that the heaviest shipper had re- 
cently supplied more northerly Tennessee points from another 
pipe line terminal located at or near Knoxville. Because of this 
shift in traffic, it said, there had been a material decline in 
long-haul movements and, consequently, a greater proportion 
of short hauls. 


The respondent’s entire operations (including operations 
under temporary authority to transport the same commodities 
from Chattanooga and Tyner, Tenn., to certain points in Geor- 
gia, and intrastate transportation in Tennessee) in 1943 resulted 
in a loss of about $8,110, the report said, and that in each of 
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the first five months of 1944, except January, operations were 
also conducted at a loss. While this statement of financial 
position was significant, the report said, it did not appear to be 
conclusive of the question of the reasonableness of the sus- 
pended rates. It said that the respondent’s estimates of cost 
of operation from the Lookout Mountain Terminal to the 11 
destinations to which increases were proposed, 14.7 cents a 
mile, appeared generally to be reasonably consistent with the 
comparative lengths of haul and the topographical conditions. 
Commenting on the maximum reasonable rates he recom- 
mended, the examiner said: 


The rates shown in the appendix under the caption ‘‘Maximum 
reasonable rates’’ reflect two components, one of which is the product 
of two-way distances between the origin point and the various destina- 
tions and a predetermined rate per vehicle-mile, and the other a 
non-variable ovehead or terminal charge. The terminal charge of 
$6 used in the computation of the rates has, in a number of instances, 
been found by the Commission to approximate the terminal or non- 
variable overhead costs per shipment of motor common-carriers in 
the transportation of these commodities. The determination of a 
reasonable rate for the road-haul operation is on this record somewhat 
difficult, but it may be assumed that it would approximate the level 
of the lowest operating cost, since this would result from operation 
to the most-distant point to which operating conditions are approx- 
imately normal and would thus be relatively only slightly affected by 
fixed costs. Another approach is by consideration of average costs in 
relation to average distances. The average cost of operation of 14.7 
cents increased by 10 per cent is approximately 16 cents a truck-mile, 
which would produce a charge of $24 for the weighted-average two-way 
operating distance, or when reduced by the terminal charge, $18— 
the equivalent of 12 cents a truck-mile for actual over-the-road opera- 
tion for this distance. This figure closely approximates the per-mile 
cost of operation to LaFollette, the lowest cost estimate reported by 
respondent. In determining the measure of the individual rates, a 
minimum weight equivalent to the proposed minimum of 4,000 gallons, 
or 26,400 pounds, is used. The earnings accruing from these rates, 
which are shown in the appendix, to the 11 points to which increased 
rates are proposed average 16.3 cents a truck-mile. The slight excess 
of average earnings over the predetermined level of 16 cents a truck- 
mile results from slightly inflated rates to LaFollette, New Tazewell, 
and Sunbright, where, due to somewhat abnormal operating condi- 


tions, rates slightly higher than the normal level are considered rea- 
sonable. 


The examiner said that no change was proposed in the 
rates to Camp Forrest, Chattanooga, and Dunlap, and that 
since those rates appeared to be reasonably aligned with the 
prescribed rates, no revision appeared to be necessary, the 
greater earnings to Camp Forrest being “doubtless” justified 
by operating difficulties. The examiner added that the respond- 
ent’s representative at the hearing had expressed the opinion 
that the rate now in effect to Cleveland, to which no change 
was proposed, was inadequate. With this, the examiner said 
he was in agreement, and that the rate of 6 cents suggested to 
that point had been derived by the formula described and, in 
view of the shortness of the haul, appeared to be a minimum 
reasonable rate for the movement, but that the establishment 
of the suggested rate of 6 cents (present rate 5.5 cents) was 
not compulsory, since it was not in issue. 


Warren Household Rights Purchase 


Commenting that ‘wasteful transportation is inherent in 
the proposed operations,’ Examiner M. L. Winson, in a pro- 
posed report in MC F-2302, Archibald H. Stevens, et al.—Con- 
trol—Stevens Van Lines, Inc.; Stevens Van Lines, Inc.—Pur- 
chase—George S. Warren, et al., embracing MC F-2303, Henry 
H. Stevens—Purchase—Stevens Van Lines, Inc.; MC F-2304, 
Archibald H. Stevens and Hazen H. Stevens—Purchase—Stevens 
Van Lines, Inc.; and MC F-2306, L. S. Quick—Purchase—Stev- 
ens Van Lines, Inc., has recommended denial of the applications. 

The rights of George S. Warren, Irwin D. Warren, and 
John E. Warren, doing business as Warren Brothers Moving 
Co., of Chicago, Ill., involved common carrier transportation of 
household goods over irregular routes from a base area cover- 
ing Wisconsin, Minnesota, Iowa, West Virginia, Pennsylvania, 
New York, Michigan, Kentucky, Missouri, Kansas, and Ne- 
braska, on the one hand, and, on the other, points in Alabama, 
Arkansas, Colorado, Connecticut, Delaware, Florida, Georgia, 
Illinois, Indiana, Iowa, Kansas, Kentucky, Maryland, Massa- 
chusetts, Michigan, Minnesota, Mississippi, Missouri, Nebraska, 
New Jersey, New York, North Carolina, North Dakota, Ohio, 
Oklahoma, Pennsylvania, Rhode Island, South Carolina, South 
Dakota, Tennessee, Virginia, West Virginia, Wisconsin, and the 
District of Columbia; between points in McLean county, IIL, 
on the one hand, and, on the other, points in Louisiana and 
Texas; and embraced nonradial operating rights between the 
cities named, all points in Illinois, Indiana, Ohio, and those in 
Iowa, Michigan, Minnesota, Missouri, New York, Pennsylvania, 
West Virginia, and Wisconsin, in the base area. The report said 
Warren had discontinued operations in September, 1943, but 
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that the considered rights were susceptible of transfer if the 
transactions proposed were otherwise consistent with the public 
interest. 

After describing the involved transactions as “rather corno- 
plicated,” the examiner commented on the wasteful transporta- 
tion, and said the affiliated carriers would serve a common ter- 
ritory. He said the amendment suggested by the applicants 
would not remove this objectionable feature of the transactions 
without eliminating the duplicate operating rights, preserva- 
tion of which, he added, was requested. 


Mlotor-for-Rail Service 


Distinguishing the instant proceeding from the situation in 
Thompson vs. United States, 321, U. S. 19, in that the involved 
railroad was supporting the motor carrier’s application, Ex- 
aminer Reece Harrison, by a proposed report in MC 23929, Sub. 
6, Alto Trucking Co., Inc., extension, has recommended a grant 
of common carrier authority for the transportation of general 
commodities between points in Pennsylvania and New Jersey 
that are stations on the Lehigh Valley Railroad. The authority 
should be granted as to irregular routes, he said, because the 
proposed operations did not parallel the rail line, but criss- 
crossed the railroad between New York and Allentown to the 
extent that it was not practical to describe the routes. He said 
the authority should be subject to the conditions that the serv- 
ice should be limited to that auxiliary to, or supplemental of, 
rail service of the Lehigh, and that shipments should be lim- 
ited to those that moved under through bills of lading or ex- 
press receipts, covering, in addition to movement by motor 
vehicle, a prior or subsequent movement by rail. 

The examiner also recommended finding that holding by 
applicant of both a certificate and a permit would be consistent. 
He pointed out that the permit authorized the applicant to trans- 
port merchandise for a retail food store. He said there would 
be some duplication, but that the contract carrier operations 
were restricted to a particular class of shippers and the com- 
mon carrier authority sought was for substituted service for 
the railroad, adding that it was evident that the operations 
conducted for the railroad would not be competitive with the 
contract carrier service. No opportunities would be presented 
for discrimination or preference between shippers, he said. 

He said that the need for a coordinated motor-rail service 
was not negatived by proof of an abundance of all-motor serv- 
ice, and that proof that adequate all-motor service was now 
available was no bar to a grant of the authority sought for 
the coordinated motor-rail service. Trucks could be used in 
substituted service to the advantage of the railroad and the 
public, the examiner said, and that there was no showing by 
protestants that the granting of the application would adversely 
affect them when restricted as recommended. He pointed out 
also that the substitution would release freight cars for use in 
through-freight trains and would result in the elimination of 
10,000 car-days a year. This method of operation, he said, 
would also expedite the transportation of all traffic over the 
main line of the railroad. ‘ 


ASHMAN WATER APPLICATIONS 


Saying that the applicant had not operated as a water car- 
rier since December, 1943, that his barges were tied up and in 
need of repairs before they could again be operated, and that, 
at the present time the applicant was operating a farm and 
was uncertain as to whether or not he would resume water 
carrier operations in the future, the Commission’s Bureau of 
Water Carriers and Freight Forwarders, in a proposed report 
in W-238, J. O. Ashman Contract Carrier Applications, has 
recommended that the applications be denied. 

The applicant had sought a permit authorizing continuance 
of operations as a contract carrier in the transportation of 
lumber, cross ties, poles, and piling, from points on the Ten- 
nessee, Cumberland, and Green Rivers to points on the Ohio 
River. By another application, he sought an exemption under 
section 302(e) of the act of his chartering of vessels to persons 
for the transportation of their own property. On the record, 
the bureau said, the Commission should find that the appli- 
cant had voluntarily abandoned operation and that he was not 
entitled to “grandfather” rights. 


GLOBE FORWARDER APPLICATION 

The Commission’s Bureau of Water Carriers and Freight 
Forwarders has recommended that Globe Freight Service be 
granted authority to forward commodities generally from points 
in California to all points in the United States. The recommen- 
dation was contained in a proposed report in FF-32, Globe 
Freight Service Freight Forwarder Application. , 
The report pointed out that the applicant’s operations 1n 
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the past had not included service in Arizona, Colorado, Idaho, 
Montana, Nevada, New Mexico, North Dakota, Oregon, South 
Dakota, Utah, Washington, and Wyoming. However, it said, 
these states were intermediate to those that had been served 
and that the applicant desired authority for partial unloading 
at points in those states. The location of the states in relation 
to those served in the past was such that authority to serve 
them would not materially enlarge applicant’s operations, it 
said, but would enable him to fulfill more completely the needs 
of California shippers and that granting of the authority was 
warranted. 

The report said the applicant had sought authority to 
operate between points in California, on the one hand, and, on 
the other, points in other states, but added that his operations 
had all been eastbound and that there was nothing in the record 
to indicate that he had facilities for handling westbound ship- 
ments, or that he would exercise such authority if it was 
granted. 


MOTOR CARRIER STATUS 


While the facts of record were too meager to induce a 
definite conclusion as to the applicant’s status on the statutory 
date, his recent operations were devoid of any indication of 
that specialization that had been found by the Commission to 
be indicative of contract carriage, said Examiner Walter Can- 
trell in recommending that the applicant be found a common 
carrier, in a proposed report in MC 76118, Harry R. Cook Con- 
tract Carrier Application, embracing MC 76118, Sub. 1, Same, 
extension. 


He recommended that a certificate be issued authorizing 
the transportation of specified commodities, in truckloads, be- 
tween certain points in Arkansas, and Memphis, Tenn., on the 
one hand, and, on the other, certain points in Illinois, Indiana, 
Iowa, Kentucky, Michigan, Missouri, Ohio, and Tennessee. The 
certificate should be issued in lieu of contract carrier permits 
previously issued, he said. 


“If applicant’s operations were ever distinguished by such 
specialization,” said the examiner, referring to the type of 
specialization the Commission had found indicative of contract 
carriage, “the evidence thereof must be found in the devotion 
of applicant’s facilities to a limited number of shippers, a con- 
dition which no longer exists. The record as a whole is con- 
clusive that applicant’s present operations are in all material 
respects similar to those of common carriers transporting the 
same class of traffic and that such operations more closely 


resemble the activities of a common carrier than contract car- 
riage. 


Proposed Reports 


Evaporated Milk 


No. 29105, Carnation Co. vs. Carolina, Clinchfield & Ohio 
Railroad Co., et al. By Examiner M. J. Walsh. Rates charged 
on evaporated milk, in carloads, from Maysville, Ky., to Rich- 
mond, Hazard, Lothair, Middlesboro, Whitesburg, Harlan and 
Lynch, Ky., over interstate routes of movement, inapplicable. 
Shipments found to have been misrouted, Recommends that 
defendants be authorized to waive collection of outstanding 
undercharges. The examiner said the Commission should find 
that the applicable rates over the routes of movement were 
combination class rates of 44, 53, 53, 54, 58, 58 and 59 cents to 
Richmond, Hazard, Lothair, Middlesboro, Whitesburg, Harlan, 
and Lynch, respectively; that the shipments were misrouted 
by the Chesapeake & Ohio; and that that defendant was solely 
liable for the damages resulting therefrom. 


Flax Straw 


No. 29115, Klearflax Linen Looms, Inc. vs. Great Northern 
Railway Co. By Examiner Leland F. James. Rates charged 
on carload shipments of flax straw, in bales, moving over an 
interstate route, from Hutchinson, Granite Falls, Lorne, Kutzer, 
and Marshall, Minn., to Duluth, Minn., inapplicable, resulting 
in undercharges. Applicable rates unreasonable, and recom- 
mends waiver of collection of undercharges to basis found rea- 
sonable. Reasonable rates prescribed and reparation recom- 
mended on certain shipments. The examiner said the Com- 
mission should find that the applicable rates, prior to May 15, 
1943, were 19, 20, 20, 16, and 25 cents from Hutchinson, Granite 
Falls, Lorne, Kutzer, and Marshall respectively, to Duluth, and 
Since that date, 18, 19, 19, 16, and 24 cents from and to the 
Same points; that they were unreasonable to the extent that 
they had exceeded, or might exceed 12, 13, 13, 13, and 13 cents, 
respectively. He said the complainant was entitled to repara- 
tion of $47.84. 





Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated). 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “biack face’ type, 
with name of town or city following.) 


Illinois (Chicago)—MC 80284, Sub. 3 (Corrected), Chrispens 
Truck Lines, Inc., extension. Denial of permanent permit pro- 
posed, with recommendation that temporary authority be 
granted. Paint, varnish, lacquers, and materials used in the 
application of subcommodities, and foundry facings and foundry 
core compounds, from Cleveland, O., to points in the Chicago 
commercial zone. 

Massachusetts (Chelsea) —MC 55218, Boston-New York 
Transportation Co., Inc. Certificate proposed for continuance 
of operation by applicant, as successor in interest to Lillian 
Sidell, as to general commodities, with exceptions, between 
Boston, Mass., and New York, N. Y., over specified routes, 
serving Cambridge, Chelsea and Somerville, Mass., as off-route 
points. The examiner said that applicant was entitled to 
broader authority, with respect to commodities transported, 
than covered by its present certificate granted by the Commis- 
sion’s order of Nov. 7, 1938, which order was set aside with 
reopening of the instant proceeding; and that, to avoid the 
issuance of duplicating authority, applicant should surrender 
the outstanding certificate for cancellation “so that all the 
authority may be included in one document.” 

North Carolina (Raleigh)—-MC 63295, Sub. No. 4, M. C. 
Garner. On further hearing, certificate proposed as to manu- 
factured tobacco products over irregular routes from Durham 
and Reidsville, N. C., to Norfolk, Newport News, Petersburg, 
and Richmond, Va., Baltimore, Md., Philadelphia and Wilkes- 
Barre, Pa., Bayonne, Jersey City and Royce, N. J., and Buffalo, 
New York, Rochester and Syracuse, N. Y. 

Washington (North Bonneville)—MC 105016, Sub. No. 1, 
L. M. Blackledge. Certificate proposed. Lumber between lum- 
ber mills and railheads in Skamania and Klickitat counties, 
Wash., over irregular routes. 

Virginia (St. Paul)—-MC 105069, Counts & Tiller, Inc. Per- 
mit proposed. Explosives and blasting supplies between St. 
Paul, Va., and magazines of Hercules Powder Co. in Russell 
county, Va., over specified route. 


Washington (Vancouver)—MC 105024, L. Allen Perkins, 
contract carrier. Denial of permit proposed. Petroleum prod- 
ucts, in bulk, between Portland, Linnton, and Willbridge, Ore., 
on the one hand, and, on the other, points in Lewis, Cowlitz, 
Clark, Skamania and Klickitat counties, Wash., over irregular 
routes. 


Virginia (Grundy)—M C105025, Willie Clevinger, common 
carrier. Denial of certificate proposed, for want of prosecution. 
Coal, from Feds Creek, Ky., to Conway, Va.; sand, from 
Grundy, to points in W. Va. and Ky., within 30 miles of Grundy; 
and household goods, between points in Va., W. Va., and Ky., 
within 50 miles of Grundy including Grundy, over irregular 
routes. 

Tennessee (Clinton)—-MC 102541, Sub. 1, Newman & Pem- 
berton, extension. Denial of permit proposed. Canned food, tin 
cans, and canning supplies, between Newport, Tenn., and In- 
dianapolis, Ind., over two described routes, serving all inter- 
mediate points. 

Oregon (Portland)—MC 70393, Sub. 6, L. V. Smart and 
C. F. Corbett, extension. Certificate proposed. General com- 
modities, except liquids, in bulk, in tank trucks, between Port- 
land and the junction of U. S. highway and Longview-Rainier 
Bridge, over U. S. highway 30, serving the intermediate point 
of Ranier. 

New York (New York)—MC 53014, Sub. 3, Barney’s Ex- 
press, Ind., extension. Certificate proposed. Ladies’ and chil- 
drens’ wearing apparel, and materials and supplies used in the 
manufacture thereof, between New York, N. Y., on the one 
hand, and, on the other, Morristown, N. J., and points in Rock- 
land and Dutchess counties, N. Y., and those in a described 
area of Orange counties, N. Y. 

Oregon (Portland)—-MC 34883, Sub. 1, Ellery M. Sills, 
extension. Denial of certificate proposed, for want of prosecu- 
tion. Fresh fruits and fresh vegetables, in containers, from 
points in Klickitat and Skamania counties, Wash., to Portland, 
Ore., over irregular routes. 

Oregon (Grants Pass)—-MC 7513, Sub. 2, Robert C. Martin, 
extension. Certificate proposed. Household goods, between 
points in Douglas, Klamath, Jackson, Josephine, Coos, and 
Curry counties, Ore., on the one hand, and, on the other, points 
in Idaho and Nev.; and between points in Calif., Ore., and 
Wash., over irregular routes. 

Florida (Jacksonville)—-MC 71983, Sub. 16, Florida Motor 
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Lines Corporation, extension. Certificate proposed. Passengers 
and their baggage, and mail, in the same vehicle with pas- 
sengers, between Barberville and Silver Springs, Fla., over 
Fla. highway 500, serving the intermediate points Astor, Astor 
Park, and Ocala National Forest, Fla.; also between Hernando, 
Fla., and the junction of Fla. highways 74 and 81, over Fla. 
highway 74, serving all intermediate points. 





Ohio River Co. Rights 


The certificate granted to the applicant should be broad- 
ened so as to authorize common carriage of commodities gen- 
erally on the Ohio River below and including the Pittsburgh 
commercial zone, and with that modification the Commission’s 
decision of September 29, 1943, in W-414, Ohio River Co., Con- 
tract Carrier Application, should be reaffirmed, said the appli- 
cant in a brief filed after the proceeding was reopened for recon- 
sideration and hearing (see Traffic World, Oct. 9, 1943, p. 831). 
In that proceeding, the applicant was granted authority as a 
common carrier by non-self-propelled vessels with the use of 
separate towing vessels in the transportation of commodities 
generally, and by towing vessels, in the performance of general 
towage, between points on the Ohio River below and including 
Aliquippa, Pa., the Mississippi River from its confluence with the 
Ohio River to its confluence with the Illinois Waterway, the 
Illinois Waterway, the Kanawha River, and the Licking River. 

The applicant said the proceeding was reopened on the peti- 
tion of ‘various parties,” and the effective date of the order 
indefinitely postponed. It requested that the applicant, of Cin- 
cinnati, O., be found to be a water carrier operating on the Ohio 
River to and including Pittsburgh, and on the Allegheny and 
Monongahela Rivers, in what is known as the Pittsburgh com- 
mercial zone, on the Mississippi River from its confluence with 
the Ohio River to its confluence with the Illinois Waterway, the 
Illinois Waterway, the Kanawha River, and the Licking River, 
and that it was entitled to a certificate authorizing continuance 
of such operation. 

It said that the principal contested question of fact was as 
to its operation on the Ohio River north of Aliquippa, and on 
the Allegheny and Monongahela Rivers, in the Pittsburgh com- 
mercial zone. When the hearing was granted, after issuance of 
the Commission’s decision, the applicant said that “not a single 
witness was offered by any of the petitioners,’ and that the 
showing was adequate fully to support the finding of the Com- 
mission, and, in addition, to grant the broadened authority. 

“It is well settled by the decisions of this Commission that 
the continued operation by an applicant and its predecessor over 
a long period of years in the service of carrying commodities is 
evidence of need for such service,” said the applicant. “The fact 
that a substantial portion of tonnage carried is exempt from 
regulation does not operate as an obstacle to the granting of a 
certificate. The Commission cannot shut its eyes to any phase 
of the applicant’s operations without doing injustice. The law 
contemplates that a water carrier may engage in both exempt 
and non-exempt transportation and that its facilities so used are 
alike devoted to common carrier service. Russell Bros. Towing 
Co., Inc., Common Carrier Application, 250 I. C. C. 429.” It 
continued: 


Likewise, the Commission properly may consider the scope and 
character of applicant’s operations on specific routes over a period of 
years prior to ‘‘grandfather’’ date. In this case, applicant offered its 
service to shippers above Aliquippa, and maintained offices at Wheeling, 
W. Va., and Pittsburgh, Pa. The ability of applicant to serve all 
shippers in a particular section of the territory was controlled by the 
demands of shippers in other sections of the territory served by appli- 
eant. As early as 1927, applicant transported pipe from the Pittsburgh 
commercial one in large quantities and it solicited transportation of 
commodities particularly produced or consumed there. The Pittsburgh 
commercial zone includes Aliquippa and extends several miles above the 
junction of the Alleghany and Monongahela Rivers. The character of 
the commodities produced and consumed in that zone is similar. The 
steel and iron industry and the business of refining oils are of great 
importance throughout the zone. 


The applicant said the short distance between Aliquippa 
and Pittsburgh, the common industrial development, and the 
fact that since 1927 it had at intervals served shippers at Pitts- 
burgh all supported the conclusion that the certificate should 
include the Pittsburgh commercial zone. 

American Barge Line Co., protestant in W-414, has filed a 
brief in that proceeding saying that the applicant had failed to 
establish that it was in bona fide operation on the statutory 
date in the performance of transportation subject to the provi- 
sions of part III of the act, and that it was not entitled to any 
authority under the ‘grandfather’ clause. 

It said that Ohio River Co. was a wholly owned subsidiary 
of West Virginia Coal & Coke Corporation and that coal was 
the “backlog”’ commodity on which the business of the company 
was founded. It said the applicant was, and had always been, 
a coal carrying concern with the addition of substantial vol- 
umes of gasoline and oil since and including 1935, and that 
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traffic other than coal carried by the company was entirely of 
the bulk variety. It said that the movement of subject com- 
modities had been sporadic and incidental, or had been for 
other carriers or in intrastate commerce. 

American Barge objected to findings as to the territorial 
scope of the applicant’s operations, and, as to shippers served, 
said that the number of shippers served in the “grandfather” 
period was relatively small and the number shipping subject 
commodities was much smaller. It said also that there had 
been no holding out to transport commodities generally, and 
that it was elementary that a mere holding out to serve, with- 
out a showing of operations pursuant thereto, was an insuffi- 
cient basis on which to predicate a grant of operating authority 
under the “grandfather” clause. 


1. C. C. ACCIDENT REPORTS 
Excessive speed on a curve, as a result of the failure of 


‘the railroad to provide adequate safeguards to prevent exces- 


sive speed on curves, was assigned as the cause of a derailment 
of a passenger train on the Santa Fe near Maine, Ariz., July 3, 
in which three passengers and one train-service employe were 
killed, and 113 passengers, two dining-car employes, 8 Pullman 
employes, and three train-service employes were injured, in a 
report written by Chairman Patterson, in investigation No. 
2811. 

The train, it was estimated, was running in excess of 70 
miles an hour on the curve, the report said, noting that the 
authorized maximum speed on the curve was 55 miles an hour. 
It said the speed recorder was not operative, and that the engi- 
neer could not see the speed-limit sign after the engine was 
within 300 feet of the sign. 

The report in investigation No. 2812, also written by Chair- 
man Patterson, covering an accident on the L. & N. near High 
Cliff, Tenn., July 6, said that the accident was caused by a com- 
bination of wide gage of track and excessive speed on a sharp 
curve. In that accident, 33 passengers and two train-service 
employes were killed, and 93 passengers, three Pullman em- 
ployes and two train-service employes were injured, according 
to the report. It said that the maximum authorized speed on 
the curve was 35 miles an hour, but that the train was moving 
at about 45 miles an hour, and that this speed was about 20 
miles an hour above equilibrium speed. 

The Commission, in a report written by Chairman Patter- 
son, in Investigation No. 2800, covering a head-end collision 
between a freight train and an engine on the Milwaukee at 
Aspinwall, Ia., May 30, resulting in the injury of four em- 
ployes,. has recommended that the Milwaukee install electric 
switch-locking at main-track hand-operated switches in auto- 
matic block-signal territory. It was found that the accident 
was caused by failure to provide adequate protection for an 
engine during switching movement. The report said that if the 
switches of the crossover at Aspinwall had been equipped with 
electric switch-locking, it would not have been possible to 
operate the switches to permit a movement through the cross- 
over when a train was closely approaching, as in this case, and 
that the accident would not have occurred. 

In a report, written by Chairman Patterson, in investiga- 
tion No. 2814, involving a derailment of a passenger train on 
the New Haven at Standish, Mass., August 5, in which two 
train-service employes were killed, and 42 passengers and three 
train-service employes were injured, it was found that the acci- 
dent had been caused by the train entering an open switch at 
a high rate of speed. The report said that, in view of the max- 
imum authorized speed of 60 miles an hour in the territory, the 
volume and type of traffic, and the fact that the manual block 
system did not provide protection against open switches, the 
attention of operating officials of the New Haven was directed 
to the need for measures that would provide greater protection 
against accidents resulting from open switches. The report said 
the train was travelling at about 50 miles an hour when it 
entered the open switch. 





Ss. C. COTTON MOTOR RATES 


In a supplemental report in No. 3434, Complaint of the 
South Carolina Cottonseed Crushers Association Concerning 
Method of Applying Rates on Cottonseed, Any Quantity, Be- 
tween Points in South Carolina Via Motor Common Carriers, 
the Public Service Commission of South Carolina has found, 
on representations by counsel for complainants, that ‘the cot- 
tonseed rate scale, as currently provided under Index 10350 
of Motor Truck Rate Bureau’s Commodity Tariff No. 2-A, 
SCPSC-MF No. 8, as amended, in connection with the method 
of application prescribed in our order No. 3557, should be sub- 
ject to a volume minimum weight of 10,000 pounds, and that a 
loading charge of 50 cents per ‘ton, when loading is performed 
by the carrier, published to expire June 30, 1945, unless sooner 
canceled, changed or extended, will be a just and reasonable 
charge.” By its order No. 3637 the commission made the above 
authorization effective on or before September 1, concurrently 
with order No. 3557 (see Traffic World, Aug. 26, p. 503). 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. No. 5319, the Commission, upon its own motion, 
suspended from September 21 until April 21 the operation of 
schedules as published in Agent L. E. Kipp’s tariff I. C. C. No. 
A-3558. The suspended schedules propose a terminal allowance 
of $1.60 a loaded car for switching cars at the plant of the 
Central Warehouse Co. at Minnesota Transfer, Minn. 

In I. and S. No. 5320, the Commission suspended from 
August 26 until March 26 the operation of certain schedules as 
published in supplement No. 84 to Agent W. M. Carey’s tariff 
I. C. C. No. 22. The suspended schedules propose to increase 
the rates on cereal food preparations, in carloads, from origins 
in Colorado to destinations in Utah. 

In I. and S. M-2456, the Commission suspended from 
August 28 until March 28 the operation of certain schedules 
published in supplement No. 43 to tariff MF-I. C. C. No. A-12 
of the New England Motor Rate Bureau, Inc., Agent, Boston, 
Mass. The suspended schedules propose to establish increased 
classification ratings on box, crate or shipping drum material 
(shooks) and on boxes or crates, wood and wire combined, ap- 
plicable between points in New England, and between points 
in New England and points in eastern New York and northern 
New Jersey. 

In I. and S. M-2457, the Commission suspended from Au- 
gust 29 until March 29 the operation of certain schedules pub- 
lished in supplement No. 14 to joint tariff MF-I. C. C. No. 70 
issued by Central and Southern Motor Freight Tariff Associa- 
tion, Inc., Agent, Louisville, Ky. The suspended schedules pro- 
pose to cancel through routes, joint rates and interchange ar- 
rangements on traffic between southern and central territories 
over Frederickson Motor Express Corporation when that line is 
not the originating or delivering carrier. 


The Commission, division 2, by an order in I. and S. No. 
5321, Pick-Up Allowance at Newark, N. J., has suspended from 
August 28 to March 28 the operation of schedules published in 
supplements Nos. 7 and 8 to Premier Carloading Corporation’s 
tariff I. C. C. FF No. 8. The suspended schedules proposed to 
increase from 5 cents to 10 cents a 100 pounds the allowance 
to shippers for performing their own pick-up service at Newark, 
N. J 


The schedules were protested by Acme Fast Freight, Inc., 
International Forwarding Co., Inc., Lone Star Package Car 
Co., Republic Carloading Corporation, and Universal Carloading 
and Distributing Co., Inc., jointly, and by National Carloading 
Corporation. They said that the allowance in their tariffs, and 
that in the tariffs of motor carriers, railroads, and other for- 
warders did not exceed 5 cents a 100 pounds, and that such an 
increase was before the Commission in I. and S. No. 5258, 
which, they said, had been set down for reargument (see Traf- 
fic World, Aug. 26). 


Ex Parte 148 Complaint 


Asking that the proceeding involving a complaint that the 
increases permitted in Ex Parte 148 were unlawful be re- 
opened, No. 29148, American Laundry Machinery Co. et al. vs. 
Akron, Canton & Youngstown Railroad Co. et al., and that it 
be assigned for hearing with a new complaint, which, they 
said, had been filed with the Commission by the Stille-Young 
Corporation and others, the complainants in No. 29148 argued 
that the rule against a collateral attack on the Commission’s 
decision did not apply to them because they were not parties 
to the proceeding in Ex Parte 148. The railroads had advanced 
that objection in a motion to dismiss the complaint, which the 
Commission did (see Traffic World, Aug. 5, p. 312). 

_ In No. 29148, a group of one hundred and fifty-two re- 
celvers, manufacturers, processors, and shippers of commod- 
ities alleged that the increases permitted by the Commission’s 
decision in Ex Parte 148, from March 18, 1942, to May 15, 1943, 
were in violation of sections 1, 2, and 3 of the interstate com- 
merce act. They asked an order making permanent the sus- 
Pension of the increased rates (now continued to January 1, 
1945), requiring the railroads to cancel all tariffs that would 
to any extent reinstate the increased rates, to continue in force 
the present general level of rates, and to pay the complainants 
reparation (see Traffic World, June 10). Later the Commission 
permitted amendment of the complaint by the withdrawal of 
the names of the American Laundry Machinery Co., and the 
American Tool Works Co., both of Cincinnati, O. Stille-Young 
Corporation, of Chicago, Ill., said by the complainants to have 
filed, with others, a new complaint against the increases, was 
a party to the original complaint. 
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The complainants in No. 29148 said that they were “third- 
person strangers to the proceedings in Ex Parte No. 148, and 
it is a well settled principle of law that third persons not 
parties to the contract are not liable for damages thereby. 
Therefore, your petitioners are not prohibited from impeaching 
the validity of the judgment in a collateral proceeding.” They 
said they would show that they had rights, claims, or interests 
that would be prejudiced or injuriously affected by the expira- 
tion of the present suspension of the Ex Parte 148 increases, 
permitting the increased rates to become effective again. 

“With respect to the statement in paragraph 4 of the de- 
fendants’ motion to the effect that the principles of procedure 
would ‘approach a state of utter chaos,’ we respectfully direct 
attention to the fact that the proceeding in Ex Parte No. 148 
was stated at the instance and request of the defendant carriers 
for their benefit and profit to the detriment and damage of the 
complainants,” the petition said. “Consequently, if ‘utter chaos’ 
is created, the defendant carriers are the proximate cause. In 
conformity with the doctrine laid down by the courts in the 
famous Squib Case, the defendants are liable for whatever dam- 
age they may have caused to the other parties.’ 

The complainants said they offered to present substantial 
and probative evidence relating to the allegations made in the 
complaint, and that no party to the proceeding could validly 
object to their being granted an opportunity to present this 
evidence “unless they are fearful of what such evidence will 
show and the consequences that will follow from its presenta- 
tion.” 

They explained the failure to file a reply to the motion of 
the railroads to dismiss the complaint by reference to the ill 
health of Charles O. Swartz, their attorney. 


Carloader Corporation Application 


The Commission, division 4, had denied its application on 
a ground—noncontinuity—that did not appear in word or 
implication in the governing statute as a necessary predicate 
for the grant of rights, said the applicant in FF-122, Carloader 
Corporation Freight Forwarder Application, in asking reversal 
of the decision of the division in so far as it denied the right 
to domestic forwarder operations, from New York, N. Y., to 
points in Oklahoma and Texas. In its report on reconsidera- 
tion, the division affirmed its conclusions in the prior report, 
260 I. C. C. 143, and found the applicant entitled to a permit 
authorizing it to operate as a forwarder of commodities gen- 
erally when consigned for export from New York, N. Y., and 
Philadelphia, Pa., to United States ports on the Atlantic coast 
south of Norfolk, Va., and on the Gulf of Mexico and Pacific 
Coast to Eagle Pass and Laredo, Tex., until December 31, 1945 
(see Traffic World, July 22, p. 192). 

The division’s decision was contrary to the law, said the 
corporation, as part IV of the interstate commerce act contained 
neither a “grandfather” clause nor a requirement of “con- 
tinuity.” Denial of an application under part IV because of a 
failure to show continuity of operation imported into part IV 
a requirement that Congress had meticulously omitted, said 
the corporation, and continued: 


Apart from the deliberate and studied refusal of Congress to 
include a ‘‘grandfather’’ clause in its regulation of freight forwarders 
there are very important circumstances which demonstrate beyond 
question that the underlying philosophy of part IV is wholly dissimilar 
to that dealing with parts II and III. The first of these is that a 
‘forwarder’ is not a ‘‘carrier’’ but a user of ‘‘carriers’’ and can, 
therefore, institute an operation without any investment in ‘‘facilities’’ 
which might prove wasteful and improvident and thus become a public 
burden. . 


After quoting from a letter of the Commission to the 
effect that no determination of public convenience and necessity 
was required, the corporation said: 


As though to emphasize that circumstance, Congress deliberately 
refrained from using the term ‘‘public convenience and necessity’’ in 
part IV, contenting itself with the term ‘‘consistent with the public 
interest.’’ There is a vast difference between these two expressions. 
And the difference, we believe, roots in the use in the one and omission 
from the other of the word ‘‘necessity.’’ That word definitely spells 
out a ‘‘need’”’ and, spelling it out, demands proof of a ‘‘need’’ as a 
predicate for new operations coming within the purview of ‘‘public 
convenience and necessity.’’ 

By way of contrast the term ‘‘consistent with the public interest’’ 
has no relation to public need. This must be so unless the two ex- 
pressions are to be construed as mere tautology. We believe that the 
expression ‘‘consistent with the public interest’’ simply means ‘‘not 
inconsistent with’’ such interest and we are led to this belief by the 
decision of the Commission in Scott Bros., Inc., Collection and Delivery 
Service, 2M. C. CC. 25. ... 


The corporation said that, by its two decisions, division 4 
had imputed to it the status of temporary operators, to cease 
operations on December 31, 1945, so far as the original appli- 
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cation was concerned. The conduct of the company belied any 
thought that it was or ever intended to be temporary operators, 
it said, pointing out that it had continued to publish rates 
on domestic traffic, and that it had been in almost constant 
correspondence regarding terminal arrangements in the south- 
west. It said, also, that a representative of the corporation 
had been just about to start on a personal tour of the territory 
when the corporation received the last report of the division, 
withdrawing one that had been received in the prior month 
and that had reversed the prior decision, with the explanation 
that it was not the report of the division. It also called atten- 
tion to the fact that it had recently purchased all of the stock 
of the Maritime Shippers Service, Inc., and that, by authority 
of the Commission, had acquired the operating rights granted in 
FF-19, as a forwarder from points in New York to points in 
California. 

The corporation said it was ready, willing and able to 
result “in full vigor’ its domestic operations into the south- 
west, and that in neither of the reports of division 4 had it 
made a finding of “juridical” fact essential to support a con- 
clusion that full resumption of its domestic operation would 
be “contradictory or hostile to the public interest.” 


Keeshin Extensions 


Subject to the condition that the operating authorities 
granted in four extension proceedings should not be construed 
as duplicating any of the rights now held by Keeshin (Illinois) 
Motor Express Co., or leased by it pursuant to Keeshin Motor 
Expréss Co., Inc.—Leases, 1 M. C. C. 373, the Commission, 
division 5, has granted the following extensions, involving gen- 
eral commodities, with exceptions: 


MC 3567, Sub. 1, Keeshin Motor Express, Inc.—Extension, St. Louis 
to Indianapolis: Between St. Louis, Mo., and Indianapolis, Ind., over 
U. S. highway 40, serving intermediate and off-route points in the 
St. Louis-East St. Louis commercial zone. 

MC 3567, Sub. 2, Same, Extension—Michigan: (1) over regular 
routes, (a) between Chicago, Ill., and Detroit, Mich., (b) between 
Detroit and Pontiac, Mich., (c) between Indianapolis, Ind., and Louis- 
ville, Ky., (d) between Elkhart, Ind., and Mottville, Mich., and (e) 
between certain points in Indiana, serving specified intermediate and 
off-route points; and (2) over specified alternate routes for operating 
convenience only, serving no intermediate points thereon. 

MC 3567, Sub. 3, Same: Between Detroit, Mich., and Toledo and 


Lima, O., over regular routes, serving specified intermediate and off- 
route points. 


MC 3566, Sub. 3, Same: Over regular routes (1) between specified 
points in Illinois and Missouri, serving designated intermediate and 
off-route points, and (2) between certain points in Illinois as alternate 
routes for operating convenience only. 


The authority in the MC 3567 sub numbers was granted 
to Keeshin (Indiana) and in MC 3566, Sub. 3, to Keeshin (Illi- 
nois). 

After referring to more than 150,000,000 pounds of freight 
transported by Keeshin in the first four months of 1942, the 
report said that the record reflected a constant and substantial 
use of the proposed services by the public generally. It added 
that such use did not necessarily establish inability by shippers 
to obtain transportation services by other carriers or otherwise 
affirmatively indicate that existing services had been unsatis- 
factory, but that it did establish a continuing and important 
requirement for the applicant’s service that had resulted in 
tonnage of consequence notwithstanding the availability of 
other service and clearly showed that the traffic between the 
points in question was sufficient to warrant the contemplated 
operations. It was evident that such operations had been and 
were now an essential part of the transportation system in the 
territory involved, it said, continuing: 


The services of other carriers in the territory .apparently have 
been developed in competition with applicant and it does not appear 
that impairment of ability to so operate will result from continuance 
of the proposed operations. At any rate, the likelihood of such impair- 
ment does not appear to be as great as the risk of detriment to or 
serious disruption of the businesses of the shippers which use the 
services in issue. 


In answer to the contention that much of the present vol- 
ume of traffic was war-impelled and that under such circum- 
stances there was no basis for the issuance of permanent oper- 
ating authority, the report said that, in addition to the traffic 
in 1942, aforementioned, the application was supported by the 
record of tonnages for most, if not all, of the period since 
operations were instituted. Tonnages for 1939 and 1940, in 
particular, were comparable with those outlined for 1942 to 
such an extent as clearly to refute the argument that need for 
the service was temporary, the report said. It continued: 


There is also some contention that traffic was lost by certain 
protestants by reason of the level of applicant’s rates. However, in 
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the absence of claim that the applicant failed to observe the rates 
named in its published tariff, any showing to such effect does not 
influence the disposition of an application because the means is pro. 
vided in the act for testing the lawfulness of the tariff rates. 





Allied Van Changes 


The National Furniture Warehousemen’s Association, of 
Chicago, Ill., Evanston Fireproof Warehouse, of Evanston, Iil., 
in its own behalf and in behalf of approximately 550 agents 
of Allied Van Lines, Inc., and Allied Van Lines, Inc., of Chicago, 
have asked the Commission, in MC F-2629, for authority jor 
N. F. W. A. to deliver to Allied 495 shares of Allied capiial 
stock, being the entire outstanding capital stock of Allied; and 
for Allied to deliver one of such shares of stock to Evanston 
Fireproof Warehouse and each other person, firm or corpora- 
tion, who or which, on the date for such delivery, is an Allied 
agent, in consideration of the payment by each of said agents 
of the sum of $10, and the execution and performance of the 
uniform agency contract of Allied. 


The effect of the transaction will be to divest N. F. W. A. 
of any interest in Allied or its members, it is stated. By 
amendment of the Allied certificate of incorporation, the 
amount of class A capital stock will be increased from 500 to 
1,000 shares, and the par value of each share will be reduced 
from $10 to $5. Pursuant to action of its stockholders. Allied 
will issue class B fully participating but non-voting stock of 
the par value of $5, one share of the new stock to be issued 
for each $10 of credit to each agent on the books of the com- 
pany of gross earnings of the company, which the application 
says will amount to approximately 40,000 shares. 


The application said that the amount to be paid to the 
N. F. W. A., $5,090.26, would represent the actual cash ad- 
vanced by it for the organization by it of Allied Van Lines, 
Inc., in 1928, without interest. 


After the issuance of the class B stock, the application, 
said, Allied would cease to be a non-profit corporation and 
would become a profit corporation, and that net earnings, 
instead of being distributed to the agents of the company on 
the basis of business booked, would be distributed as dividends 
on the common stock of the company, class A and B, without 
preference. It continued: 


The new uniform agency contract has been prescribed by the board 
of directors, as set out in the subscription contract, to provide that the 
agent will solicit, book and bill shipments of household goods for car- 
riage by Allied Van Lines, Inc., except shipments which the agent is 
authorized to carry as a common carrier by motor vehicle, and to regis- 
ter all interstate shipments of household goods booked by such agent 
either for its own account or for the account of the company. The 
contract provides further that upon demand of either party, the other 
shall surrender shipments of household goods booked by or for it for 
carriage by the other party whenever, in the opinion of Allied Van 
Lines, Inc., such shipment can be lawfully transported by the other 
party with less empty vehicle mileage than if carried by the surrender- 
ing party. 


Resolutions of the boards of directors of N. F. W. A., and 
of Allied, referred to the fact that the government had insti- 
tuted a suit under the anti-trust laws asking that N. F. W. A. 
be required to divest itself of any interest in Allied or its 
members, whether by stock ownership, control or otherwise. 
The N. F. W. A. resolution said that its board of directors 
denied that there had been any violation of the anti-trust laws 
by N. F. W. A. or by Allied, but that, to avoid unnecessary 
litigation with the United States in time of war, it deemed 
it desirable for the best interest of N. F. W. A. and its members 
that N. F. W. A. divest itself of all stock interest in Allied 
and completely divorce the activities of N. F. W. A. from the 
operation, management, or control of Allied. 


REORGANIZATION CAPITAL CHANGES 


The Commission has issued a tabulation showing changes 
in capitalization, and changes in fixed charges, under plans of 
reorganization approved by the Commission for thirty railroads 
in reorganization proceedings before the Commission, as of 
July 31. Capitalization before reorganization of those roads 
was shown as $4,785,793,000, made up of $3,234,601,000 in 
long-term debt and $1,551,192,000 in stock. Capitalization ap- 
proved or recommended for the roads was shown to total 
$2,584,428,000, made up of $1,786,065 of long-term debt, and 
$816,363,000 in stock. The capitalization approved or recom- 
mended, according to the tabulation, showed a decrease of 
$1,466,536,000 in long-term debt, and $734,829,000 in stock. 

Annual fixed charges before reorganization were shown 
to have been $144,472,806, and after reorganization, $39,627,819, 
a reduction of $104,844,987. Total debt before reorganization 
was shown as $4,139,793,489, and.after reorganization, $1,768,- 
065,800, a reduction of $2,371,727,689. 
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September 2, 1944 


Motor Credit Extension 


Bingaman Motor Express Co., Inc., of Reading, Pa., has 
filed a petition with the Commission in Ex Parte MC-1, Pay- 
ment of Rates and Charges of Motor Carriers, which set up 
rules governing the extension of credit by those carriers. The 
company asked that “the rules be liberalized to make all bills 
for one month due and payable not later than the 10th of the 
following month so as to harmonize with general practice of 
all industry and to get away from the burden of costs.” It also 
asked that the general public be given an opportunity to appear 
and assist in the presentation of ‘‘facts as exist today.” 

Attached to the petition was a notice to the company’s 
patrons, headed “urgent,” showing that the carrier had sent a 
copy of the petition to its customers, explaining the reasons for 
asking for a review of the Commission’s order on credit exten- 
sion by the trucking industry. The notice, bearing the name of 
J. R. Bingaman, treasurer of the company, said in conclusion: 


I fought to keep the hosiery rate in this section down to be in 
line with other areas. This could not have been won had I not had 
the support of the public. The matter of credit can likewise be won; 
can be made in line with the general custom if the public will become 
interested. It cannot be won if the public is not interested. I there- 
fore ask that every customer receiving this letter write to me stating 
in as strong language as desirable the need for this correction. A mere 
50 per cent reply will not do; it will not show public interest. I ask 
also that you request your local Chamber of Commerce, or state 
chamber, or the U. S. Chamber of Commerce to get back of this; and 
if you do this, we will correct this nuisance. Away back in the 90’s 
credit period for rail freight was established, but progress has been 
made since then. We are all far busier now; we do not propose to 
go backwards without a good fight. 


The reasons assigned in the petition for modification of the 
credit rules were that the credit period was a burden to the 
industry because it required added personnel and a great added 
expense in the form of statements, and postage; that the credit 
period was a burden to the public because many of the bills 
submitted weekly were for small amounts, often for one mini- 
mum shipment. The cost for mailing such minimum billing 
weekly was three cents for postage, five cents for statement 
and labor, to the carrier, and to the public was three cents for 
postage, at least five cents for a check, and five cents for labor, 
the petition said. It said also that the fact that a short credit 
time had been established under part I of the act a number of 
years ago was no reason why, under present conditions, with 
costs to the public much higher, the rules had to be “dovetailed 
to conform to the rules of our fathers.” 





Contract Carrier Question 


The Regular Common Carrier Conference of the American 
Trucking Associations, Inc., assigned two grounds in its peti- 
tion for reconsideration in MC 60387, Bonner Hauling Co., Inc., 
Common Carrier Application, in which the Commission, with 
Commissioner Mahaffie dissenting in part, and with Commis- 
sioners Miller and Rogers noting dissents, modified its findings 
in the prior report, 41 M. C. C. 404. In the prior report, division 
5 found part of the applicant’s operations to be those of a con- 
tract carrier, and part of them to be those of a common carrier. 
The latest decision of the Commission found all of the appli- 
cant’s operations to be those of a contract carrier (see Traffic 
World, July 29, p. 247). 


The conference listed the two grounds on which it said the 
Commission had erred, as follows: 


1. The status of applicant, as to its leasing extra trucks to mem- 
bers of the general public without special or individual contracts or 
the rendition of special and individual service, is that of a common 
carrier and not that of a contract carrier as found. 

2. The issuance of a permit to applicant, in general terms, author- 
izing the transportation of general commodities, without limiting the 
carrier to the type and extent of transportation service performed 
upon the ‘‘grandfather’’ date and continuously thereafter, is an unrea- 
sonable and unwarranted application of the provisions of section 209 
of the interstate commerce act. 


The conference quoted the prior report of division 5, and 
testimony of the applicant’s president, in support of its conten- 
tion that the leasing of the applicant’s idle or extra equipment 
with drivers, except under long term agreements with specified 
shippers, was common carriage, and quoted the applicant’s brief 
in support of the contention that “it never entered the mind of 
applicant or its counsel that this use of extra equipment in 
furnishing service to the public was other than common car- 
Pre. oc. 

As to the limitation argued for, the conference said that if 
a permit was issued on the basis of the report and order of the 
Conimission, it would be a general contract carrier permit, not 
Testricted to the leasing of trucks and the furnishing of drivers, 
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and applicable to the transportation of general commodities, 
and continued: 


Applicant could immediately abandon its method of doing business, 
by leasing trucks and furnishing drivers to shippers, adhered to since 
1929, and go into a general contract carrier business, as normally 
conducted, transporting general commodities throughout the whole 
densely populated and industrially important territory within a radius 
of 125 miles of Philadelphia. We are convinced that such a liberal 
grant of operating authority under the ‘‘grandfather’’ clause was 
never intended, and is unreasonable and improper under the statute. 


The “grandfather” clause was an exception, said the con- 
ference, and that, as such, it should be, and generally had been, 
strictly construed. If the report and order of the Commission 
was to stand, it said, there would be no “substantial parity” 
between past and future operations, except at the whim of the 
applicant. 


That territorial limits granted the applicant with respect 
to the public leasing of trucks and furnishing of drivers war- 
ranted exposition, said the conference, adding that division 5 
had found that the territory should not exceed 20 miles beyond 
the limits of Philadelphia. This, it said, was in accord with the 
facts of record. After quoting the applicant’s brief as to the 
sporadic nature of service beyond the 20 miles, the conference 
said it could see no sound reason for “a voluntary grant of au- 
thority to a 125-mile zone. We respectfully submit that it is 
not justified on the record.” 





Seatrain Complaint Case 


“It would be inappropriate, and almost certainly prejudicial 
to the position or interests of one or more of the parties, for 
the Commission to proceed to the entry of an order establishing 
new through routes with Seatrain when the question of its 
power with respect to the furnishing of cars for their operation 
is awaiting the Supreme Court’s determination,” said the Penn- 
sylvania Railroad Co. and eleven other railroads in a reply to 
the petition of the complainant in No. 25727, Seatrain Lines, 
Inc. vs. The Akron, Canton & Youngstown Railway Co. et al., 
for modification by the Commission of its order of January 28, 
1938, in this proceeding, so as to authorize through routes and 
joint through rates in connection with Seatrain “via whatever 
terminals or terminals Seatrain may use” in the ports of New 
York and New Orleans, rather than via Hoboken, N. J., and 
Belle Chasse, La. (see Traffic World, July 29, p. 260). 

The parties to the reply described themselves as defendants 
in No. 25727 and as appellants in No. 846 and appellees in No. 
845, cases on appeal to the Supreme Court of the United States 
from a decision of the federal district court for the New Jersey 
district (55 F. S. 473) holding invalid the Commission’s order 
in Hoboken Manufacturers Railroad Co. vs. Abilene & South- 
ern, 248 I. C. C. 109, on the ground that the Commission was 
without jurisdiction to require railroads to permit the use of 
their cars by Seatrain outside the United States and its terri- 
torial waters. Parties to the reply brief, in addition to the 
Pennsylvania, were: Atlantic Coast Line, Boston & Maine, the 
trustee of the Central of Georgia, the Long Island, the Louis- 
ville & Nashville, Maine Central, Norfolk & Western, the re- 
ceivers of the Seaboard Air Line, the Southern, the Southern 
Pacific, and the Texas & New Orleans. They said the cases on 
appeal were docketed as Nos. 47 and 48 in the October, 1944, 
term of the Supreme Court of the United States. 


“The advent of Seatrain, with its unique method of com- 
bining features of water and rail carriage, necessarily presented 
important transportation questions as to which litigation be- 
fore the appropriate tribunal was clearly inevitable,” said the 
railroads in their reply. “These defendants for a number of 
years have engaged in a conscientious effort to resolve with 
finality the extent of the obligation of railroads to furnish cars 
to this type of water carrier and, if such obligation exists, the 
amount of compensation they are entitled to for such use. 
Clearly the Commission should take no action which might 
seem to invite or compel the bringing of new litigation which 
the Supreme Court’s termination in the pending case may make 
unnecessary.” 


The reply contained the further contentions that the Sea- 
train petition for modification was in contravention of rule 
101(e) of the Commission’s rules of practice, as it had been 
filed more than 60 days after denial by the Commission of a 
similar petition and without leave granted; that the petition 
was in contravention of rule 101(f) of the rules of practice be- 
cause it did not differ from the Seatrain petition of January 5, 
1944, which the Commission denied by its order of February 
15; that to amend the order as requested would be to prescribe 
new through routes, and that the Commission was without 
power to make the order requested, because, as a result of 
repeal of paragraph (b) of section 6(13) by the transportation 
act of 1940, the Commission did not now have power to order 
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through ocean-rail routes via a foreign port and a foreign 


country “such as it in actual effect required by its order herein 
of January 28, 1938.” 


Changes in Receiverships 


The Commission has issued statement No. 4433, compiled 
by its Bureau of Transport Economics and Statistics, showing 
steam railways in the hands of receivers and trustees on Decem- 
ber 31, 1943, and changes in the list of companies affected by 
receivership or trusteeship to June 30. 

The compilation showed that the Kansas City, St. Louis & 
Chicago Railroad Co., and the Middletown & Unionville Rail- 
road Co., had been placed in trusteeship in the year ended De- 
cember 31, 1943, and that the Louisiana & Missouri Railroad Co., 
and the Rutland Railroad Co., had been placed in trusteeship in 
the first six months of 1944, the latter having been transferred 
from receivership. 

The roads taken from receivership for the year ended De- 
cember 31, 1943, were listed as follows: 


Ann Arbor Railroad Co.; Chicago, Attica & Southern; Minneapolis 
& St. Louis; New York & Greenwood Lake Railway Co.; South Dayton 
Railway Co.; and Wilmington, Brunswick & Southern Railroad Co. 


The compilation showed that the Northern Railroad Co. of 
New Jersey had been taken from trusteeship in 1943. 

The Rutland was shown as transferred from receivership in 
the first six months of 1943, and the following roads as taken 
from trusteeship in that period: 


Akron, Canton & Youngstown; Northern Ohio Railway Co.; Chicago 
& North Western; Fonda, Johnstown & Gloversville Railroad Co.; and 
Missouri-Illinois Railroad Co. 


As of June 30, 1944, the following railroads remained in 
receivership: 


Eastern District: Canton Short Line; 
Northern; and Rutland Railroad. 

Southern District: Georgia & Florida; Seaboard Air Line Railway 
Co., including four subsidiaries; and Tallulah Falls Railway Co. 

Western District: California. & Oregon Coast Railroad Co.; Mur- 
freesboro-Nashville; Rio Grande Southern; Virginia & Truckee; Waco, 


Beaumont, Trinity & Sabine; Wisconsin Central; and Yreka Western 
Railroad Co. 


Pittsburgh, Shawmut & 


As of June 30, 1944, the following railroads remained in 
trusteeship: 


Eastern District: Central Railroad of New Jersey; Chicago, Indian- 
apolis & Louisville; Missouri Pacific (excluding Missouri-Illinois); New 
Jersey & New York; New York, New Haven & Hartford, including five 
subsidiaries; and New York, Susquehanna & Western. 

Southern District: Alabama, Tennessee -& Northern; 
Georgia; Florida East Coast; and Meridian & Bigbee River. 

Western District: Alton Railroad, including one subsidiary; Chicago, 
Milwaukee, St. Paul & Pacific; Chicago, Rock Island & Pacific, including 
seven subsidiaries; Denver & Rio Grane Western, including one sub- 
sidiary; Duluth, South Shore & Atlantic, including one subsidiary; the 
Soo Line; Missouri Pacific, including 20 subsidiaries; St. Louis-San 
Francisco; St. Louis Southwestern, including one subsidiary; Western 
Pacific; and Yosemite Valley Co. 


Central of 


The compilation showed a total of 78 railways in charge of 
receivers or trustees as of June 30, 27 of the total being Class I 
railways. The roads owned 51,444 miles of railroad, and oper- 
ated 56,294 miles, according to the compilation. 


WROUGHT PIPE TO SOUTHWEST 


The Commission was requiring rail respondents in I. and S. 
4815, Wrought Pipe to the Southwest, to do the impossible in 
declining further to postpone the effective date of its order of 
April 13, 1942, in that proceeding, by which order the Commis- 
sion required the respondents to establish rates on the involved 
traffic for application over rail-ocean, ocean-rail, and rail-ocean- 
rail routes formed of the lines of the respondents, they said in 
a petition for further postponement. As a result of various peti- 
tions, the respondents said, the Commission had suspended the 
effective date of the order until October 8, but that, by order 
dated August 18, had refused a request of the southwestern 
carriers for further postponement. 

The carriers pointed out that it was impossible to comply 
with the Commission’s order because the Lyke Steamship Co., 
Agwilines, Inc., and the Mooremack Gulf Lines, Inc., had can- 
celled their concurrences in the applicable tariffs, and pointed 
out that other boat lines parties to the tariff, Bull Steamship 
Co., Pan-Atlantic Steamship Co., Southern Pacific (Morgan 
Line) and Southern Steamship Co., had suspended their opera- 
tions and concurrences so that it would be impossible for the 
rail lines to establish joint through rates as prescribed. 

As a further reason for asking a further postponement, the 
carriers pointed out that the hearings in the proceeding were 
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concluded April 29, 1941, and the decision rendered April 13, 
1942, more than two years prior to the effective date of the 
order, October 8. There had been material and substantial 
changes in the manufacture, distribution and transportation of 
wrought iron and steel pipe, they said, that had not been con- 
sidered by the Commission, as such information was not avail- 
able at the time of the hearings. Evidence as to the present 
factual situation should be before the Commission before it 
required the establishment of the prescribed rates, they said, 


W. & L. E. CONTROL 


Permission has been granted the Chesapeake & Ohio to 
withdraw its petition or a supplemental report and order in 
Finance No. 14367, Wheeling & Lake Erie Railway Co. Control, 
to the effect that the Commission’s reports and orders of No- 
vember 16, 1943, and December 31, 1943, did not bar it from 
acquiring additional shares of W. & L. E. stock, beyond those 
it had been authorized to acquire, whether such additional 
shares were of common, preferred, or prior lien stock, or a 
combination of those classes. The order was issued by divi- 
sion 4. At the same time, by another order, the Commission 
assigned the proceeding for hearing before Examiner Molster, 
on September 8, at Washington, D. C. 

The reason assigned by the C. & O. for withdrawing its 
petition for a supplemental report and order was that it was 
planning to file a supplemental application. The supplemental 
application was filed, asking authority for the C. & O. to pur- 
chase 5,482 additional shares of W. & L. E. common stock, of 
certificates of deposit representing said shares, from the Al- 
leghany Corporation (see Traffic World, Aug. 26, p. 494). 


SEABOARD GRAIN RATE INQUIRY 


“The cancellation of the present rates at the suggestion 
of another carrier indicates a possible violation of the anti- 
trust laws, a matter with which the Commission should be 
concerned,” said Price Administrator Bowles in a brief filed 
with the Commission in I. and S. No. 5298, Grain, Richmond to 
Norfolk and Portsmouth, Va. In that proceeding, the Price 


Administrator and the War Department protested the can-: 


cellation by Seaboard of a commodity rate of 13 cents a 100 
pounds on grain and grain products, including flour, from Rich- 
mond and South Richmond, Va., to Norfolk and Portsmouth, 
Va., that would result in the application of a class rate of 
16 cents. The Commission suspended operation of the schedules 
from May 10 until December 10. 

The Administrator’s remark concerning a possible anti- 
trust violation referred. to the statement of the only witness 
testifying on behalf of Seaboard to the effect that one of the 
reasons for the cancellation was that another carrier had 
brought to its attention the fact that it had not taken action 
approved by the Southern Freight Association for cancellation 
of the present rates, according to the brief. 

Another reason advanced for the cancellation, according 
to the brief of the Secretary of War, was the need to remove 
fourth-section departures, which, it said, had been authorized 
by the Commission. Removal of such departures was no justi- 
fication for increased rates, it said. Referring to a claim that 
the rate was obsolete, the Secretary of War said that in the 
twelve-month period immediately preceding suspension of the 
schedules more than 77,000,000 pounds of War Department 
Traffic had moved on the present rate. He said that the present 
rate was just and reasonable, and not subnormal. 


BUSH TERMINAL OPERATION 


Asking the Commission to retain jurisdiction in Finance 
No. 14137, Bush Terminal Railroad Co. Operation, in which 
the Commission, division 4, approved operation by the Bush 
Terminal Railroad Co., of the railroad properties of the Bush 
Terminal Co., with conditions, the intervenor shippers and Bush 
Terminal Buildings Companies have asked the Commission to 


amend its order (see Traffic World, Aug. 12, p. 368) by adding 
the following: 


That in respect to the conditions upon which this order of approval 
is granted it is made a further condition of such approval that the 
Commission retains its jurisdiction and authority to modify or other- 
wise change conditions in respect to the kind and quantity of and the 
terms and conditions upon which the lessee shall provide transporta- 
tion service to and from Bush Terminal Buildings Co., Buildings 19-26. 


The petitioners said that, soon after publication of the 
Commission’s decision, they had filed with the Public Service 
Commission of the State of New York a complaint alleging in 
substance that the Bush Terminal Co. was a common carrier 
of freight by railroad, that for many years it had maintained 
a public freight station at Buildings 19-26, that such station had 
been discontinued without application and consent of the New 
York commission, and asking for ‘an order accordingly.” ‘The 
petitioners said that if the Commission did not amend its order 
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in Finance No. 14137, and the order became effective as at 
present worded, the Commission might not have authority to 
modify or change its approval conditions so as to fit them ap- 
propriately to any lawful determination of the New York City 
authorities. 

The petitioners pointed out that the division did not indi- 
cate whether or not the buildings in question had been a public 
freight station for many years, or assert authority over the 
establishment or disestablishment of a public freight station, 
but had merely required the lessee to make available “collec- 
tion and ivery” operations to and from such buildings. 

The Commission, by Commissioner Porter, has extended 
the effective date of the certificate in Finance No. 14137 to 
September 20, from September 6. 


EXPLOSIVES REGULATIONS 


Secretary Bartel, of the Commission, in a notice dated Au- 
gust 30, in No. 3666, In the Matter of Regulations for Transpor- 
tation of Explosives and Other Dangerous Articles, has asked 
for comments on current regulations, and on proposed changes 
suggested by the Commission’s Bureau of Explosives, and by 
the national legislative representative of the Brotherhood of 
Railroad Trainmen. The regulations in question involve section 
589, paragraphs (d), (e), (g), (h), (i), (j), and (r), governing 
the handling of placarded railroad cars. The secretary said that 
the changes as proposed were other than those circulated by 
the secretary August 31, 1943, and that the proposed changes 
had been submitted as being more satisfactory (see Traffic 
World, Sept. 4, 1943, p. 524). 

The secretary said that, following the proposals of the 
brotherhood’s representative, conferences were held. The in- 
stant notice, he said, set out two amended proposals, as pro- 
posed by the bureau, on behalf of the railroads, and the brother- 
hood. He asked that comments concerning the merits or de- 
ficiencies of the proposals, or of the current regulations, be 
submitted in writing to the Commission within 30 days from 
the date of the notice. Otherwise, he said, the Commission “may 
proceed to investigate and determine the matters involved, or 
may suspend action pending formal hearing.” 

The notice sets forth, in four mimeographed pages, the 
current regulations for handling placarded railroad cars, and 
the proposed amended requirements as suggested by the bureau 
and by the brotherhood. 


PIPE LINE BUS PURCHASES 


American Liberty Pipe Line Co., of Dallas, Tex., has asked 
the Commission, in MC F-2630, for authority to purchase all 
the capital stock of the Dixie Motor Coach Corporation, and 
the Sunshine Bus Lines, Inc., for a total cash consideration of 
$1,677,000, and to consolidate their franchises and properties 
into American. The stock is to be purchased from J. P. Kittrell, 
president of both of the motor coach lines. 

The application said that Mr. Kittrell was “well above 
the age of 70 years,” and that he was physically unable to 
continue to discharge the duties required of an active operator 
of “these large concerns.” It said that for several years he 
had been inactive “to a degree” and had left the operation of 
the companies largely to B. W. Kittrell and J. C. Rider, both 
of whom, it said, had asserted their willingness to continue in 
their present positions of responsibility under the new manage- 
ment, in the event the instant application was approved. It 
said that it would be to the best interest of the carriers and 
in the best public interest that the carriers should come under 
the control of persons who were willing, able and anxious to 
prosecute the operation of the motor carriers in a vigorous 
manner. 

The application added that, in view of the advanced age 
and physical condition of Mr. Kittrell, it was within the realm 
of possibility that, within a few years, the two motor carrier 
corporations would have to be dissolved as a result of his 
death, if he continued to own and control them until that 
time. This was so, it said, because unless Mr. Kittrell was a 
very wealthy man with large cash assets, the estate and in- 
heritance taxes incurred on the passing of his estate could be 
so large as to require the liquidation of such corporations and 
the sale of their assets in order to pay such death taxes. 


MOTOR CLASSIFICATION INQUIRY 
By an order in six suspension proceedings, involving motor 
Classifications, the Commission has permitted the intervention 
of the Southern Motor Carriers Rate Conference; Southwest- 
ern Motor Freight Bureau, Inc.; Central and Southern Motor 
Freight Tariff Association, Inc.; Niagara Frontier Tariff Bu- 
reau, Inc., and Rocky Mountain Motor Tariff Bureau, Inc. The 


Proceedings in which the Commission permitted intervention 
were: 


I, and S. M-2404, Incandescent Electric Lamps or Bulbs; I. and S. 
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M-2405, Airplane Parts; I. and S. M-2406, Trunks or Traveling Bags; 


I. and.S. M-2407, Hats or Caps; I. and S. M-2408, Carpet Mill Thread 
Waste; and I; and S. M-2409, Paper Articles. 


The schedules were published in supplements Nos. 4 to 
tariffs MF-I. C. C. No. 14, I. C. C. No. 14, and FF-I. C. C. No. 
14 (National Motor Freight Classification No. 7), C. F. Jackson, 
agent, effective April 22. Suspension of the schedules were 
requested by a great many individual companies and associa- 
tions; by the Price Administrator; the War Department; and 
by the Public Service Commission of Utah (see Traffic World, 
April 29, p. 1170). 

The tariff groups permitted to intervene filed their petition 
jointly, saying that each of them had an interest in the pro- 
ceedings and in the Commission’s ultimate disposition of the 
ratings proposals involved, since that disposition would affect 
their members. 


ALL-FREIGHT RATES TO THE SOUTH 
Commenting on the report of Examiner G. H. Mattingly 
in I. and S. 5283, all freight, north Atlantic ports to South 
(see Traffic World, August 26, p. 495), Frank C. Fegurson, 


.chairman of the Port of New York Authority, one of the 


protestants, approved of the recommendation that the sus- 
pended tariffs be cancelled. Under the proposed rates, he said, 
“it would have been impossible for boat lines operating out 
of the New Jersey-New York port to continue business under 
the pressure of the competition.” The suspended rates, he said, 
“wound have resulted in unjust discrimination against the port 
of New York.” They were, he said, “contrary to the sound 
principles of classification and rate construction which the 
Commission has always followed,” and would “have been of 
little or no financial value to the rank and file of the shipping 
public.” He said that “only rail carriers and certain large 
shippers and combinations of shippers who can move merchan- 
disé in mixed carloads would have benefited from the change 
in the rate structure.” 


c. St. L. & N. 0. CONSTRUCTION 


The Chicago, St. Louis & New Orleans Railroad Co., and 
the Illinois Central, have petitioned the Commission in Finance 
No. 14580, authorizing construction by the C. St. L. & N. O., 
and operation by the Illinois Central, of a line of railroad on 
Muhlenberg county, Ky., for an extension of time for the con- 
struction of the line. The petitioners said the certificate re- 
quired that construction be begun before September 1, and be 
completed on or before April 1, 1945. They asked an extention 
of two months’ time for the work, saying that the necessary 
approval of the construction had not as yet been issued by the 
War Production Board and that they had been unable to ob- 
tain options for the purchase at a reasonable price of all of 
the necessary land for right-of-way. Condemnation proceedings 
must be instituted, they said, involving fourteen acres owned 
by four people, and that those proceedings could not be con- 
cluded in time to begin construction on or before September 1. 


Irregular Route Suit 


The Commission, by an order in MC 11207, has denied the 
request of Deaton Truck Lines that the effective date of the 
partial denial order of July 4 be stayed. The request was con- 
tained in the applicant’s petition for reconsideration and re- 
hearing dated August 15, the order said. 

The Commission had applied to it, an irregular route car- 
rier, a “standard of proof different and more rigid than regular 
route carriers,” said Deaton Truck, Line, of Birmingham, Ala., 
in a suit filed in the federal court for the northern Alabama 
district, southern division, asking the court to set aside the 
order of the Commission in MC 11207, Deaton Truck Lines, 
Inc. (Successor in interest to C. D. Deaton) Common Carrier 
Application. At the request of the court, the Commission has 
postponed the effective date of its order in that proceeding to 
November 1. 

The truck line said that the Commission had “atomized and 
pulverized the plaintiff’s prior courts of conduct, so as to 
change its basic character, and so as to prevent the plaintiff 
continuing its past operations in accordance” with its statutory 
rights. It said that the “undisputed evidence” showed that it 
had, on and after the statutory date, transported general com- 
modities between all points in the states mentioned in the 
authority granted, but that the Commission had limited it to 
the transportation of specified commodities, and had further 
limited it to transportation to or from points within a radius 
of ten miles of Birmingham. The authority granted by the 
Commission was as to continuance in operation, in the trans- 
portation of 


(1) Clay products, concrete products, iron and steel and iron and 
steel articles (other than castings, forgings, and dredgebeam parts), 
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and plumbing and heating equipment, from Birmingham, Ala., and 
points within 10 miles thereof, to points in Georgia, Florida,, South 
Carolina, North Carolina, Kentucky, Tennessee, Mississippi, and Lou- 
isiana; (2) contractors’ tools and equipment, canned goods, and fresh 
fruits and vegetables, from points in Georgia, Florida, South Carolina, 
North Carolina, Kentucky, Tennessee, Mississippi, and Louisiana, to 
Birmingham and points within 10 miles thereof; (3) cotton in bales 
between points in Aalabama, Georgia, Mississippi, and Tennessee; 
(4) canned goods from points in Tennessee to points in Alabama, other 
than Birmingham and those within 10 miles of Birmingham; and (5) 
asphalt, in drums, from Gulfport, Miss., to Birmingham and points 
within 10 miles thereof, over irregular routes. 


Commissioner Lee concurred, and Chairman Patterson dis- 
sented in part. 

The case was docketed in the Alabama federal court as 
civil action No. 5564, Deaton Truck Line, Inc., vs. United States 
of America and Interstate Commerce Commission. 


CENTRAL STATES FORWARDER APPLICATION 

Central States Freight Service, Inc., in FF-137, has filed 
with the Commission a notice of and an amendment to its appli- 
cation. The effect of the amendment is to add Illinois to the 
origin territory named in the original application. 


TEMPORARY WATER APPLICATION 


In W-63 TA, Alfred T. Beardslee, doing business as Beards- 
lee Launch & Barge Service, has asked temporary authority 
as a contract carrier to transport mahogany logs for Meyer- 
cord Compound Lumber Co., from Pensacola, Fla., thence 
Pensacola Bay; thence Intracoastal Canal to Mobile Bay; thence 
Mobile River to docks of the lumber company, 65 miles. The 
application describes the transportation as a “war measure.” 


RAIL DEPRECIATION RATES 
By sub-orders Nos. SE 272-A, 722-A, 610-B, and 594-A, 
dated August 16, the Commission has prescribed the deprecia- 
tion rates applicable to the equipment of steam railroad com- 
panies, respectively, as follows: Berlin Mills Railway; Carbon 
County Railway Co.; Tennessee & North Carolina Railway Co.; 
and Springfield Terminal Railway Co. (Illinois). 





RAILROAD ACCOUNTING CHANGES 


The Commission, division 1, has issued two orders modify- 
ing its uniform system of accounts for steam railroads, issue 
of 1943, in connection with accounting for depreciation. The 
orders were made effective January 1, 1945. 

The effect of one of the orders, according to the Commis- 
sion’s Bureau of Accounts, is to require reorganized railroads, 
or railroads purchasing other lines of railroad, to set up a full 
estimate of depreciation up to the time the property is acquired. 
It was pointed out that, until 1943, the maintenance of deprecia- 
tion reserves on road property was optional. Therefore, it was 
said, in the case of reorganization, or acquisition, the original 
company might show depreciation for road property beginning 
only with 1943. Under the instant order, the acquiring com- 
pany would be required to show an estimated full depreciation 
up to the time of acquisition. 

The effect of the other order, said the bureau, was to 
transfer depreciation and amortization reserves from the lia- 
bility side of the balance sheet to the asset side, as a deduction 
from the investment account, the reserves for road and for 
equipment to be accounted for separately. 


TANK CAR ALLOWANCE 


El Dorado Oil Works and El] Dorado Terminal Co. have 
filed suit in the federal court for the northern California dis- 
trict, northern division, to set aside an order of the Commission 
in No. 28515, Allowances for Privately Owned Tank Cars. In 
that proceeding, the Commission found that El Dorado Oil 
Works was entitled to no compensation for furnishing tank 
cars other than the amounts paid by it as rental to the General 
American Tank Car Corporation under the terms of their lease 
agreement, General withholding sums in excess of the rental 
paid by carriers (see Traffic World, April 29, p. 1163). Com- 
missioner Splawn was joined in a dissenting opinion by Com- 
missioners Miller and Alldredge, in which it was said the de- 
cision failed to comply with the decision of the Supreme Court 
of the United States in General Americank Tank Car Corp. vs. 
El Dorado Terminal Co., 308 U. S. 422. The Commission later 
denied an application of the complainants for rehearing, re- 
argument, and reconsideration. 

Among other things, the two companies, in their complaint 
in the California court, said that the Commission’s order failed 
to establish a uniform reasonable allowance to be paid to 
shippers by carriers for the furnishing of tank cars for use in 
the transportation of goods, a ground cited in the petition for 
rehearing (see Traffic World, June 24, p. 1708). They said that 
the Commission’s order was not supported by the evidence, and 
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was confiscatory, in so far as it limited the reasonable allow- 
ance as a maximum to be paid by the rail carriers to El Dorado 
Oil Works for the furnishing of tank cars to an amount not 
exceeding the rental paid under the contract, and denied an 
allowance for the necessary cleaning and preparation of the 
tank cars in the period of the agreement. 


Tank Car Anti-Trust Suit 


James F. Lawrence, Tulsa, Okla., and William J. Terrell, 
Chicago, counsel for the Keith Railway Equipment Company, 
Chicago, have filed a memorandum reply, in a loose-leaf bincer, 
to the answer of the defendants in No. 44C 670, Keith Railway 
Equipment Company vs. Association of American Railroads 
et al., an anti-trust suit brought in the federal district court at 
Chicago (see Traffic World, June 10, p. 1562, and August 5, 
p. 317). 


The complainant alleges that the A. A. R. and Lester R. 
Knott, secretary of its operating and maintenance department; 
17 individual class I railroads; General American Transporta- 
tion Corporation, and Lester W. Selig, president of that com- 
pany, combined and conspired in violation of the Sherman anti- 
trust law to restrain trade, resulting in damages to the com- 
plainant to the extent of $100,000. Treble damages are sought. 
The complainant, owner and lessor of about 800 railroad tank 
cars, alleges it was damaged by the defendants’ action forcing 
it to accept unduly low per diem payments from the railroads 
for the use of its tank cars and unduly high charges for repairs 
to the cars made by the railroads at prices fixed by the A. A. R. 
It alleges that Mr. Selig joined the railroads in threatening to 
effect a boycott against the Keith Company if it did not sign 
per diem rule 18 contained in the A. A. R.’s Railway Equipment 
Register, and the A. A. R. mechanical interchange agreement. 

In their answers, the defendants asked the court to require 
the plaintiff to make its complaint more definite and to state 
its separate demands in separate counts. They said the com- 
plaint did not say exactly how the Keith Company was dam- 
aged; that it did not prove that any connection existed between 
the railroads and General American; that the complainant did 
not identify any tank cars in respect of which complainant 
claimed it was damaged. They said the allegations were vague 
and uncertain in that it did not appear whether or not one or 
more defendants were charged with one or more violations 
or how the alleged violations occurred. They said the allega- 
tions were substantially in the language of section 1 of the 
anti-trust act and, therefore, were merely unsubstantiated con- 
clusions. 

The complainant’s reply, which contains about forty pages 
on legal precedents supporting its complaint, says that the 
loose-leaf form was used “in order that other authorities may 
be added as the exigencies require” and so that “plaintiff will 
be enabled, and it is the intent, to submit short argumentative 
memoranda without necessitating the repetition of quotations 
from decisions each time a different legal issue arises.’ It says 
that, because a broad concept of the action is requisite to a full 
understanding of the necessity and reasons for allegations made 
in the complaint and the legal justification for the omission of 
others, a much greater portion of plaintiff’s trial brief is sub- 
mitted than otherwise might be offered in reply to the defend- 
ant’s answers and motions. 


It says the defendants seek to complicate the action by 
feigning to see three or more separate causes of action where 
one exists, that being injury to plaintiff’s business by reason of 
a combination forbidden by the anti-trust law. It says the com- 
plaint is in even greater particularity than required by court 
rules. 
plaint shall be only a statement of claims on which issues can 
be defined at a pre-trial conference and at a trial. 

The memorandum reply says that it is difficult for ‘one 
on the outside to prove unlawful purpose” and that it had to 
declare “those things which the defendants, in concert, did.” 
First, it says, the railroads adopted per diem Rule 18, estab- 
lishing a mileage rate to be paid by every class I railroad to 
all private car owners. “This in itself appeared innocuous,” It 
continues, because the rate set up was the same—one and a half 
cents a mile—as had been in effect, but later the railroads re- 
quired car owners to sign an agreement to be bound by the 
rule even if the rate were changed. Next, it says, the defend- 
ants, by threat of boycott, required the owners to sign the 
mechanical interchange agreement providing that any railroad 
could repair any car at any time at prices fixed by the A. A. R. 

Continuing, it says: 


We believe the contents of these rules are purely evidentiary, but 
the requirement of agreement, under threat of boycott . . . not only 
evidenced a purpose to violate the anti-trust laws, but it also had that 
effect. For price fixing and coercion of patronage are both directly 
within the prohibitions of the law. 








Those rules, it says, merely contemplate that a com- 
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The reply says that the complaint also showed how the 
defendants compelled the Keith Company to abide by the per 
diem and interchange rules. It says the Keith Company’s offi- 
cials do not, perhaps, know how, when or why Mr. Selig and 
General American became a part of the alleged combination. 
It says the fact of their participation is inescapable; that “Selig, 
a competitor of plaintiff and having every apparent interest in 
seeing that the reduction did not stand or that the dire things 
set forth in his telegram should happen to a competitor, did 
threaten plaintiff’? by telegram; that it was not necessary to 
show “what Selig and General American got to ‘sell out’ the 
rest of the private car industry and use their influence with 
the directing officer of the Office of Defense Transportation to 
compel acquiescence in a reduction in mileage rentals.” 

It says complainant deserves the difference between the 
old 1%-cent per diem rate and the present 1%4-cent rate “for 
every mile since August 15, 1943,” and that it will submit its 
facts in that regard at trial. It asks the court to overrule de- 
fendants’ motions. 


SERVICE ORDER VIOLATION 


The Commission has been advised that a civil action was 
filed in the federal court at Chicago, August 8, against the 
Indiana Harbor Belt Railroad Co. for violations of service order 
No. 174, which prohibited all common carriers by railroad 
from accepting for transportation, transporting or moving car- 
load shipments of grain, grain products, grain by-products or 
seeds, when consigned to a “notify” party or to an “advise” 
party at a location other than the billed destination of the 
shipment. The bill of complaint charged, in nine counts, that 
the Indiana Harbor Belt accepted nine shipments of grain 
by-products at Argo, Ill., consigned to Corn Products Refining 
Co. at Gary, Ind., notify Heidema Bros. Although it knew that 
Heidema Bros. was located at Holland, Mich., and had no office 
or representative at Gary, nevertheless the Indiana Harbor 
Belt accepted these shipments for transportation and trans- 
ported them to Gary, the complaint alleged. The maximum 
penalty of $4,500 was prayed for. 

The Commission said the matter was investigated by its 
Bureau of Inquiry and that the bill was filed through the De- 
partment of Justice at the request of the Commission. 

The Indiana Harbor Belt Railroad, answering the com- 
plaint, admits, as to each of the nine counts, that it accepted 
the shipments described in the complaint, but denies that it 
violated service order No. 174. In answer, it alleges that the 
order “dose not prohibit or forbid the acceptance and transpor- 
tation of shipments billed to the order of the shipper, notify 
Heidema Brothers at Gary, Indiana, the destination of said 
shipments.” It says that “the shipments described in said com- 
plaint were not consigned to a ‘notify’ party or to an ‘advise’ 
party at a location other than the billed destination of the 
shipments.” The shipments were consigned to a notify party at 
the destination, Gary, Indiana, it says. It denies that the plain- 
tiff is entitled to recover $4,500 or any other sum. 


BITUMINOUS COAL TO VA. 


The group of dealers in, or consumers of, coal, complain- 
ants before the Commission in No. 27648, Ashland Coal & Ice 
Co., Inc., et al. vs. Atlantic Coast Line Railroad Co., et al., and 
18 embraced cases, involving bituminous coal rates to the so- 
called $2.65 group in Virginia, have asked the federal court 
for the eastern Virginia district, Richmond division, to set aside 
the Commission’s order in that proceeding in so far as it failed 
to find that the assailed rates that it found unreasonable for 
the future were equally unreasonable in the past and in the 
statutory period preceding the filing of the complaint. They 
asked the court to remand the case for action “in accordance 
with the duty of the Commission under the statute.” 

In that proceeding the Commission refused to award rep- 
aration, but found the rates assailed not unreasonable in the 
past to points in the $2.65 destination group, as defined in the 
report, and that they were not then unreasonable; and further 
that the rate to points in the $2.65 group as defined would be 
unreasonable for the future to the extent that it exceeded $2.45, 
and to Lynchburg and Rivermont to the extent that it might 
exceed $2.05 (see Traffic World, Nov. 20, p. 1252). 

The plaintiffs in the federal court said that in concluding 
that, based on evidence addressed to the period 1935 to 1939, 
the assailed rate was “much too high,” and declaring that for 
that period it was not unreasonable but that, on the same evi- 
dence, it became unreasonable in 1944, and for the future, the 
Commission had misconstrued and misapplied its power. It 
had arbitrarily substituted a supposed “rule of damage” for 
Its proper function of rate-making, said the plaintiffs, and had 
made two findings—one of reasonableness and one of unrea- 
Sonableness—on the same evidence without making and with- 
out having the basis to make the essential findings of fact nec- 
€ssary to support such opposing conclusions. 
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The suit was docketed in the Virginia court as civil No. 
337, Ashland Coal & Ice Co. et al. vs. United States of America 
and Interstate Commerce Commission. 





D. C.-Va. Passenger Fares 


“For a three-judge court, without experience in or respon- 
sibility for military organization, to impose its own ideas of 
whether federal regulation of military transportation is neces- 
sary in the national defense against the judgment of the men 
who are responsible for the morale and discipline of our armies 
is unwarranted in time of peace and reckless in time of war,” 
said Associate Justice Thruman Arnold, formerly an assistant 
attorney general of the United States and head of the antitrust 
division of the Department of Justice, in an opinion dissenting 
from the majority opinion of the justices, sitting as a three- 
judge statutory court in the federal court for the District of 
Columbia. For the second time, the court held invalid an order 
of the Commission in No. 28991, Passenger Fares Between Dis- 
trict of Columbia and Nearby Virginia, extending the district 
fare zone to include the Pentagon Building and other federal 
installations on the Virginia side of the Potomac River (see 
Traffic World, June 24, p. 1684). The majority of the court, in 
the instant decision, held that the Commission’s latest order 
should be set aside and its enforcement permanently enjoined, 


and that the motion of the United States for a new trial should 
be overruled. 


The majority said it was rather difficult to “understand 
the conduct of the Commission in undertaking to put into effect 
an order this court had enjoined,” referring to the fact that, 
following the court’s opinion filed on May 1, holding that the 
Commission was without jurisdiction to make its order in No. 
28991, the Commission reopened the proceeding to take further 
testimony, to make additional findings, “and to enter a new 
order on June 12, 1944, which was, in effect, the same order 
that had been permanently enjoined by this court.” It said 
that, as to the question whether the carriers were in intrastate 
commerce over the entire length of their lines, practically no 
additional evidence was introduced before the Commission, and 
that there was “a mere scintilla’” of evidence to support the 
finding that the reduction of the fares to the government in- 
stallations was necessary to carry out the national transporta- 
tion policy. Referring to the findings of the Commission that 
many of the passengers to the Pentagon were low-salaried em- 
ployes of the government and that a representative group of 
them was dissatisfied with the fares, the court said that, as to 
the latter finding, “it clearly appears that the proportion of 
turnover of employes at the Pentagon did not exceed the aver- 
age in government departments, and in only a very few in- 


stances did employes give the rate of fares as the cause of their 
dissatisfaction.” 


As to the importance of the Pentagon in the prosecution of 
the war, the court said that Congress had not provided that the 
Commission should take jurisdiction merely because of the 
importance of transportation to or from a government agency. 
There must be more than this, it said, adding that “it must 
appear that the war work of the government is materially 
affected and not merely that a small portion of the workers 
are dissatisfied with the rates of fare charged by the carriers. 

Justice Arnold pointed out that the case arose out of a 
complaint by the Secretaries of War and the Navy, and that, 
subsequent to the complaint, the Commission had instituted its 
own investigation. He said that the opinion of the majority 
that the Commission had no jurisdiction in this case seemed to 
him clearly in error. The statute, he said, plainly gave the 
Commission jurisdiction over the transportation of passengers 
in interstate or foreign commerce within a municipality or be- 
tween contiguous municipalities or zones commercially a part 
of a municipality to the extent that the Commission should find 
it necessary to carry out the national transportation policy 
declared in the act. This, he added, explicitly covered the 
transportation between the District of Columbia and the Pen- 
tagon Building in Virginia, and pointed out that the Commis- 
sion had found “in unequivocal terms that the regulation of 
fares from the District of Columbia to the general headquarters 
of the army in the Pentagon Building in Virginia is necessary 
to the national defense.” Unless these findings were arbitrary 
and unreasonable, he said, the jurisdiction of the Commission 
in this case was beyond question, and continued: 


Even in the absence of evidence, judicial notice of the intimate 
connection of the work done at the Pentagon Building and the other 
installations with the operation of our armies in the field would seem 
sufficient support for the findings relating to the Commission’s juris- 
diction over the transportation of the thousands of employes who are 
part of our national military headquarters. But, in addition, we have 
the testimony of responsible army and navy executives, backed up 
by the opinions of the Secretaries of War and the Navy, that the 
Commission’s regulation is necessary to the national defense. It is 
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true that, for the most part, this testimony is opinion evidence. But, 
the factors which contribute morale and efficiency in the armed 
services can only be based upon opinion since they relate to the 
future operations. They can never be statistically proved. For a 
three-judge court, without experience in or responsibility for military 
organization, to impose its own ideas of whether federal regulation of 
military transportation is necessary in the national defense against 
the judgment of the men who are responsible for the morale and dis- 
cipline of our armies is unwarranted in time of peace and reckless in 
time of war. 

The informed opinion of such men is all we have to guide us in 
military matters. The testimony of those responsible for our military 
organization is unanimous that military efficiency requires unified federal 
regulation of the transportation of military personnel from the District 
of Columbia to general headquarters across the state line rather than 
the uncoordinated control by independent local commissions, none of 
which have jurisdiction over the entire route. Certainly this judgment 
seems reasonable on its face. Nothing in the record gives this court 
the slightest justification for disregarding it. 4 


He said that the reasoning on which the majority based 


their refusal to follow the testimony of the military experts 
was based on a peculiar interpretation of the word “necessary” 
as used in section 303(b) of the act. He said the majority held 
that as a matter of law no necessity for federal regulation of 
military transportation could exist until it was evident that 
“the war work of the government is materially affected.” In 
other words, he said, it was never permissible for the Commis- 
sion to regulate in order to plan for more efficient military 
transportation or to avoid future impairment of the military 
operation. He continued: 


An uncoordinated system of regulation which in the opinion of 
military experts is dangerous to national defense must be permitted 
to continue until there is an actual breakdown in military transporta- 
tion. The majority infer that such a breakdown must be serious be- 
cause they lay stress on evidence that the present turnover of the 
employes of the Pentagon Building is no greater than the average in 
government departments and that dissatisfaction has not yet become 
general. It thus appears that average performance is all that our 
military command is entitled to strive for-in time of war and that 
the necessity of regulation to promote the maintenance of reasonable 
rates, as described in the act, cannot exist until military employes 
become so dissatisfied that in a time of crisis they begin to desert 
their posts in substantial numbers. In other words, before the Com- 
mission can attempt to perform its duty to promote reasonable rates 
in the interests of national defense the existing rates must be higher 
than the traffic will bear. 


Nothing in the act supported a construction so contradictory 
to common sense, Justice Arnold said, and that, while it was 
the duty of the general staff to carry on in the face of handi- 
caps, that did not justify the court in denying the Commission 
an opportunity to make its task easier by following the man- 
date of the statute ‘‘to encourage and maintain reasonable rates 
in aid of national defense.” 

He said that, assuming the power to regulate, the question 
of whether the rates were confiscatory was a separate inquiry, 
adding that nothing in the record supported the contention that 
there was confiscation in the Commission’s order. The average 
one-way trip involved from the District to the Pentagon Build- 
ing was 6.21 miles, he said, less than half the maximum dis- 
tance a person might travel entirely within the District on a 
single 814-cent token. Further testimony, he said, showed that 
the cost of the entire trip was 7.06 cents, which, he said, was 
below the 10-cent cash fare and the 843-cent communtation 
fare ordered by the Commission. { 

The only showing as to confiscation was made by the Cap- 
ital Transit Co., he said, and that this was done on the theory 
that the trip from the District line to the Pentagon Building 
could be separated from the entire transportation and its cost 
separately assessed. This evidence was irrelevant, he said, be- 
cause there was no justification for computing the cost of por- 
tions of the trip to the Pentagon Building separately. Under 
the act, he added, the Commission had jurisdiction over the 
entire transportation and that it must, therefore, consider it as 
a whole. In conclusion, he said: 

Finally, I believe that the court is in error in adhering to its 
former opinion that the Commission had no jurisdiction over the 
interstate transportation involved in this case because the carriers 
were also lawfully engaged in the intrastate transportation of passen- 
gers over the entire length of the interstate route. The findings of 
the Commission seem to me sufficient to justify its assumption of 
jurisdiction in this case on the ground that the carriers affected by its 
order did no substantial intrastate business over the entire length of 
the interstate routes which were regulated. However, since the juris- 
diction in aid of the national defense is so clear it is unnecessary to 


discuss this aspect of the case in detail, the order of the Commission 
should be sustained. 


RETURN OF PORT PROPERTY BY U. S. 

A resolution adopted by the Pacific Coast Association of 
Port Authorities, memorializing Congress to enact legislation 
for return to the ports of the United States all properties not 
needed for post-war protection, has been submitted to the House 


and referred to the House committee on expenditures in the 
executive departments. 
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Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
i: Copyright, 1944, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(District Court, D. New Jersey.) Where Interstate Com- 
merce Commission’s order required certain rail carriers par- 
ticipating in through rail and water routes with water carrier 
transporting loaded freight cars between New Jersey and 
Louisiana to desist from prohibiting interchange of freight cars 
with such water carrier and to establish per diem rates of $1 


_ per car, a justiciable controversy existed, which was not ren- 


dered moot because service of water carrier had been changed 
by the war. Jud. Code Secs. 24(28), 209, 208, 211, 28 U.S.C. A. 
Secs. 41(28), 45, 46, 48; 28 U. S. C. A. Secs. 43, 44, 47. 

Part of Interstate Commerce Act relating to railroads ap- 
plies to common carrier by water where they are engaged in 
transporting goods as part of a continuous shipment in coopera- 
tion with a carrier by railroad except where expressly inappli- 
cable by reason of specific terms in some of its sections. Inter- 
state Commerce Act Sec. 1(1)(a), 49 U. S. C. A. See. 1(1) (a). 

Under Interstate Commerce Act, rail carriers must supply 
such cars which may go upon the lines of other carriers, in- 
cluding carriers by water, as may be necessary for maintenance 
of through routes for continuous shipments, at least so far as 
the transportation takes place within the United States or its 
territorial waters. Interstate Commerce Act Secs. 1(1) (a), 
bh (4), 6(11), 49 U. S. C. A. Sees. 1(1) (a), (3)(a), (4), 

(11). 

Carriers by railroad must exchange cars with carriers by 
water where both carriers are engaged in the transportation of 
property under an arrangement for continuous shipment on 
through routes. Interstate Commerce Act Secs. 1(1) (a), (3) (a), 
(4), 6(11), 49 U. S. C. A. Sees. 1(1) (a), (3) (a), (4), 6(11). 

The Interstate Commerce Commission may require car- 
riers by railroad to supply common carriers by rail and water 
routes when necessary to effect transportation by rail and wa- 
ter routes for continuous shipment over through routes in inter- 
state commerce so far as that transportation takes place within 
the United States or its territorial waters. Interstate Commerce 
Act Sec. 1(13, 14a), as amended by Transportation Act Sec. 
402, 49 U. S. C. A. Sec. 1(13, 14a). 

The Interstate Commerce Act must be broadly construed 
to carry out congressional intention to develop, co-ordinate, and 
preserve a national transportation system by water, highway, 
and rail adequate to meet the needs of commerce, Postal Serv- 
ice, and national defense. Interstate Commerce Act Sec. 1 et 
seq., 49 U. S. C. A. Sec. 1 et seq. 

The phrase “through the Panama Canal or otherwise,” as 
used in section relating to jurisdiction of Interstate Commerce 
Commission over transportation by rail and water, is the equiv- 
alent of the phrase “through the Panama Canal or elsewhere” 
in prior act which had been construed as applying to carriers 
by water operating to or via foreign ports. Interstate Com- 
merce Act Secs. 5(14, 19), 6(13)(b), 49 U. S. C. A. Sees. 5(14, 
19), 6(13) (b). 

The Interstate Commerce Commission has jurisdiction over 
transportation throughout its whole course from one place to 
another place within the United States though extraterritorial 
waters and foreign ports are included therein. Interstate Com- 
merce Act Sec. 302(d), (i) (2), 49 U. S. C. A. Secs. 902(d), 
(i) (2). 


The Interstate Commerce Commission had jurisdiction over 
rail carriers participating in through rail and water routes with 
water carrier transporting loaded freight cars between New 
Jersey and Louisiana though extraterritorial waters of the 
United States were traversed and port of Havana, Cuba, was 
entered. Interstate Commerce Act Sec. 302(d), (i) (2), 49 
U. S. C. A. Sees. 902(d), (i) (2). 


The provision in Interstate Commerce Act that common 
carriers by water shall establish through routes with common 
carriers by railroad and provide reasonable facilities for oper- 
ating such through routes does not require carriers by railroad 
to furnish cars to water carriers for extraterritorial transpor- 
tation. Interstate Commerce Act Sec. 305(b), 49 U. S. C. A. 
Sec. 905(b). 


The Panama Canal Act giving Interstate Commerce Com- 
mission jurisdiction over transportation from point to point in 
United States by rail and water through Panama Canal or 
otherwise, to establish physical connections between lines and 
through routes and maximum joint rates and terms and condi- 
tions under which lines shall be operated, did not include juris- 
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diction to compel common carriers by railroad to furnish cars 
to common carrier by water for extraterritorial transportation. 
Interstate Commerce Act Sec. 6(11), 49 U. S. C. A. See. 6(11). 

The Provisions of Part I of Interstate Commerce Act re- 
lating to railroads applies to Part III relating to water carriers 
only to the extent that Part I makes them applicable. Inter- 
state Commerce Act Sec. 303(a), 49 U. S. C. A. Sec. 903(a). 

In provision that Part I of Interstate Commerce Act is 
applicable to transportation of property partly by railroad and 
partly by water under arrangement for a continuous shipment 
from any place in United States through a foreign country to 
any other place in the United States “but only so far as such 
transportation takes place within the United States,” the last 
quoted clause limits the whole sentence of which it is a part, 
including transportation from any place, etc., restricts Part I 
to transportation taking place within the United States, and 
some such phrase as “by rail’ cannot be inserted between 
“transportation” and “takes.” Interstate Commerce Act Sec. 
1(1), 49 U. S. C. A. See. 1(1). 

Statutory provision must be given the effect that court 
thinks Congress intended. 

The provisions of Interstate Commerce Act relating to 
establishment of through routes by carriers by rail with car- 
riers by water, car service, and jurisdiction of commission 
apply only to transportation that takes place within the United 
States. Interstate Commerce Act Sec. 1(4), as amended by 
Transportation Act of 1940, Sec. 2(c), 49 U. S. C. A. Sec. 1(4); 
Interstate Commerce Act Sec. 1(10, 11, 13, 14), as amended by 
oo Act of 1940, Sec. 402, 49 U. S. C. A. Sec. 1(10, 
a, a3, , ad 

Carriers by railroad are not required to exchange cars with 
carriers by water engaged in transportation through extraterri- 
torial waters and a foreign port, and the Interstate Commerce 
Commission is without power to compel them to do so. 

Interstate Commerce Commission’s order must be read 
against the background of the record. 

Determination of per diem rate of $1 per car only for time 
cars were in actual possession of water carrier rested in judg- 
ment of Interstate Commerce Commission and rate was not 
unreasonable. (Pennsylvania R. Co. vs. United States, 55 Fed. 
Sup. 473). 

































Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion eoncerning prosecutions, in federal courts, for violations of 
motor carrie? provisions of the interstate commerce act or of Come 
mission rules and regulations thereunder, appear below.) 


Utah district, central division, at -Salt Lake City. Karl 
A. Allen, of Vernal, U., was fined a total of $210, August 26, 
following entry of his plea of guilty to an information charg- 
ing him with operating as a common carrier of property, for 
compensation, without a certificate having been issued to him 
by the Commission authorizing the particular transportation 
performed, and with so operating without having on file with 
the Commission a tariff naming rates applicable to such trans- 
portation. 

















oO. P. A. PETROLEUM RATES 


Maximum charges that may be made for the transportation 
of petroleum products by barge on certain waterways in Louisi- 
ana have been increased, says the Office of Price Administration. 

The new maximum rate, effective August 26, 1944, is 15 
cents a barrel, compared with a previous rate of 8% cents a 
barrel and applies only to barge transportation of petroleum and 
petroleum products shipped by the Standard Oil Company of 
Louisiana between the producing field at Bayou des Glaises to 
North Baton Rouge, Louisiana. The route is via Ouiskey Bay 
Pilot Channel, Blind Tensas Pass, Lake Mongoulois, Jake’s 
Bayou, Bloody Bayou, Sorrel Bay, Bayou Sorrel, Grand River, 
Bayous Plaquemine, Plaquemine Lock, and the Mississippi River. 
Continuing, the O. P. A. said: 


The increase has been granted to help the Standard Oil Company of 
Louisiana in obtaining barge transportation for its products over this 
toute, which is a particularly hazardous waterway. No increase in the 
ceiling prices of pétroleum products carried on this waterway will result 
from action. The company joined with the Gulf Intracoastal Waterway 
Advisory Committee in asking O. P. A. for a new rate. This action will 
hot cause a shortage of barge services elsewhere. 

Order 83 under Section 1499.18 (c) as Amended, of the General Maxi- 
mum Price Regulation, effective August 26, 1944.) 



























PETROLEUM TRANSPORTATION 
Two tugboat-barge units, built under a wartime program 
sponsored by, the Office of Defense Transportation, have been 
leased by the O. D. T. to the Citizens Oil Co., of Tallahassee, 
Fla., and Cornelius Kroll & Co., of Houston, Tex., the O. D. T. 
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announced, Title to the units remains in the Defense Plant 
Corporation. 

“With the leasing of these additional units,” said Ernst 
Holzborn, head of O. D. T.’s waterways transport department, 
“a total of 21 units, each consisting of a tugboat and four 
wooden barges, are in service on the Gulf Intracoastal Canal 
transporting residual oil. The movement is from the refineries 
of Texas to the west coast of Florida. 

“Modified wooden barges such as are now in use have 
proved very satisfactory for this service.” 

Each barge, it was explained, has a capacity of 5,200 
barrels, 

The two tugboats were built by George Lawley & Son, 
Boston, Mass.; the barges by Maxon Construction, New Orleans; 
Kansas City Bridge Co., Plaquemine, La., and the Westergard 
Boat Works, Biloxi, Miss. 


Rail Pipe Line Report 


A declaration that, if ever there is to be equality of regula- 
tion applying to all forms of transport, pipe line transporta- 
tion may have to be separated from petroleum production and 
marketing, is made in a report of the subcommittee on pipe 
line transport of the railroad committee for the study of trans- 
portation of the Association of American Railroads. 

A document of approximately 250 pages, including ap- 
pendices, the report reflects the results of study of petroleum 
production and consumption, future reserves, use of existing 
transportation facilities for movement of petroleum, history of 
pipe line development, pipe line costs, future pipe line con- 
struction, pipe line and rail rates, and legal phases involving 
ne ogaaaaae and legislation necessary for rail operaiton of pipe 
ines. 

The subcommittee, headed by W. G. Vollmer, senior vice- 
president, Missouri Pacific Railroad Co., chairman, said in its 
recommendations that the railroad industry should not now 
enter into the field of pipe line transportation of crude or re- 
fined petroleum products. 

“The principal reason therefor,” it continued, “is the fact 
that pipe line transportation is so closely allied with the in- 
tegrated operations of the oil companies that no independent 
transportation agency could give as satisfactory service to the 
oil companies as they now secure from pipe lines which they 
own or control. Should the oil companies hereafter be required 
to divorce transportation operations from production, process- 
ing and marketing operations, the railroad industry should then 
consider the advisability and the economy of entering the pipe 
line transportation business.” 

The A. A. R. subcommittee on traffic, said the report, 
should study and make report on what, if anything, should be 
done to the rail rate structure in the various rate districts 
and in the improvement of rail services to prevent further 
erosion in rail transportation of petroleum products and pos- 
sibly to add to the volume which was being handled by the 
rails in the period just prior to the outbreak of the war. 


“In the public interest,” continued the subcommittee, 
“there should be federal legislation requiring interstate com- 
mon carriers by pipe line to obtain certificates of public con- 
venience and necessity from the Interstate Commerce Com- 
mission, before new pipe lines are constructed or extensions 
are built or existing service is abandoned, the same as is 
applicable to other types of interstate common carriers. 
Wherever new state legislation is necessary in the public inter- 
est it should be provided.” 


Divorcement of Pipe Lines 


On the question of divorcement of pipe line ownership and 
operation from petroleum production, processing and market- 
ing, the subcommittee said that beginning with 1906, and at 
various times since, bills had been introduced in Congress 
to require complete separation of pipe line ownership and oper- 
ation from the production, processing and marketing of petro- 
leum. Legislation to accomplish this result was considered by 
Congress, but rejected, at the time the “commodities clause” 
applying to railroads was enactéd, the subcommittee said. It 
pointed out that there was pending before the present Con- 
gress the Izac bill, H. R. 1506 “which in very specific detail 
is designed to separate pipe line ownership and operation from 
any other phase of the petroleum business.” 

The reasons for applying the “commodities clause” rule to 
the railroads existed with equal force with respect to the pipe 
line transportation of petroleum, said the subcommittee. Refer- 
ence was made to the Pipe Line Cases, 234 U. S. 548, where, 
said the subcommittee, in sustaining congressional classifica- 
tion of pipe lines as common carriers, “the Supreme Court 
pointed to the evils inherent in combining production, trans- 
— and marketing under common ownership and con- 
trol.” 
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“If the various forms of transportation are to be regulated 
on a basis of equality (and there seems to be common assent 
to that general proposition)”, said the subcommittee, “ ‘line 
haul,’ or trunk pipe line, transportation may have to be sepa- 
rated from petroleum production and marketing.” 


Conclusions 
In a summary of its conclusions the subcommittee said: 


(1) Future Reserves and Supply of Petroleum. Barring unfore- 
seen developments such as the possible adverse effect of long continued 
war demands on the petroleum industry, the reserves of crude petro- 
leum in the United States should be adequate to meet postwar require- 
ments—defined as those of 1941, plus moderate annual increases—for at 
least 20 years. As diminution in liquid reserves takes place, it is 
believed that practical and economical methods will have been per- 
fected for extracting petroleum products from oil shales and coal. 

Further, it is believed that no great expansion in the production 
of crude petroleum over present production, which is about 4,400,000 
barreis daily, can be obtained from present known reserves, and that 
im postwar demands are much in excess of that amount, the difference 
will have to be made up by imports or by the treatment of oil shales 
and coal. 

(2) Future Petroleum Demand. It is believed that the postwar 
demand for petroleum products will, within several years after con- 
clusion of hostilities, return to the pre-war (1941) demand; a gradual 
increase in demand can be expected yearly thereafter. 

(3) Pre-war Transportation of Petroleum and its Products. (a) The 
movement of crude petroleum by rail in normal times is relatively 
negligible, averaging about 3% of total receipts at refineries for the 
five-year period 1937-1941. Pipe lines handled an average of 73% and 
the remaining 24% was transported in tankers. 

(b) The movement of refined products was practically all handled 
by rail, coastwise tanker, and to some extent by inland waterway 
barges, until the early 30’s when the gasoline pipe line began to be 
developed as a new means of transportation. In 1931 railroads orig- 
inated approximately 7.5% of the total consumption of gasoline and 
kerosene, and regulated pipe lines only 3.6%; the remainder of 19.9% 
was handled by unregulated pipe lines and other forms of transporta- 
tion. By 1941 the pipe lines’ proportion increased to 11.6% (for regu- 
lated lines only; it is estimated that the movement by regulated and 
unregulated lines was about 15%), while the railroads’ proportion de- 
creased to 39.4% of total consumption. The difference, or 49.0% repre- 
sents the movement by unregulated pipe lines and other forms of 
transportation. 

(ec) In 1928 pipe line revenue (regulated lines) from the transporta- 
tion of refined oils was 0.11% of rail transportation revenue from the 
same products, while in 1941 that percentage increased to 18.91%. 

(d) In 1928 rail revenue from the transportation of refined oils 
(Class 450—Petroleum Oils, Refined, and Class 451—Fuel, road and 
Residual Oils) was $297,972,083, while in 1941 the revenue from these 
same commodities was $184,687,350, or a decrease of 38%. The revenue 
in 1928 constituted 6.9% of carload revenue and in 1941, 4.3%. 


(4) Pipe Line Costs. (a) The average construction cost of crude 
petroleum lines ranges from $9,000 per mile for 6 inches diameter pipe to 
$60,000 per mile for 24 inches diameter. The corresponding figures for 
gasoline lines are $10,000 for 6 inches diameter and $65,000 for 24 inches 
diameter. These figures include the necessary pumping stations. 


(b) The average operating cost of crude petroleum trunk lines 
(based on a limited mileage) in 1941 was 1.2 mills per ton mile, and 
of gasoline trunk lines 3.2 mills. 


(5) Possible Future Pipe Line Construction. There may be eco- 
nomic justification for the construction of approximately 3,400 miles of 
additional trunk lines for the transportation of refined products (gaso- 
line, kerosene, and fuel oil) which moved by rail in 1940. At present 
pipe line rates this would produce about 47 million dollars per year 
additional revenue for the pipe lines, but because of the difference in 
rates it would mean the loss of perhaps 75 million dollars per year in 
rail revenue. Class I rail revenue in 1941 from the transportation of 
gasoline, kerosene and fuel oil was $184,687,350. All of this is based 
on pre-war conditions and does not take into account the effect of the 
various federal pipe line projects built or yet to be built as war 
measures, on either the rail movement or the possible future construc- 
tion of pipe lines. 


(6) Pipe Line Regulation. New federal legislation is desirable. 
The most feasible way to clear away the difficulties would be by an 
act of Congress, or by an amendment to the interstate commerce act. 
Especially there should be federal legislation, and state legislation 
where necessary, requiring issuance of certificates of public convenience 
and necessity for authority to construct or extend petroleum pipe lines 
or abandon them. Furthermore, if ever there is to be equality of 
regulation applying to all forms of transport, pipe line transportation 
may have to be separated from petroleum production and marketing. 


(7) Pipe Line and Rail Rates. There are great variations in the 
relationships between rail rates and pipe line rates in different sections 
of the country as is shown in the text of this report. Generally speak- 
ing rail rates average from 1.6 to 4 times the pipe line rates when 
the movements are entirely by rail or by pipe line, respectively. 
When movements are‘by pipe line from a refinery to an outlet thence 
transportation beyond by rail, water or truck, the disparity between 
the all-rail rate and the combination pipe line-rail, water or truck rate 
decreases as the distance increases beyond the pipe line outlet to 
destinations. 

(8) Use of Pipe Lines for Transporting Other Materials. From the 
information now available, the long distance transportation of com- 
modities such as coal, cement, etc., by pipe line is not practical or 
economically feasible at the present time. Whenever petroleum pipe 
lines no longer are used to capacity for the transportation of petroleum 
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or its products, it may be practical and economical then to convert 
some of the lines which otherwise would be useless. 


Committee Members 


In addition to Chairman Vollmer the members of the sub- 
committee are: 


Chester K. Smith, Research Engineer, Western Association of Ry, 
Executives; T. L. Bothwell, General Freight Traffic Manager, A. T, 
and S. F. Ry. System; R. J. Brown, Assistant Vice-President, Southern 
Ry. System; R. H. Miller, Freight Traffic Manager, Pennsylvania R. R. 
Co.; J. C. MceGohan, General Freight Agent, Baltimore & Ohio R. R. 
Co.; E. Rigg, Asst. General Freight Traffic Manager, The C. R. I. & 
P. Ry. Co.; J. L. Sheppard, Freight Traffic Manager, Illinois Central 
System; E. L. Whitney, Asst. Freight. Traffic Manager, New York 
Central System. 


B. H. Stanage, assistant chief traffic officer, St. Louis-San 
Francisco Railway Co., who died February 4; 1944, was a mem- 
ber of the subcommittee. 


Retirement Board Figures 


Retirement benefit payments to railroad employes in June 
totaled $11,375,847, compared with $11,088,359 in June, 1943, 
the Railroad Retirement Board said in its August report, which 
includes a summary of the board’s operations for the year end- 
ing June 30. 

The June payments brought to $822,861,717 the total bene- 
fits paid since the board began operating on August 29, 1935. 
The month’s payments included: Employe annuities, $9,499,513; 
pensions, $1,212,170; survivor annuities, $119,566; death-benefit 
annuities, $26,365; lump-sum death benefits, $518,230. At the 
end of the month, 164,125 monthly benefits were in force, em- 
ploye monthly annuities averaging $66.56, pensions averaging 
ae survivor annuities $41.90, and death-benefit annuities 
$35.95. 

The board reported that claims filed for unemployment 
insurance totaled 1,208, compared with 2,104 filed in the same 
month last year, and only 272 applications for benefit rights 
were received. Benefit certifications totaled 933, and amounted 
to $25,020. Those figures, the report said, represented the record 
low in unemployment insurance operations. The board’s em- 
ployment service made 85,948 placements in June, a new high 
11 per cent over the previous record of 77,000 placements in 
December, 1943. Among the employes placed in jobs in June 
were 1,532 war veterans. 

The summary of the 1943-44 operations said that the em- 
ployment service had made 647,000 job placements, more than 
three times the placements made in the preceding twelve 
months and more than eleven times the placements made in 
1941-42. Unemployment insurance operations dropped to a level 
“well below expectations, even for years of high employment.” 
Only 4,500 workers received benefits. The number of claims 
filed totaled 27,500, compared to 101,000 claims filed the pre- 
ceding year and 1,260,000 in 1940-41. Benefit payments totaled 
$547,000, compared with $1,753,000 in 1942-43 and $17,699,000 
in 1940-41. The balance in the unemployment account increased 
$129,000,000 in the year. 

As to retirement operations in the year ending June 30, 
the summary said that the unprecedentedly large railroad pay- 
roll had resulted in tax collections that exceeded benefit pay- 
ments by about $131,849,000, or 69 per cent more than the 
excess of collections over payments in the previous year. 

Continuing, it said: 


War conditions and increased employment cannot have such pro- 
nounced effects on the retirement as on the unemployment insurance 
system. Railroad employes continue to grow old and unable to work 
and must retire, although many of them may delay retirement as long 
as possible. In 1942-43 the retirement rate went down materially, but in 
1943-44 it again approached pre-war levels, as some of those who de- 
layed retiring in 1942-43 found it necessary to do so a year later. During 
the year, 18,100 employe annuities were certified, deaths among annui- 
tants totaled 10,700, and 1,400 annuities were terminated for other rea- 
sons. Total benefit payments were $135,000,000, receipts were 
$273,000,000, so the balance in the account was increased by $138,000,000. 
The total in the account on June 30 was $321,000,000. 


It said current high employment levels would give rise to 
future high benefit payments, adding that the “additional rev- 


enue can in no way result in a lowering of the tax rates for 
the retirement system.” 


WASHINGTON TERMINAL LABOR CASE 


Representatives of the Washington (D. C.) Terminal Co. 
and of the Brotherhood of Locomotive Firemen and Enginemen 
have reached an agreement settling disputes over claims for 
pay for switching work done by regular crews of trains enter- 
ing the terminal which the terminal employes claimed should 
have been done by them. The National Railroad Adjustment 






suits 
seekil 
and t 
of tri 
1, Pp: 
suit I 


boarc 
that 
in tt 
train 
roads 
paid 
was 
the c 
mem 
term 
the s 
i 
term 
servi 
the \ 
of w 
furtl 
paid 
if th 
ing \ 
Whi 
gate 
estin 
the © 









Vert 


June 
1943, 
Thich 
end- 


yene- 
1935. 
ais: 
nefit 
t the 
-em- 
aging 
lities 


ment 
same 
ights 
inted 
ecord 
; em- 

high 
its in 
June 


> em- 
than 
welve 
de in 
level 
1ent.” 
‘laims 
» pre- 
»taled 
99,000 
eased 


1e 30, 
1 pay- 
; pay- 
n the 


h pro- 
urance 
>» work 
is long 
but in 
Tho de- 
During 
annui- 
er rea- 
3; were 
00,000. 


rise to 
ul rev- 
es for 


al Co. 
nemen 
ns for 

enter- 
should 
stment 





September 2, 1944 


Board upheld the employes in their contention and made awards 
in their favor. The carriers involved sought a declaratory judg- 
ment against the finding of the adjustment board, but were not 
successful in court actions. Spokesmen for the employes esti- 
mated that the awards to the employes involved would aggre- 
gate approximately $500,000. 

The Southern Railway and other carriers recently filed 
suits in the federal district court for the District of Columbia, 
seeking declaratory judgments as to the carriers’ obligations 
and the obligations of the employes with respect to switching 
of trains in the Washington terminal (see Traffic World, July 
1, p. 31, and July 8, p. 91). The Southern has asked that its 
suit be dismissed. 

With respect to the agreement relating to the adjustment 
board awards for the past, spokesmen for the carriers explained 
that it was agreed to leave the matter of assignment of work 
in the terminal, as between the terminal crews and road 
train crews, for determination after the war, and that the 
roads crews would continue to do switching work and be 
paid for it on a pro rate basis for the period of the war. It 
was pointed out that the manpower shortage had removed 
the cause of the dispute which arose in depression years when 
members of the terminal crew were not assigned work. The 
terminal crew members contended that they should have had 
the switching work done by regular train crews. 

It was stated that the present practice of having the intra- 
terminal switching done by the road crews of the railroads 
serving the terminal would continue until six months after 
the war when a study would be made to determine assignment 
of work thereafter. The agreement provided, it was stated 
further, that no more claims would be accrued. Claims to be 
paid under the agreement, it was said, would be valid only 
if the claimant terminal employe was not working when switch- 
ing work done by road crews might have been assigned to him. 
While the labor spokesman estimated the awards would aggre- 
gate $500,000 management spokesmen declined to make an 
estimate of what the cost would be. It was pointed out that 
the valid claims were yet to be determined. 


Rail Vacation Arbitration 


Hearing was concluded at Chicago August 26 in the arbi- 
tration of a dispute over vacations with pay between the rail- 
roads and the Brotherhood of Railroad Trainmen and Brother- 
hood of Locomotive Engineers. The six-man arbitration board 
took the matter under advisement, and Chairman Frank M. 
Swacker said the parties would get “a chance for mediation.” 
The board is composed of Mr. Swacker and Walter C. Clephane, 
public members; L. W. Horning and J. Y. McLean, nominated 
by the railroads, and Alvanley Johnston and W. P. Kennedy, 
ey by the two brotherhoods (see Traffic World, Aug. 

» Pp. . 

The two groups have worked out a 12-point agreement 
covering vacations with pay, with one issue—section 2 of the 
proposed contract—still in dispute and submitted to the board 
for determination. That issue concerns the method for comput- 
ing the pay of employes qualified for a week’s vacation. Both 
sides take the position that the board should not concern itself 
with the merits of either employes’ or the railroads’ proposals 
if the board believes that President Roosevelt’s arbitration 
award of December 27, 1943, and the President’s clarification 
of that award last May, were not ambiguous. 

Following the opening statements August 22 by Ray T. 
Miller for the employes and Bruce Dwinell for the railroads, 
testimony and exhibits were submitted by A. F. Whitney, presi- 
dent of the B. R. T., and by Daniel P. Loomis, executive di- 
rector, Association of Western Railways, and H. J. Hogland, 
assistant to executive vice-president, Burlington Route, for the 
railroads. They testified to the negotiations leading up to sub- 
mission of the vacation issues to President Roosevelt for arbi- 
tration; to the President’s award; to further conferences con- 
cerning interpretations of the award and to the settlement of 
a similar vacation dispute involving the Switchmen’s Union of 
North America, Brotherhood of Locomotive Firemen and En- 
ginemen, and Order of Railway Conductors; to submission of 
the sole remaining issue to the present board for determination 
of what the President’s original award embodied. The settle- 
ment reached in the dispute with the other three operation 
brotherhoods contained a section 2 provision that vacationing 
employes should be “made whole”’—that is, should receive in 
bay what they would have earned if they had not taken a vaca- 
tion. That provision is the same proposed by the carriers in the 
present proceeding. The two brotherhoods ask that the vaca- 
toners, whether men regularly assigned or men on extra as- 
Signments, get one fifty-second of their annual wages, or seven 
Gays’ basic pay, or the amount that they would have earned if 
they had remained at work, whichever is greatest. Mr. Whitney 
said that the railroads “gave us the Judas kiss” and “went 
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behind our backs in a sort of Pearl Harbor style in trying to 
force us” to accept the provision which the railroads had nego- 
tiated with the other three brotherhoods. 

Mr. Hogland testified that the “not less than the equiva- 
lent of seven basic days at the rate applicable” pay provision 
proposed by the employes contained the seeds of disputes be- 
cause crew clerks would have to do some “mind-reading” in 
determining what jobs men on seniority or rotation boards 
would have taken in their vacation period had they worked. 
He said it would be impossible to decide what the basic days’ 
pay would have been for those employes had they worked. The 
railroad proposal, which contained a provision that extra men 
and furloughed men should receive pay based on their earning 
in their last semi-monthly payroll period in which they earned 
at least 10 basic days’ pay, would, he said, enable such men to 
get an amount approximately the same they would get if work- 
ing. Mr. Whitney said, in reply, that the question of difficulty 
in determining how to apply the brotherhoods’ proposal was 
not at issue; that the President had clearly decided that the 
men should get what the brotherhoods proposed, and that if 
the President’s award meant that the vacationer would get 
more than he would have earned at work, “we want it’ and 
“we are entitled to it.” 

Mr. Kennedy pointed out that the railroads, in pre-arbitra- 
tion conferences, had been the first to propose that the vaca- 
tioners get one fifty-second of their annual wages. Mr. Dwinell 
said that Mr. Kennedy violated the confidence of the railroads 
in revealing what had taken place at the early negotiations. He 
said, in his final argument, that the President evidently in- 
tended that the vacationers be ‘‘made whole” for their annual 
seven days’ vacations; that the railroad proposal provided a 
reasonable method for computing the pay on that basis, and 
that the President’s order and clarification statement evidently 
were somewhat inconsistent. He asked the board to give con- 
sideration to the merits, if it should find that the President’s 
order was ambiguous. For the rest, Mr. Miller and Mr. Dwinell 
in their final argument generally repeated their opinions of the 
President’s order and clarification statement which they had 
made in their opening remarks. 

The six arbitrators held executive sessions this week. They 
said August 31 that they did not know when the matter would 
be settled. They indicated that the brotherhood and railroad 
members of the board might themselves, or with their asso- 
ciates, negotiate a settlement and so make unnecessary an 
arbitration decision controlled by Mr. Swacker and Mr. 
Clephane, the public members. 


New Rail Pension Bill 


The House interstate commerce committee, meeting in 
executive session August 30, delayed indefinitely the resump- 
tion of hearings on H. R. 4805, the new rail pension bill, pro- 
ponents of which had testified before the committee for several 
days up to and including June 1 (see Traffic World, June 3, 
p. 1516). The committee, in its August 30 meeting, first voted 
against resuming the hearings September 1 and then rejected, 
likewise, a proposal to resume the hearings September 6. 
Among those whose testimony is yet to be heard by the com- 
mittee are several railroad witnesses. 

“Labor,” the publication of organized railroad labor groups, 
excepting the Brotherhood of Railroad Trainmen, headed by 
A. F. Whitney, said August 26 chief of the standard railroad 
labor organizations “put into high gear their drive for enact- 
ment of amendments designed to liberalize the railroad retire- 
ment and unemployment insurance acts.” The Railway Labor 
Executives’ Association, it said, had called on Chairman Lea, 
of the House committee on interstate and foreign commerce, to 
renew hearings on the bill. The time had come to resume 
hearings and speed action on the bill, it said. “Labor” further 
attacked railroad management “propaganda” against the bill 
and charged that President Whitney of the trainmen was col- 
laborating with the rail managements in their “smear” tactics. 

“Whitney is accused by chiefs of rail unions of playing the 
game of railroad lobbyists and desperately attempting to de- 
feat the amendments so direly needed by the widows of rail- 
men who die in service and by workers disabled on the job,” 
said “Labor.” “It is feared that some members of Congress 
may be deceived by Whitney’s tactics. They don’t realize he is 
thoroughly discredited among rail workers—so much so that 
some years back he was forced to leave the Railway Labor 
Executives’ Association. Union chieftains were confident, how- 
ever, that most congressmen would neither fall for Whitney’s 
propaganda nor for that of the railroads.” 

“Labor,” in conclusion, quoted D. B. Robertson, head of the 
— of Locomotive Firemen and Enginemen, as fol- 

Ows: 

“If those in power are going to stall on this program, if 
they are going to back and fill, and to delay by one excuse or 
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another, then railroad workers will have to conclude that the 
people in authority are unfriendly to labor and act accord- 
ingly.” 

Representative McCowen, of Ohio, in a statement inserted 
by him in the Congressional Record, said he intended to support 
H. R. 4805 whenever it came before the House for action, but 
that he thought the bill should be amended so as to lower the 
age limit for optional but not compulsory retirement to 55, 
while keeping the upper higher age bracket “as it now is,” and 
so as to provide retirement allowances for “railroad men who 
lose their jobs for some reason or other within a very few 
years short of retirement who do not get reinstated.” He 
expressed a hope that the House interstate commerce commit- 
tee would finish the hearings on the bill and report it. to the 
House “in the very near future.” 





0. D. T. Truck Operation 


Officials of the Office of Defense Transportation involved 
in the O. D. T.’s management of the properties of 103 motor 
members of the Midwest Operators Association said late this 
week that the truckers, individually or through the association 
as a group, had not yet submitted their written statements to 
Ellis T. Longenecker, O. D. T. federal manager, accepting or 
rejecting the terms set forth by him in his directive No. 1 
when he assumed control of the properties. The O. D. T. 
took over the lines August 12 at the direction of the President, 
following a “wild-cat’” strike of about 20,000 truck drivers 
employed by Midwest members and other truck lines operating 
in northern Wisconsin, Minnesota, the Dakotas, Iowa, Kansas, 
Missouri, Nebraska, and Oklahoma (see Traffic World, Aug. 26, 

. 522). 

“ Mr. Longenecker’s August 12 directive set forth, among 
other things, that the retroactive feature of a wage increase 
granted to the drivers by the National War Labor Board— 
which the Midwest members and independent lines refused 
to meet and was the chief basis for the drivers’ strike—should 
be met by the truck lines out of earnings in the first 90 days 
of operations under O. D. T. control. Mr. Longenecker set 
August 27 as the final date for filing written acceptance or 
rejection statements, which he said the carriers could use in 
any later suits they might wish to bring against the O. D. T. 
for alleged losses suffered in the period of federal management. 
O. D. T. officials said this week that, though the statements 
had not been received, the lines were operating, with the 
exception of two small motor carriers—one in Iowa and an- 
other in Missouri—whose financial difficulties were so great 
that it was doubtful if they would ever resume operations. It 
could not be learned immediately which two lines those car- 
riers were. It was said that until late last week officials of 
the Midwest companies continued to consider the question of 
whether or not to cooperate with the O. D. T., but that by the 
present there appeared no possibility that the lines would fail 
to comply with O. D. T. officials. 

Meanwhile, the National War Labor Board ruled that the 
wage award of .3 of a cent a mile and 7 cents an hour should 
apply also to pick-up and delivery drivers and dockworkers 
employed by over-the-road motor carriers at the Twin Cities. 
Twenty-eight independent carriers with terminals at the Twin 
Cities recently signed contracts with the drivers’ locals—affilia- 
tions of the International Brotherhood of Teamsters, A. F. of L. 
—embodying the wage increase, with a stipulation that the 
dockmen and pick-up and delivery drivers would not receive 
the increase unless the labor board stated that its order applied 
to those employes. 

The Midwest Operators Association has adopted a rule for 
its members under which the member lines must give 60-day 
notice of intention to withdraw from the association. 





EXPORT FREIGHT PROCEDURE 


George C. Randall, manager of port traffic of the Associa- 
tion of American Railroads, has announced that, effective Sep- 
tember 1, the A. A. R. will become the issuing agency for 
O. D. T. unit permits covering all commercial freight for- 
warded through United States ports from both U. S. and 
Canadian points of origin. Continuing, he said: 


However, as the War Shipping Administration will continue to 
allocate cargo space to other than Latin America, O. D. T. permits 
covering freight for such other destinations will be issued, as at present, 
by the War Shipping Administration at its offices located at New York, 
Fort Lauderdale, New Orleans, San Francisco and Seattle and validated 
(as at present) by the A, A. R. 

This means that O. D. T. permits covering commercial freight 
for Latin America, which includes all South American countries except 
the Guianas, as well as Costa Rica, Cuba, Dominical Republic, El Sal- 
vador, Guatemala, Haiti, Honduras, Mexico, Nicaragua and Panama will 
be issued and validated by the A. A. R., while permits covering com- 
mercial freight for all other destinations will be issued by the W. S. A. 
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and validated by the A. A. R. Permits for commercial freight from 
Canadian points of origin will be issued on behalf of the A. A. R. by 
Mr. T. C. Lockwood, Transport Controller, 261 St. Sacrament S&t., 
Montreal, Quebec. Permits for commercial freight moving through 
Pacific Coast ports for Central and South American destinations will 
be issued at the A. A. R. office in New York and at its Pacific Coast 
offices but permits for commercial freight moving through Pacific 
Coast ports for other destinations will be issued and validated only 
at Pacific Coast offices. 


CONTROL OF EXPORTS AND IMPORTS 


No authorizations for the import under General Imports 
Order M-63 of coir or cocoa rugs and mattings from India, 
except for military end use, would be issued until further 
notice, the War Production Board said August 29. It explained 
that the issuance of import licenses had been suspended for 
the time being because of uncertain conditions in the supplies 
of India coir and cocoa yarns. 

The possibility that a very iimited supply of jute carpet 
yarn now held in storage in India will be made available for 
export to carpet manufacturers in the United States, Canada, 
and Britain, has been announced by the War Production Board. 

W. P. B. officials suggested that all U. S. carpet mills in- 
terested in obtaining carpet yarn apply to W. P. B. on Form 
WPB-1041 for authorization to import under General Imports 
Order M-63, so that action might be taken on each application 
with the least possible delay in the event the yarn became 
available. 

Information as to the quantity of yarn available to each 
importer would be made known when such importation author- 
ization was Officially decided, W. P. B. said. 

The Foreign Economic Administration has issued its cur- 
rent export bulletin No. 186 in which it announces, among other 
things, that Comprehensive Export Schedule No. 15 will be 
mailable to all subscribers in two weeks. It said as a result of 
increased costs of production, the price had been raised to 50 
cents a copy or $1.75 for four consecutive issues. Quantity pur- 
chases of 100 or more copies of a single issue will be available 
at a 25 per cent discount. The foreign subscription price will 


henceforth be $2.25. The schedule will appear every three 
months. 


Travel Curtailment 


As he did a few days before the Fourth of July holiday, 
Director Johnson, of the Office of Defense Transportation, is- 
sued an appeal to the public not to travel Labor Day, Sep- 
tember 4, unless such travel was “directly connected with the 
war.” He said the railroads, “taken all together, have now 
reached the full limit of their capacity to carry passengers. 
Month after month, trains have been carrying more passengers 
than they did even in 1943.” 


“Extra Labor Day traffic,” the O. D. T. said, “would swamp | 


railroad facilities, and delay and hamper essential travelers. 


It would subject all travelers to the ordeal of standing in 


closely packed aisles or vestibules, or waiting on station plat- 
forms while trains pull out without even space to stand in, or 
being required after boarding trains to give up purchased 
accommodations to make room for wounded soldiers. Any 
travel that is non-essential makes it that much harder for the 
railroads to do their main job of war transportation.” 


Colonel Johnson said the latest information received by 
the O. D. T., “indicate that over-all military demands for 
transportation which have shown no let-up since the invasion, 
will not decrease for some time to come. There will be sharp 
increases in certain classes of military passengers, such as 
casualties and furloughed soldiers.” 

The Office of Defense Transportation says its new travel 
curtailment program will stress the need for permitting mem- 
bers of the armed forces to travel freely on furlough, par- 
ticularly in the Christmas holiday period, by asking civilians 
to stay at home, except for essential travel. 


Included in the campaign material, it. was said at the 
O. D. T., was a motion picture, being shown in every theater 
in the country, called “The Last Furlough.” A poster will also 
be released showing a mother, with a service flag as a back- 
ground, asking the question: ‘Won’t you give my boy a chance 
to get home?” followed by the request: ‘Don’t Travel—unless 
your trip helps win the war.” 

A twenty-four sheet poster will stress the Christmas holi- 
day message, bearing a caption suggesting that the service 
men who were able to be home for the holidays found that 
possible because the general public did not travel. A two- 
week program of one-minute radio messages over 67 national 
coast-to-coast hook-ups will be completed early in September. 

In support of his plea that civilians keep off trains and 
inter-city busses, not only over Labor Day, but at other times, 
unless their trips were absolutely necessary, Director Johnson, 
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of the O. D. T., said that half of the Pullman cars, and one- 
third of the day coaches were in use for organized troop move- 
ments. He said such movements, in groups of 40 or more, 
now amounted to 70,000 soldiers a month, with an additional 
200,000 navy personnel, plus great numbers traveling in smaller 
groups. In addition to these military demands, he said it was 
estimated that some 200,000 war prisoners had been carried 
on the railroad trains from the ports, and that many of them 
had been moved about the country. 

The expansion of military operations in Europe had made 
the flow of casualties into this country heavier, he said, adding 
that, owing to early action on the part of the railroads, and the 
cooperation of the traveling public, it had been necessary to 
“evict” civilians in only 154 cases from reserved space in order 
to accommodate wounded men. Director Johnson said that 
casualties requiring group transportation by rail in Pullman 
cars from the ports had been numbering about 9,000 a month, 
in addition to 3,000 moved by air. Besides these, he said, 
about 4,000 wounded men from overseas traveled monthly on 
furlough, and pointed out that after the men from overseas 
had reached hospitals in this country, they still had railroad 
journeys ahead of them, many being transferred several times 
from one hospital to another for special treatment or con- 
valescence. Many, he added, would be returned to duty. The 
various rail movements of sick or wounded men from overseas, 
with their attendants, might total 23,000 a month, he said, citing 
estimates made by the office of the surgeon general of the 
army. 

Of the approximately 4,000,000 men in training in this 
country, he said that about 20,000 would need rail transporta- 
tion each month to or from hospitals or on sick-leave furloughs, 
bringing the total of sick, wounded or disabled men occupying 
space on trains to about 40,000 a month. 

Director Johnson said the western roads were now facing 
their “hardest wartime problem.” He pointed out that the 
shift of military activity from Europe to the Pacific theater 
would add in some ways to the passenger problem of the 
railroads. The movement of troops and war material westward 
in great volume was requiring new routings and many addi- 
tions to trackage and various facilities, he said, pointing out 
that “there are long stretches of single-track line in the west 
which must now haul loads comparable to those that have 
been carried on the network of:double and four-track railroads 
serving the many ports on the eastern seaboard.” ; 

Sixteen additional government departments and agencies 
had complied with Office of Defense Transportation requests 
that they take active measures to restrain their officials and 
employees from attendance at, or participation in conventions 
requiring inter-city travel, the O. D. T. announced, August 28. 


In many cases, said Director Johnson of the O. D. T. in 
his latest letter to the agencies, ‘“‘the attendance of govern- 
ment officials provides the principal excuse for calling the 
convention.” The departments and_ agencies now on record 
as cooperating in this phase of the O. D. T. campaign to elim- 
inate convention-holding in the interest of transportation con- 
servation totaled 50, the O. D. T. said, including the following, 
not previously listed: 


Interstate Commerce Commission, Civil Service Commission, Post 
Office Department, National War Labor Board, Foreign Economic Ad- 
ministration, Department of State, President’s War Relief Control 
Board, Board of War Communications, Small War Plants Corporation, 
Federal Power Commission, Federal Communications Commission, Of- 
fice of Price Administration, Navy Department, Inter-American Defense 
Board, Federal Board of Hospitalization and National Labor Relations 
Board. 


Oo. D. T. APPEAL DECISIONS 


By his appeal decision No. 27, Director Johnson, of the 
Office of Defense Transportation, has directed that a “fleet 
certificate of war necessity” be issued to Consumers Home 
Equipment Co., of Detroit, Mich., authorizing operation by that 
company, under leases with the salesmen-owners of the vehi- 
cles, of 88 motor vehicles of sedan and coach body types con- 
verted to property-carrying vehicles by alteration of their 
interior construction. 

Thus he reversed the decision of the O. D. T. district 
manager at Detroit and the affirmation thereof by the O. D. T. 
regional director of the highway transport department for 
region No. 4 of the O. D. T. The district manager, Director 
Johnson said, had held that the vehicles had not undergone 
structural changes necessary to bring them under general order 
O. D. T. 21, requiring certificates of war necessity for oper- 
ation of commercial vehicles. He observed that this was the 
first appeal case in which he had been called on to pass on a 
question involving passenger car conversion. He found that 
“each vehicle has undergone a genuine structural change, rea- 
sonably permanent in nature, so that property, rather than 
passengers, will be transported on a reasonably permanent 


basis,” and that the applicant was a “qualified applicant” with- 
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in the meaning of general order O. D. T. 21 

Director Johnson also has issued appeal decision No. 26, 
affirming decisions of the O. D. T. regional and district officers 
for the area involved, denying an application by Continental 
Baking Co., of Pueblo, Colo., for approval of a proposal to 
institute operation of a van-type truck daily except Sundays 
between Denver and Pueblo via Colorado Springs, Colo., for 
transportation of bakery products. The O. D. T. officials found 
that existing means of transport were available for the service 
required by the applicant. 


Director Johnson, of the Office of Defense Transportation, 
in O. D. T. appeal decision No. 27, has overruled the O. D. T. 
district manager of the Detroit, Mich., office, and the decision 
of the regional director of the highway transport department 
region, 4, affirming the district manager’s decision, denying an 
application for a fleet certificate of war necessity to Consumers 
Home Equipment Co., of Detroit. 


The director said this was the first appeal case in which 
the director had been called on to pass on a question involving 
passenger car conversions, and that, in a sense, it was “‘a case 
of first impression.” He cited an interpretation of general 
order O. D. T. 21, issued as a result of the fact that “many 
passenger car owners were attempting to convert their vehicles 
in the mistaken belief that they would be eligible for a cer- 
tificate.” Citing also the structural changes the O. D. T. had 
declared to be necessary in order to give a passenger car the 
status of a commercial vehicle, the director said that on the 
record before him, and on the assumption that each of the 88 
vehicles involved had undergone the changes described, so that 
property rather than passengers would be transported on a 
reasonably permanent basis, he found that the changes were 
made for the bona fide purposes of transporting property essen- 
tial to the conduct of the applicant’s business. 


_. He also found that, by reason of the control and super- 
vision given to applicant over the leased vehicles and their 
operators by the agreements entered into with each of them, 
the applicant was the operator of the vehicles and a “qualified 
applicant” within the meaning of general order O. D. T. 21, 
as amended. The amount of fuel to be allotted was a matter 
for determination of the district manager, the director said, 
and also that the decision was not to preclude the district man- 
ager from verifying that each of the vehicles had been struc- 
turally altered to the extent stated in the application. 





Transport Equipment Use 


An “intensive drive” to obtain the full cooperation of the 
nation’s shippers and receivers in getting more use out of exist- 
ing transportation facilities in the coming peak load months has 
been announced by the Transportation and Storage Division of 
the War Production Board. 


The Office of Defense Transportation, it said, recently re- 
ported that “rail car loading are currently exceeding 1943 levels, 
rail hauls are growing longer, heavier loadings carried per car 
and the ton-mile total are still moving impressively upward.” 

The division issued the following statement: 


With this as the current situation, it should be obvious that the 
seasonal traffic peak this fall and the continued heavy load during the 
winter months will not allow any relaxation of efforts towards the best 
utilization of transportation facilities. In fact, what is needed is an 
intensification of efforts to conserve transportation facilities. 

It is a well recognized fact that the wholehearted cooperation of 
shippers and receivers of freight has been of immense value in making 
possible the carriage of the unprecedented traffic load throughout the 
war emergency. We are calling upon industry to re-examine its prac- 
tices and opportunities towards this end. 

Haulage equipment is now being utilized to a greater degree than 
ever before and there is no surplus available for the increased load 
expected. The answer to the transportation problem appears to lie in 
a reduction in turn-around time of rail freight cars. For instance, a 
reduction of one day would make available approximately 140,000 more 
freight cars for loading during September, October and November. 
Shippers and receivers of freight can do much towards making this 
possible. 

Among the suggestions to improve the transportation situation are 
the following: 

(1) Load all equipment immediately after placement and release 
ears to the railroads with full and correct billing instructions without 
delay. 

(2) Load cars so they can be unloaded from either side; stow and 
brace shipments in cars carefully so as to avoid damage, thereby mak- 
ing unnecessary the replacement of shipments. 

(3) Unload cars immediately upon receipt and release to the rail- 
roads without delay equipment that is not to be reloaded after remoy- 
ing all dunnage and debris and closing doors in order to keep the in- 
terior dry and clean. This should also be done on Sundays and Holidays. 

(4) Load all ears to capacity. 

(5) Order only the number of cars required for immediate loading, 

(6) Keep in contact with local railroad authorities in regard to 


















Giving your freightla 


HE hydraulic hand lift truck gives _ use at all large Erie stations. Freight 
: freight two kinds of lift. First, | which could otherwise be moved only 
it actually raises freight gently from the —- with great difficulty, is handled quickly 
‘floor. Then it is used to carry your load _and safely. 
to the desired location. Result—faster, The hydraulic hand lift truck is only one 
safer handling of heavy shipments. of the many types of modern equipment 
Designed to handle loads of up to _ now being used by Erie men to help keep 


5,000 lbs., these lift trucks are in active vital wartime shipments on the move. 
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A few of the many commodities safely and quickly handled with lift trucks 
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switching schedules, etc., and arrange loading and unloading opera- 
tions accordingly. 

(7) Be prepared to adjust loads to utilize different sizes or types of 
equipment when exact, ideal requirements cannot be met. 

(8) Utitize the form of transportation most readily available. 

The War Production Board will inform the industries of the nation 
at industry advisory committee meetings in Washington during the next 
few weeks that the coming months probably will prove to be the most 
critical of the war for transportation. Industries will be urged to take 
immediate steps to expand the utilization of existing rail equipment 
through the saving of at least one day in the freight car turn-around 
for the remainder of this year. 

Efforts should be made to conserve not only railroad facilities, but 
also highway and waterway transportation. The critical situation in 
regard to heavy duty truck tires, the shortage of trucks and gasoline 
and the manpower shortage make it particularly important that every 
possible ton-mile of highway haulage be conserved. 


Motor Conservation 


Common carrier motor conservation orders, in addition to 
those previously announced, have been issued by the Office 
of Defense Transportation as follows: Supp. order O. D. T. 3, 
Rev. 279, common carriers, coordinated operations in California; 
O. D. T. 3, Rev. 281, coordinated operations between points 
in Alabama and Georgia; O. D. T. 3, Rev. 284, coordinated 
operations between points in Georgia and South Carolina; 
O. D. T. 3, Rev. 285, coordinated operations between Birming- 
ham, Ala., and Rome, Ga.; O. D. T. 3, Rev. 286, coordinated 
operations between Atlanta, Ga., and Chattanooga, Tenn.; 
O. D. T. 3, Rev. 287, coordinated operations between Atlanta, 
Ga., and Rome, Ga.; O. D. T. 3, Rev. 288, coordinated opera- 
tions in Oklahoma; O. D. T. 3, Rev. 289, coordinated operations 
between Denver, Colo., and Laramie, Wyo.; O. D. T. 3, Rev. 290, 
coordinated operations between points in southeastern United 
States; O. D. T. 3, Rev. 291, coordinated operations between 
Knoxville, Tenn., and Louisville, Ky.; O. D. T. 3, Rev. 292, 
coordinated operations between Jackson and Louisville, Miss.; 
O. D. T. 6A-41, coordinated operations in Buffalo and Cheek- 
towaga, N. Y.; O. D. T. 3, Rev. 282, coordinated operations 
between Atlanta and Fort Benning, Ga.; O. D. T. 3, Rev. 283, 
coordinated operations between Lagrange and Fort Benning, 
Ga.; O. D. T. 3, Rev. 48, amendment 1, coordinated operations 
between St. Louis, Mo., and points in Illinois; O. D. T. 3, 
Rev. 26, amendment 1, coordinated operations in Oklahoma; 
O. D. T. 3, Rev. 28, amendment 1, coordinated operations be- 
tween Durango and Cortez, Colo.; O. D. T. 3, Rev. 280, co- 
ordinated operations between points in Kansas and Oklahoma; 
O. D. T. 3, Rev. 293, coordinated operations between points 
in Missouri; O. D. T. 3, Rev. 294, coordinated operations be- 
tween Evansville, Ind., and Memphis, Tenn.; O. D. T. 3, Rev. 
295, coordinated operations between Cincinnati, O., and Knox- 
ville, Tenn.; O. D. T. 3, Rev. 296, coordinated operations be- 
tween points in Nebraska; O. D. T. 3, Rev. 301, coordinated 
operations between Nashville, Tenn., and Cincinnati, O.; 
O. D. T. 6A-42, coordinated operations in Fayetteville, N. C., 
area; and O. D. T. 3, Rev. 297, coordinated operations between 
Little Rock and Benton, Ark. 





Rubber and Tire Production 


Rubber Director Bradley Dewey has described as “typical 
Washington sniping” a statement by Chairman Donald M. 
Nelson, of the War Production Board, that when Mr. Dewey 
announced the completion of the synthetic rubber production 
program and his retirement as rubber director the rubber pro- 
gram was “completed, all but getting the tires.” Mr. Nelson’s 
views on the status of the rubber program became known when 
the Senate’s special committee investigating the war program 
(formerly called the Truman committee) made available the 
printed hearings on its investigation of W. P. B. plans for in- 
dustrial conversion to production for civilian needs. The hear- 
ings included testimony by Mr. Nelson. 

“Then you don’t agree that the job was completed?” 
Mr. Nelson was asked by Rudolph Halley, counsel for the com- 
mittee, who referred to the “job” of the Office of Rubber 
Director. 

“No, sir,” said Chairman Nelson. “It is like the army 
saying they are completed except for the shooting.” 

Mr. Dewey, commenting on that colloquy, said Mr. Nelson 
was engaging in typical Washington sniping “of the type that 
led to Mr. Wilson’s resignation and made many good Americans 
unwilling to give services that otherwise would be of value 
to the country in the conduct of the war.’ He referred to the 
resignation of Charles E. Wilson, former president of the Gen- 
eral Electric Co., from his position as executive vice chair- 
man of the W. P. B. Mr. Wilson, in a letter to the President, 
requesting acceptance of his resignation from his W. P. B. 
post, charged that “subordinate officials” of the W. P. B. had 


TRAFFIC WORLD 


circulated ‘unfair’ statements to the effect that Mr. Wilson 
was opposed to reconversion. 

Rubber Director Dewey, who, in announcing his resigna- 
tion, effective September 1, stated that his office had carried 
out the recommendations of the Baruch committee (see Traffic 
World, July 29, p. 280), said, in further comment on Mr. Nel- 
son’s statement, that he (Mr. Dewey) had not claimed that 
the tire production job was done, but had pointed to the large 


output of synthetic rubber and to manpower needs for tire 
production. 


NEED FOR TRUCKS, TIRES 


In an appeal urging full production on Labor Day in all war 
plants Acting Chairman J. A. Krug, of the War Production 
Board, referred to the need, among other things, for heavy 
trucks and heavy tires. Therefore, he said, he urged that full 
working schedules be observed on Labor Day in all plants pro- 
ducing goods for key programs that were not up to schedule. 





MORE SYNTHETIC RUBBER IN TIRES 


The Office of the Rubber Director, War Production Board, 
has announced a revision of the basic rubber regulations (Rub- 
ber Order R-1 and appendices) that provides a compilation of 
all rubber directives and amendments issued to date. The re- 
vised regulations included a number of provisions reflecting 
progress in the nation’s conversion from crude to synthetic rub- 
ber, W. P. B. said. Among the new provisions are the following: 


1. The revised rubber order requires all medium sized highway 
truck tires to contain 90 per cent synthetic rubber instead of the former 
70 per cent. Furthermore, special-purpose tires, including earth movers, 
rock service, logger types, have been converted in the order from 100 
per cent natural rubber to 35 per cent synthetic. The increased supply 
of high tenacity rayon cord has made it possible to extend the synthetic 
rubber use to these groups of tires, since rayon produces a more 
satisfactory synthetic tire. 

2. All truck tire inner tubes and a large group of airplane tire 
inner tubes are converted to synthetic rubber in the order. 





Tire Allocations 


Tire quotas for September have been announced by the 
Office of Price Administration. Principal changes from the Au- 
gust quota are an increase in heavy truck tires from 85,000 to 
102,000 and a decrease in passenger car and motorcycle tires 
from 1,950,000 to 1,600,000. 

Quotas of the other three types of tires are unchanged from 
August. These are: Light truck tires, 280,000; light tractor-im- 
plement. 55,000 and heavy tractor-implement, 23,000. 

O. P. A. emphasized that the increase in the heavy truck 
tire (size 8.25 and larger) quota “will help, but will not entirely 
relieve the critical shortage of these tires.” Continuing, it said: 


For several months allocations have been substantially below the 
minimum of 165,000 heavy truck tires that the Office of Defense Trans- 
portation estimates is needed each month to maintain commercial trans- 
portation. As a result, a large backlog of unfilled need has built up, and 
current quotas are not large enough to meet current demands, much less 
help relieve the accumulated backlog. 

It is expected that the OPA Emergency Tire Panel Boards, which 
were set up last month to process applications for heavy truck tires, 
will continue in operation for several more months. The carrier essen- 
tiality list, used as a guide by these panels, will also have to be con- 
tinued in use, until allocations increase substantially. 





WHITE MOTOR TIRE MANUAL 


The B. F. Goodrich Company of Akron, O., has compiled a 
manual on tire maintenance for the White Motor Company, 
Cleveland, which White is distributing as the ‘Maintenance 
Manual Tire Supplement” to truck owners and dealers as a 
part of the company’s personalized service program. The man- 
ual contains information on vehicle factors and operating con- 
ditions affecting tire performance. It contains sections on 
wheel alignment as related to the front axle, rear-axle wheel 
alignment, vehicle frame, wheel balance, brakes, and fifth 
wheel. The manual is illustrated and is one of many pamphlets 
and manuals distributed by White Motor Company on correct 
maintenance, correct parts and correct driving practices. 


POSTWAR TRUCK AND BUS ENGINES 


Forest S. Baster, vice-president in charge of engineering, 
White Motor Company, speaking at a transportation and main- 
tenance meeting of the Society of Automotive Engineers at 
Portland, Ore., August 24, predicted major changes in the de- 
sign of truck and bus engines after the war. Developments of 
processes and materials as part of. the war effort would be 
utilized in increasing the power and speed of internal combus- 
tion engines in postwar design, said he. Among the specific 
factors that would tend to increase the efficiency of postwar 
engines, he said, were the more general use of / high octane 








Septe 


asoli 
ood ] 
affect 
that 1 
weigh 
f 


of gi\ 
a pos: 
engin 
woulc 
all th 
he sa 
war t 
at pr 
paylo 


I 
missi 
their 
encol 
in mi 
anno 


tion I 
cles) 
ups ' 
and | 
and | 
6 pel 
1938 
ranty 
for ¢ 
their 
in th 
effec 
said 
of u 
repa 
vehi 
new 
to r 
war! 


rant 
rely’ 
icall 
said 
also 


seco 
orde 
of f 
car’ 


Visit 
to j 


905 
roa 
wer 
res) 
one 





Json 


gna- 
Tied 
‘affic 
Nel- 
that 
arge 

tire 


war 
ction 
eavy 
full 
pro- 
dule, 


oard, 
Rub- 
yn of 
2 re 
cting 
rub- 
ving: 
shway 
ormer 
Overs, 
m 100 
upply 
thetic 
more 


e tire 


iled a 
pany, 
nance 
-as a 
man- 
> con- 
ns on 
wheel 
| fifth 
phlets 
orrect 


ering, 
main- 
ers at 
he de- 
nts of 
ild be 
ym bus- 
pecific 
ystwar 
octane 





September 2, 1944 


gasoline, the availability of new alloys and the greater supply 
and lower cost of aluminum. Aircraft engine design would 
affect the new bus and truck engine designs, he asserted, adding 
that the latter would deliver greater horsepower with lower 
weight. 

“The new engines, he said, would have carburetors capable 
of giving accurate and constant mixture ratios and there was 
a possibility of engines with direct fuel injection also. The new 
engines would be more rugged to withstand greater heat and 
would have more efficient cooling systems, he added. Although 
all this would not come about directly after the end of the war, 
he said, it would develop ‘“‘as soon as practical,’ so that post- 
war truck and bus transportation would be more efficient than 
at present, the vehicle operating cost would decrease and the 
payload carrying capacity would increase. 


oO. P. A. ACTION AND TRUCK SUPPLY 


Dealers in used commercial vehicles have obtained per- 
mission from the Office of Price Administration to increase 
their “mark-ups” on “warranty” sales of such vehicles, so as to 
encourage their repair, keep them on the road, and thus “assist 
in maintaining vital transportation facilities,” the O. P. A. has 
announced. 

By issuance of amendment No. 5 to maximum price regula- 
tion No. 341 (Maximum Prices for Used Commercial Motor Vehi- 
cles), effective September 4, the O. P. A. said, warranty mark- 
ups were increased 15 per cent for 1944 models and for 1943 
and 1942 models sold new in 1944, 13 per cent for 1943 models 
and 1942 models sold new in 1943, 9 per cent for 1942 models, 
6 per cent for 1940 and 1939 models, and 5 per cent for 1941, 
1938 and 1937 models. The amendment also changed the war- 
ranty provisions, the O. P. A. said, so that dealers were liable 
for only half the expense that might arise under warranties, 
their liability thus being placed on the “50-50” basis prescribed 
in the used passenger car regulation. Explaining the intended 
effect of its action on the supply of used trucks, the O. P. A. 
said that many older models of trucks had reached the stage 
of use where they could not be depended on even after being 
repaired, and that there were few replacements for the worn-out 
vehicles leaving the roads. It said that prior to issuance of the 
new amendment, warranty mark-ups were not always sufficient 
to meet expenses incurred in repairing trucks to meet the 
warranty requirements. 

“Dealers were selling more trucks ‘as is’ than with war- 
ranties—a situation that did not help the transportation system 
relying on trucks being in continuous operation and mechan- 
ically capable of carrying unusually heavy cargo,” the O. P. A. 
said, adding that the adoption of the “50-50” warranty would 
also stimulate the reconditioning of trucks. 


WESTERN ICING ORDER 


Effective August 26, the Commission, division 3, issued 
second revised service order No. 224, vacating revised service 
order No. 224, restricting initial icing and reicing of shipments 
of fruits and vegetables in the west to three-fourths of each 
car’s bunker capacity (see Traffic World, Aug. 19, p. 444). 

The effect of the newly revised order is to add to the pro- 
visions of the original order the provision that the order applies 
to intrastate as well as interstate shipments. 


Revenue Freight Loading 


Revenue freight loading the week ended August 26 totaled 
905,724 cars, according to the Association of American Rail- 
roads. This was 18,278 cars or 2.1 per cent above the preceding 
week, 1,667 cars or two-tenths of one per cent above the cor- 
responding week last year, and 6,319 cars or seven-tenths of 
one per cent above the corresponding week of 1942. 


Surplus Transport Equipment 


A vessel or vessels in the category of “barges, scows and 
lighters,” declared surplus government property to the Recon- 
struction Finance Corporation and acquired by the federal gov- 
erffment at a total cost of $98,000, had been sold by the govern- 
ment disposing agency at San Francisco, Calif., for a total of 
$14,000, according to data contained in a report on government- 
owned surplus property held for sale or sold as of August 15, 
made public by Secretary Jesse H. Jones, of the Department 
of Commerce. The report contained no descriptive material 
about the “barges, scows and lighters” that had been sold and 
did not identify the purchaser or purchasers. 

The report showed that, in August 15, railroad cranes 
acquired by the government at a cost of $9,328 were held for 
sale at the Cleveland disposing agency and that “railroad trans- 
portation equipment” costing the government a total of $48,503 
and now declared surplus to the R. F. C. by other owning 
agencies was held for sale by the disposing agencies in five 
cities, as follows: Boston, $15,000; Kansas City, $18,678; Los 
Angeles, $14,000; New York, $325, and Portland, $500. 

Secretary Jones reported that 7,450 airplanes acquired by 
other government agencies had been declared surplus to the 
R. F. C. as of August 15, that their total cost was $137,031,941, 
and that one of those planes, costing $130,500, had been sold 
for $25,000. Likewise declared surplus to the R. F. C. and still 
— were 784 gliders whose cost totaled $2,120,063, he re- 
ported. 

R. F. C.-owned surplus war property reported by “the 
Washington office” as of August 15, according to Secretary 
Jones’ statement, included seven items of railroad transporta- 
tion equipment costing a total of $59,008 and sold for a total 
of $55,821. Airplanes (C. A. A.) held for sale on August 15 
and owned by the R. F. C. comprised 1,278 items costing a 
total of $3,689,938, a total of 4,037 other such items costing 
an aggregate of $10,465,724 having been sold for a total of 
$6,383,474. The R. F. C. also had disposed of 122 motor vehicles 
owned by it, costing $304,873, for a total sales price of $231,018, 
including sales to other government agencies, for a total of 
$147,853, of 15 vehicles costing $194,667, but not including 
transfers to the Metals Reserve Co. (an R. F. C. subsidiary) of 
six vehicles that cost a total of $27,115 and that were sold fo 
$18,149. 





MOTOR PASSENGER STATISTICS 


Class I motor intercity carriers of passengers, excluding 
charter or special, reported passenger revenues totaling $28,- 
798,382 for January, 1944, as against $25,933,201 for January, 
1943, an increase of 11 per cent, according to statement M-700 
prepared by the Commission’s Bureau of Transport Economics 
and Statistics. The number of passengers carried increased 6 
per cent, from 38,058,714 in January, 1943, to 40,340,947 in 
January, 1944. 


ROADS THROUGH ABANDONED CAMPS 

A provision to facilitate the re-acquisition and reconstruc- 
tion, by states or their political subdivisions, of highways or 
streets on tracts of land acquired by the federal government 
for war purposes, where such thoroughfares have been closed 
to public use in the war period, was included in H. R. 5125, a 
bill to provide for the disposal of surplus government property 
and plants, as passed by the Senate. The Senate substituted 
for the language of the House bill the text of its own surplus 
res disposal bill, S. 2065, as amended (see Traffic World, 
Aug. 26). 

The amendment relative to roads and streets in abandoned 
military reservations, etc., adopted by the Senate, was offered 
by Senator Hayden, of Arizona. It provided, in substance, that 
when such real property or “surplus lands” became subject to 





Revenue Freight Car Loading—Week Ended Saturday, Aug. 26 


Grain and Live 
grain-prod. stock Coal 
{ 1944 49,306 15,918 179,716 
WOtAl GA). SOMOR. 6 6s siccccaccscecas { 1943 54,288 16,389 178,817 
| 1942 47,467 16,392 167,981 
Preceding week August 19........ 1944 49,913 16,436 174,025 
Per cent Increase over..........+. 1943 5 
Per cent decrease under.......... 1943 9.2 2.9 
Per cent increase over............ 1942 3.9 7.0 
Per cent decrease under.......... 1942 2.9 
{1944 1,689,980 519,357 6,107,639 
Cumulative 35 weeks to Aug. 26. 41943 1,731,371 473,954 5,664,925 
(1942 1,397,203 415,248 5,601,796 
Per cent increase over............ 1943 9.6 7.8 
Per cent decrease under.......... 1943 2.4 
Per cent increase over...........- 1942 21.0 25.1 9.0 
Per cent decrease under.......... 1942 
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Per cent to 15 year average, 114.3. 


Forest Mdse. 
Coke Products Ore L.C.L. Miscellaneous Total 
13,816 52,395 81,572 109,499 403,502 905,724 
14,873 48,298 90,491 102,479 398,422 904,057 
13,885 54,687 88,529 91,167 419,297 899,405 
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disposal by the federal government, the states or their political 
subdivisions should first be given a reasonable time, to be fixed 
by an advisory board, in which to repurchase the original 
rights-of-way on which highways or streets had been estab- 
lished prior to acquisition of the land by the government gnd 
in which to purchase “‘such new or additional rights-of-way as 
may be required for reestablishing, in whole or in part, such 
highways or streets of greater width or on new and more ade- 
quate locations, at a price not exceeding that paid therefor by 
the government.” Senator Hayden explained that, except for 
provisions of his amendment, if such tracts as a whole had 
been closed and roads thereon were to be reopened the land 
would have to be acquired under condemnation proceedings or 
through negotiations with the future owner. 


HALF-STAGE ICING ORDER 


Effective September 1, the Commission, division 3, by 
service order No. 210-A, vacated second revised service order 
No. 210, which required that rail carriers initially ice or re-ice 
only to three-fourths of bunker capacity refrigerator cars 
loaded with fruits or vegetables in the south, with half-stage 
icing permitted on cars loaded with Florida citrus fruits (see 
Traffic World, July 29, p. 268). 








RETOP ICE SERVICE ORDER 


The Commission, division 3, has issued revised service 
order No. 226, effective August 26, vacating service order No. 
226, which prohibited railroads to retop ice refrigerator cars 
loaded with vegetables (including fruits) originating in or west 
of New Mexico, Colorado, Wyoming, or Montana, at any point 
east of those states, or El Paso, Tex., Lajunto, Pueblo, or Den- 
ver, Colo., and Laramie or Cheyenne, Wyo., with more retop 
ice than the initial weight of top ice, but not more than 5,000 
pounds of retop ice in any case (see Traffic World, Aug. 19, 
p. 444). 

The effect of the revised order is to make provisions iden- 
tical with those in service order No. 226 apply intrastate as 
well as interstate, including imported shipments cleared through 
ports of entry in the origin territories. 


COAL DIVERSION FROM RAILROADS 


The Solid Fuels Administration for War has put into effect, 
because of what it describes as an acute shortage of high-grade 
Appalachian coals suitable for making coke and by-products, a 
program for diversion of 1,680,000 tons of such coal to steel 
plants from industrial plants using it for generating steam, 
according to an announcement by Acting Secretary of the In- 
terior Abe Fortas. 


He said that, in making the diversions, the S. F. A. W. 
would direct mines producing coal by of by-product quality to 
stop shipments to specified industries, including railroads, where 
it was used for ordinary fuel, and would divert the shipments to 
steel and coke plants. 


Standards for Pallets and Skids 


Following a conference with representatives of trade asso- 
ciations in the fields of production, distribution and transporta- 
tion, the Department of Commerce has announced that it has 
undertaken a study of the feasibility of establishing standard 
sizes for pallets and skids used in handling packaged merchan- 
dise in wholesale quantities. 

“The study will be made jointly by the National Bureau 
of Standards and the Bureau of Foreign and Domestic Com- 
merce,” the department said. ‘The need for standardization 
and simplification as a means of reducing costs and increasing 
the speed of operations is indicated by preliminary studies 
already made by the latter Bureau. 

“Most of the interests represented in the conference felt 
the need for such a program and indicated a belief that the 
wide experience of the Army and Navy might be utilized to 
this end. 

“A navy representative pointed out that the navy had 
found it possible to load pallets at the manufacturing plant and 
carry them intact to beaches in the South Pacific. Simplicity, 
reduced handling and greater speed were thus achieved. For 
example, it was found that a carlot of palletted goods could be 
unloaded by a lift truck in 57 minutes, whereas 15 hours had 
been required to handle that volume of goods by the case. 

‘While the experience of the army and navy might not be 
directly applicable to commercial activities, it was the sense of 
the meeting that it might be adapted to the advantage of all. 

“It was stated that palleting at the source was certainly 
feasible in integrated organizations such as chain stores. 
chain store representative told the meeting that this had been 
the practice for year. Some present doubted that general trade 
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standards could be reached that would make palleting at the 
source feasible for non-integrated concerns. 

“The representative of the American Warehousemen’s As- 
sociation stated that mass production was a characteristica!ly 
American achievement, but that it remained to be matched by 
equal efficiency in distribution, and that any program likely to 
assist toward that end would be worth serious consideration. 
He then moved: 


That in view of the recognized value of simplification and standard- 
ization of pallets and skids, it is the sense of the meeting that explora- 


tion of the possibilities should be undertaken by the Department of 
Commerce, 


“The motion carried unanimously. 

“In attendance were representatives of the National Bu- 
reau of Standards, one of whom presided, the Bureau of For- 
eign and Domestic Commerce, the National Wooden Box Asso- 
ciation, Southern Pine Association, Bureau of Supplies and Ac- 
counts of the Navy Department, National Association of Food 
Chains, Association of American Railroads, Western Pine Asso- 
ciation, Automobile Manufacturers Association, American 
Trucking Associations, Inc., West Coast Lumbermen’s Associa- 
tion, American Warehousemen’s Association, National Lumber 
Manufacturers Association, National Canners Association, Na- 
tional American Wholesale Grocers Association and the Yale 
and Towne Manufacturing Company.” 


NEW RAILROAD DINING CAR DESIGN 


The Pullman-Standard Car Manufacturing Company has 
announced plans to construct for post-war use railway dining 
cars of a new design providing for diagonal arrangement of 
tables, intercar telephone communication, vibrationless tables, 
linen storage near each table, and a generally “fashionable 
club” atmosphere. The diagonal arrangement of tables will 
enable passengers to reach and leave their seats without dis- 
turbing other diners, will afford each diner a better view of the 
surroundings, will enable waiters to provide much faster serv- 
ice, and will provide for a more rapid turnover than in present 
conventional dining cars seating 48 persons. The new 42-ca- 
pacity diner will contain some four-person and some two-person 
tables. Production will not begin until the War Production 
Board authorizes release of materials for civilian passenger car 
equipment, none of which has been built since early in 1942. 


W. F. A. HEAD ON POST-WAR TRANSPORT 

War Food Administrator Marvin Jones, in testimony before 
the House special committee on post-war economic policy and 
planning, said that “all discrimination in freight rates as be- 
tween different sections or areas of the country should be elim- 
inated as to all forms of transportation.” 

He advocated, also, post-war expansion of all forms of 
transport. 


“There should be a greatly expanded and suitable network 


of highways in order to facilitate the exchange of the products | 


of factory and farm,” he said. “This should not stop with high- 


ways. We will need all forms of transportation: Railway, air- | 


line and newer forms that may be developed when the war is 
over. I have no doubt that through the use of airplane trans- 
portation, and with the advantages of improved forms of refrig- 
eration, fresh vegetables can be carried in a few hours from the 
point of production to any market in this country. The same is 
true of many other perishable commodities. If in this way an 
expanded production for expanded use can be developed, not 
only will both agriculture and industry gain advantages there- 
from, but every form of transportation in its fullest development 
will be needed, and any man who is willing to work will be able 
to find a place in it. This possibility is a challenge to the best 
minds and the best thought that this nation can produce.” 


TRUCK FREIGHT CLAIM HANDLING 


Results of efforts of the trucking industry to comply with 
demands of shippers for improved loss and damage claim han- 
dling procedures and adjustments by motor carriers will be 
reported at a special meeting of the National Freight Claim 
Committee and the Freight Claim Section of the American 
Trucking Associations, Inc., September 13 and 14 in the Stev- 
ens hotel, Chicago, the A. T. A. has announced (see Traffic 
World, June 10, p. 1577, and July 15, p. 151). 


FARES FOR RELEASED SOLDIERS 
The House, August 30, passed and sent to the Senate H. R. 
5198, the Lea bill to amend section 22 of the interstate com- 
merce act by authorizing common carriers to grant reduced 
fares to personnel of the United States armed services or of 
foreign armed services when traveling on furlough at their 
own expense or to persons discharged from the armed services 
(see Traffic World, Aug. 26, p. 516). 
In the course of brief discussion of the provisions of the 
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bill in the House, Chairman Lea, of the House interstate com- 
merce committee, said that the bill applied to the rail, highway 
and water carriers. He added that it was “simply permissive” 
and that it authorized such carriers to grant the reduced fares, 
“in accordance with existing practice.” 

The National Bus Traffic Association, Inc., has asked the 
Commission for special permission to establish, on 10 days’ 
notice, reduced special one-way fares of approximately one 
and one-quarter cents a mile for the return home passage of 
personnel of the armed forces of the United States, travelling 
at their own expense after discharge, release or retirement 
from active duty. The association said that the government 
had made a request for the provision of such reduced fares on 
the bus lines, similar to that addressed to the railroads, which 
have asked similar permission for the publication of reduced 
fares (see Traffic World, Aug. 26). 


REFRIGERATOR CAR DEMURRAGE SERVICE ORDER 


The Commission’s service order No. 180, increasing de- 
murrage charges on refrigerator cars, dated to go in effect 
September 9 after several postponements, will not be further 
postponed, according to an announcement by the refrigerator 
car section of the car service division, Association of American 
Railroads. The order, issued by the Commission in February 
and several times since amended and postponed, provides for 
a scale of demurrage on refrigerator cars ranging from $2.20 
a day for each of the first two days or fraction thereof to $44 
a day for each day or fraction thereof over five days (see Traf- 
fic World, February 12, p. 407). 


FREIGHT COMMODITY STATISTICS 


The Commission has issued’ a statement, No. M-550, pre- 
pared by its Bureau of Transport Economics and Statistics, of 
tons of revenue freight originated and tons terminated in car- 
loads by classes of commodities and by geographic areas— 
Class I steam railways—for February, 1944. The statement 
shows a total of 110,914,545 tons of revenue freight originated 
and 110,792,646 tons terminated. As to forwarder traffic, tons 
originated totaled 293,556 and tons terminated totaled 310,785. 
By groups of commodities, tonnages originated and terminated, 
respectively, were reported as follows: 

Products of agriculture, 12,220,076, and 13,177,675; animals 
and products, 1,983,832, and 2,057,757; products of mines, 55- 
571,324, and 53,340,543; products of forests, 6,825,531, and 
Mpeg and manufactures and miscellaneous 31,926,051, and 
32,184,928. 


SOUTHERN TRAFFIC LEAGUE AND RAILROADS 


A. G. T. Moore, chairman of the board of governors of the 
. Southern Traffic League, has sent to officers of railroads operat- 
ing in the south, to J. J. Pelley, president of the Association of 
American Railroads, and to J. G. Kerr, chairman of the South- 
ern Freight Association, copies of the letter and meeting call of 
O. H. Weaver, president of the league, sent out last week (see 
Traffic World, August 26, p. 528). In his letter, Mr. Moore 
points out that the league is “particularly qualified to give effec- 
tive cooperation” to the railroads in their effort to keep the de- 
partment of justice from ‘‘usurping the rate-making powers of 
the Commission,” because the league has “no railroad ties what- 
ever,” has “a record of opposing the railroads at times,’ and 
because its action to cooperate was “spontaneous.” Shipping in- 
terests in the south, he said, realized the “community of inter- 
est” they had with the railroads in preserving “the prestige and 
power of the Commission.” The league, he adds, has no “fixed 
ideas” as to how best it can help and he asks for suggestions as 
to how it can do so most effectively.’ 


INDIANA SHIPPER-MOTOR CARRIER CONFERENCE 


The Chamber of Commerce of Evansville, Ind., and the 
Transportation Club of Evansville will sponsor a meeting of 
the Shipper-Motor Carrier Conference of Indiana at the Hotel 
McCurdy September 7. J. W. Peters, traffic manager, Delco- 
Remy division of General Motors, Anderson, Ind., general chair- 
man of the conference, will preside. There will be discussions 
of truckload and less-truckload shipping, truck loss and damage 
prevention and legislation. Louis Ruthenburg, president, Servel, 
Inc., will be the speaker at a luncheon session at which J. D. 
Beeler, vice-president and general manager, Mead Johnson 
Terminal Corporation, will be toastmaster. 


GOVERNMENT SHIP SALE BILL 


Senator Radcliffe, of Maryland, has introduced S. 2106, 
to provide for the sale of certain government-owned merchant 
vessels. The text of the bill is identical to that of H. R. 5213, 
introduced earlier by Representative Bland, of Virginia, chair- 
man of the House committee on merchant marine and fisheries 
(see Traffic World, August 26). 


Air Transportation 





International Air Transport 


Attorney General Francis Biddle and Secretary of State 
Cordell Hull, in letters to Chairman Bailey, of the Senate com- 
merce committee, commenting on bills introduced by Senator 
McCarran, of Nevada, proposing, among other things, the estab- 
lishment of a single air carrier (to be known as All-American 
Flag Line, Inc.) to represent the United States in the interna- 
tional air transport field, have expressed neither outright dis- 
approval nor unqualified support of the proposed legislation, 
but have recommended several changes in its text. 

The letters to Chairman Bailey dealt with S. 1790, a bill 
introduced by Senator McCarran last March to amend the civil 
aeronautics act, and with S. 1949 and S. 1950, bills introduced 
later by Senator McCarran, separating the provisions of S. 1790 
so as to make S. 1949 apply to domestic aviation and S. 1950 
to international air transport (see Traffic World, March 25, 
p. 844, and June 3, p. 1512). The All-American Flag Line, Inc., 
proposed in S. 1790 and S. 1950, would have as its stockholders 
the existing U. S. air carriers and would be federally chartered. 

The Attorney General, in his letter, observed that under 
the McCarran bills the All-American Flag Line, Inc., would 
have a monopoly of transportation of U. S. mail in foreign air 
service. 

“While the legislation would not exclude other American 
air lines from engaging in foreign air transport,” he said, 
“nevertheless the All-American Flag Line, Inc., would receive 
financial and other support from the government to an extent 
that is likely to exclude competition. These provisions of the 
bill involve a fundamental question of legislative policy in 
which the Department of Justice is directly interested because 
of its responsibility for the enforcement of the Sherman act. 
I venture to suggest that the committee should consider very 
carefully whether the proposed plan will promote the progres- 
sive development of international commercial aviation and, 
more particularly, whether it will promote the development of 
vigorous and efficient American air commerce in the interna- 
tional field.” 


One section of S. 1790, the Attorney General said, would 
make it a criminal offense to neglect or refuse to attend and 
testify or to answer any lawful inquiry or to produce books, 
papers and documents in obedience to a subpoena or lawful 
requirement of “the Authority or the Board.” He suggested 
that that provision be stricken and added that “it is not a 
criminal offense to refuse to obey a subpoena issued by a court 
or by other administrative agencies.” 


Hull’s Views 
Secretary Hull’s letter included the following observations: 


The question whether our international air services shall be carried 
on by a single agency or by several companies is primarily a domestic 
matter. . 

It is often assumed that most of the leading nations have adopted 
in full measure the single company principle, and that this was done 
because of unsatisfactory experience with other alternatives. As a 
matter of fact, experience of other countries is so varied that very 
few definite conclusions can be drawn. 


Some countries adopted the monopoly policy not only for their 
international air services but for their domestic air services as well. 
These included Germany, the Union of Soviet Socialist Republics, 
Japan, Belgium, Sweden, Poland, Norway, Denmark, Spain, South 
Africa, Finland, Greece, Rumania, Hungary, Yugoslavia, and Eire. 
Great Britain (after the formation of British Overseas Airways Corpo- 
ration in 1940) also could have been included among the countries ad- 
hering to the single-company policy, except for the continued existence 
of certain small unsubsidized British flag lines to the continent and to 
Eire. France, Italy and the Netherlands subsidized their international 
services through more than one company, although in general their 
routes did not duplicate each other. ... 

The United States, Canada, Australia, India, Brazil, Mexico, Argen- 
tina and Peru have followed the policy of regulated competition with 
respect to domestic air service, but this principle was not extended by 
all of these countries to their international operations. 


The countries which, prior to the war, concentrated on one or two 
companies may be grouped into three categories: (1) those having a 
basic political philosophy favoring state monopoly; (2) those with small 
geographic homeland areas and distant or widely scattered colonial 
possessions; (3) those whose financial resources did not permit them 
to support more than one enterprise. 

The United States does not fit into any of these groups. On the 
contrary, our predominant position in world aviation has been achieved 
through the competitive system; our country is so large that it offers 
an ideal laboratory for technical and other improvements, and our 
foreign operations are not intended primarily to connect our outlying 
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possessions, and we are not prevented by limited finances from obtain- 
ing the benefits of regulated competition among several companies. 

This country is, therefore, free to make a decision either for 
regulated competition or for monopoly, depending on its estimate of 
the effect of such decision on future development of its aviation 
industry and its air commerce... 

The experience of other countries which have adopted the monopoly 
or so-called ‘‘chosen instrument”’ policy has been that such a policy, 
either intentionally or by sheer force of gravity, led to a government- 
owned system or else to systems so completely government-controlled 
as to have all the qualities of government ownership.... 

Great Britain has made extremely effective use of the single govern- 
ment controlled British line; equally, the United States has found it 
possible to use a number of lines. . 


State Department as “Negotiator” 


Secretary Hull said that one provision of the McCarran 
proposal implied that the All-American Flag Line might itself 
negotiate with foreign governments and that the State Depart- 
ment, when requested, should make available its services and 
facilities in furtherance of such negotiations. Commenting on 
that, he said that at present the State Department and the 
Civil Aeronautics Board shared the opinion that negotiations 
with foreign government concerning air rights should be under- 
taken by the government rather than by individual air carriers, 
although there might be instances wherein exceptions to this 
principle should be permitted. 

“The Secretary of State should be free to negotiate agree- 
ments with foreign governments for the benefit of United 
States air carriers in general and should not be bound to nego- 
tiate for one carrier only,’’ Secretary Hull said. 

The State Department has announced that, following dis- 
cussions in this country between representatives of the govern- 
ment of India and American officials on the subject of post-war 
civil aviation (see Traffic World, Aug. 19, p. 460), “both sides 
were agreed that it was desirable to adopt all practicable meas- 
ures to promote the early expansion and development of inter- 
national air services for the common benefit of the peoples of 
the world.” It said that the discussions were on a “friendly 
and informal” basis and were preliminary and exploratory in 
character. 


“Questions relating to the transit and commercial entry of 
aircraft, as well as the constitution and functions of an Inter- 
national Air Organization, were discussed,” it said. ‘The ex- 
change of views disclosed a considerable measure of agreement 
in regard to regulatory measure in the technical field. Both 
sides were also agreed that the calling of an international con- 
ference to draw up a multilateral air navigation convention 
would be both beneficial and desirable.” 


Regulated Competition 


As the newly appointed chairman of the Airlines Commit- 
tee for United States Air Policy, an organization formed by 
seventeen domestic air carriers of the United States, Alexander 
B. Royce, of New York City, an attorney with several years of 
experience in international business affairs, announced at a 
press conference in Washington August 31 that the airline com- 
mittee was intensifying its fight for adoption by the United 
States government of a policy of “regulated competition” 
rather than the “chosen instrument” policy in the international 
air transport field. 


Mr. Royce made public the text of a letter he had addressed 
to Chairman Bailey, of the Senate commerce committee, and 
Senator Clark, of Missouri, chairman of that committee’s sub- 
committee on aviation, taking issue with representations those 
senators had made in letters to the President and to the Civil 
Aeronautics Board (see Traffic World, Aug. 26, p. 519). 


Open Hearings Sought 


In his press conference he emphasized that, in his letter to 
Senators Bailey and Clark, he was asking for public hearings 
on the McCarran bill or similar legislation dealing with this 
country’s foreign air policy. Those senators had suggested that 
final action by the Civil Aeronautics Board and the President 
on pending applications for international air rights be deferred 
until after determination by Congress of the question whether 
this country should be represented by only one airline, the 

“chosen instrument,” in foreign air transport, or by several 


independent air carriers. Mr. Royce’s letter to the senators in- 
cluded the following: 


It is your opinion, apparently, that new decisions may be required 
on a number of questions affecting our country’s international air trans- 
port policies. You say, ‘‘in these decisions, the advantage of any 
one airline or group of airlines must be subordinated to the paramount 
national interest.’’ That is why you will find among the airlines 
on whose behalf this letter is addressed not only companies which 
are seeking to engage in international air transport but other compa- 
nies which have no such plans or ambitions. They are all united in 


the single proposition that our international air transport industry, 
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like our domestic industry, will live and really thrive only by com- 
petition, subject to reasonable government regulation. 

Your letter states that ‘‘the subcommittee has been holding ex- 
tended hearings throughout the past year with thorough presentation 
of all points of view from government officials and agencies concerned 
and also from various private interests involved.’’ 

But all these hearings were in executive session and were accord- 
ingly secret. No records are available to show what was said at 
the ‘‘hearings,’’ and it has often been reported that much of the dis- 
cussion with the committee was ‘‘off the record.’’ I am sure that 
before changes in the law are proposed on a subject of such vast 
importance as this, there will be open hearings, hearings at which 
citizens interested have the opportunity to appear, to listen, to testify 
openly and, if testifying, to be openly questioned. To that kind of 
“thorough presentation of all points of view’’ the seventeen airlines 
look forward with confidence. 

Those of our seventeen airlines who are applicants for inter- 
national routes before the Civil Aeronautics Board have a full under- 
standing that changes in policy may occur as a result of Congres- 
sional action at any time. But until such changes do occur, we 
propose to proceed under the civil aeronautics act of 1938 and to 
assert the competitive rights assured by section 2 of that act. We 
trust that no erroneous impressions of uncertainty, or suggestions of 
hasty Congressional action, will impede the realization by the United 


States of the high place in international air transport to which it is 
entitled. . 


We trust you will stamp as sound the . . . established policy of 
Congress that the transport industry of the United States shall be on 
a competitive and not on a monopolistic basis, with only requisite 
government supervision and not government ownership or control... 
I feel sure that I am right in asserting that only two (Pan American 
Airways and United Air Lines) support the community company pro- 
posal, and that all the other United States air transport companies... 
are against the community company idea... . 


Members of Committee 


The seventeen companies represented on the Airlines Com- 
mittee for United States Air Policy are: All American Aviation, 
Inc.; American Airlines, Inc.; American Export Airlines, Inc.; 
Braniff Airways, Inc.; Chicago & Southern Air Lines, Inc; 
Colonial Airlines, Inc.; Continental Airlines, Inc.; Delta Air 
Corporation; Eastern Air Lines, Inc.; Inland Air Lines, Inc.; 
Mid-Continent Air Lines, Inc.; National Airlines, Inc.; North- 
east Airlines, Inc.; Northwest Airlines, Inc.; Pennsylvania-Cen- 
tral Airlines Corporation; Transcontinental & Western Air, Inc., 
and Western Air Lines, Inc. 

Mr. Royce said that those air carriers were not “afraid” of 
regulated competition, that they had learned much about it, 
and that, “if we adopt monopoly, we might just as well sign up 
for cartels.’’ He said his committee had no objection to domestic 
operations by Pan American Airways if that carrier could get 
a certificate for such operations. 

Distributed at the press conference were copies of a bi- 
ographical sketch of Mr. Royce, showing that he saw action at 
St. Mihiel and the Argonne as a major in the last war, that he 
had served as special assistant attorney general of New York 
in 1925-1926, had participated in a program to rid South 
American airlines of Germans and Italians, in 1941 and 1942, 
on behalf of the Aviation Republics Division of the Defense 
Supplies Corporation, and, on May 1, 1943, had been appointed 
director of wartime economic operations for north and west 
Africa at Algiers, for the State Department, and had served 
there as chairman of the North African Economic Board until 
his return to New York at the end of 1943. 


Air Certificate Applications 


Another motor carrier of property has joined the group of 
such carriers who have filed air certificate applications with 
the Civil Aeronautics Board. This new applicant is Arthur A. 
Fogarty, of Springfield, Mass., whose application is docketed 
as No. 1564. 

Mr. Fogarty says in his application that he has operated 
for more than 25 years as a motor carrier of property between 
points in New England and in New York, hauling an average 
of 300 tons of freight a day. He asks for authority to engage 
in scheduled transportation of property and mail over routes 
between Springfield, Mass., on the one hand, and, on the other, 
Los Angeles, Calif.; Tucson, Ariz.; San Antonio, Brownsville 
and Galveston, Tex.; Miami, Fla.; Boston, Mass.; Portland, 
Me.; Albany, N. Y., and Providence, R. I. He also asks for 
authority to operate over irregular routes, in non-scheduled 
service and as a contract carrier, between Albany, Boston, 
Bronx, Brooklyn; Newark and Paterson, N. J.; New Haven, 
Conn., Portland, Me., Providence and Springfield, on the one 
hand, and, on the other, points in California, Texas, Louisiana, 
Alabama, Georgia and Florida. He proposes a coordinated 
truck-air service and says he would publish joint through air- 
truck rates with all other air and truck lines willing to par- 
ticipate. 

Another new applicant before the C. A. B., 


in No. 1562. is 
the Illinois Air Lines, of Chicago, II1., 


one of the three stock- 
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holders of which is, according to the application, Nathan R. 
Kobey, described as one of the principal stockholders of Illinois- 
Colorado Cargo Carriers, Inc., a motor common carrier. The 
other two stockholders of the applicant are identified as Alfred 
D. Davis, president of Transport Terminal Co., “agents for 
shippers and associations in consolidation and distribution of 
freight,” and L. A. Chase, attorney and commerce counsel. 
Illinois Air Lines asks authority to transport mail, passengers, 
freight, express and property between Chicago, on the one hand, 
and, on the other, Moline, Ill., via Rockford; East St. Louis, 
lll., via Springfield and Peoria, and Cairo, Ill., via Danville and 
Decatur, Ill. 

Mr. Davis and Mr. Chase are shown as the owners of all 
the stock of another new applicant for air rights, Airways 
Freight, Inc., of Chicago, Ill., whose application is docketed as 
No. 1561. Airways Freight, Inc., asks for “such authority as 
will enable applicant to arrange for transportation of property 
to all points and places within the United States as a freight 
forwarder, as defined in part IV of the interstate commerce 
act, adopting such definition for the sake of convenience only 
and fully appreciating the fact that this board (the C. A. B.) 
is not bound by such definition.” The applicant says its service 
will “develop business which air carriers would otherwise not 
be in a position to handle.” 


Air Transport by Steamship Lines 


Because considerable time would be required, after the 
war, to replace those of its ships that had been lost in war 
service and to make alterations on its other vessels that now 
were engaged in such service, it would become “absolutely 
necessary” to resort to a coordinated air and steamship trans- 
portation service if this applicant was to provide proper postwar 
service for the area to which it had afforded passenger trans- 
portation for half a century, said the United Fruit Co. in 
exhibits and other documentary evidence filed by it with the 
Civil Aeronautics Board in support of its pending application 
for authority to operate as an air carrier between New Orleans, 
La., and points in Central America. 

United Fruit Co. is one of the applicants whose requests 
for air operating authority between the United States and 
points in the Caribbean and the Latin American countries will 
be heard by the C. A. B. September 18 in a consolidated pro- 
ceeding designated at this time as “docket No. 525 et al.” or 
“the Latin American cases.” The United Fruit Co. exhibits 
were prepared and filed by William K. Jackson, vice president 
and general counsel of the company. 

He asserted in his documentary presentation that present 
air service between New Orleans and Central America was in- 
adequate and that the air route proposed by United Fruit Co. 
would provide fast service linking New Orleans with all the 
principal points in Central America. He said that, because of 
wartime ship shortages, the traveling public had been com- 
pelled to. resort to the airplane as the only present available 
means of transportation over large bodies of water. 

“The war has tremendously increased air consciousness of 
the traveling public,” he said. “Various estimates have been 
made, but it is generally conceded that within five years steam- 
ships will have lost to the airplane from 50 to 80 per cent of 
their present passenger travel.” 

He said that coordinated use of the plane and steamship 
offered a distinct possibility in “recouping this loss” and of 
creating a new demand for steamship travel that would permit 
the construction of additional passenger vessels. It would be 
highly uneconomical for the federal government to subsidize 
the building and operation of passenger vessels unless measures 
were taken to insure their fullest use, he argued. 


“PAN AM” SERVICE TO HAWAII 


Pan American World Airways has announced that it has 
presented to the Civil Aeronautics Board information concern- 
Ing its plans for new equipment, rates and schedules on the 
“mainland-Hawaii” section of its trans-Pacific routes to the 
Orient, by which, Pan American says, there would be available, 
for the first time in history, “high speed air transport between 
the mainland and the Hawaiian Islands at rates within the 
everyday means of the average man and woman.” It says its 
plans call for operation of large, fast land planes between San 
Francisco and Los Angeles, on the one hand, and Hawaii, on 
oy other. The planes would have a capacity of 80 gross ‘tons, 
] adds. 

“Providing both San Francisco and Los Angeles with a 
morning and evening departure for Hawaii, as well as a morn- 
ing and evening arrival from Hawaii,” says Pan American in 
its announcement, “the huge new Clippers are expected to carry 
approximately 100,000 passengers annually. This great capac- 
ity, the high speed schedules, and the lowest rates in ocean air 
transport history—less than 4 cents a mile—are expected to 
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produce an air travel volume twice as great as the number of 
pre-war passengers carried annually between the mainland and 
the islands by both sea and air. .. . Round-trip fares, allowing 
the usual 10 per cent discount on twice one-way tariffs, would 
be $172.80. . . . Today the fare between California and the 
Islands is $278 one way, or $500.40, a round trip. . . . Cargo 
would be carried between the mainland and the Islands at an 
average rate of 24 cents per ton mile. Certain classified cargo 
would be carried for as little as 12.6 cents per ton mile.” 


POST-WAR PLANE TICKET SALES 

The Air Traffic Conference of America, a division of the Air 
Transport Association of America, whose membership comprises 
all the United States air carriers and two Canadian airlines 
(Canadian Pacific Air Lines, Ltd., and Trans-Canada Air Lines), 
has announced that it has filed with the Civil Aeronautics Board 
post-war plans for the sale of air transportation tickets’ through 
commission agents. 

“Supplementing the vast network of individual airline ticket 
offices,” the conference said, “the program envisions a chain of 
sales agencies with places of business fully equipped to render 
complete travel services, including those comparable to regular 
airline facilities. Under the proposed plan, the conference would 
approve all applications for Air Traffic Conference commission 
agents. Approved agents, given recognition through an appro- 
priate certificate, could represent one or more member airlines, 
and would be required to pay a nominal annual fee to cover 
bonding costs.” 

M. F. Redfern, executive secretary of the conference, said 
that the augmented agency departments of the airlines were 
prepared to give their commission agents complete promotional 
assistance, that the rates of commissions to be paid such agents 
had not yet been determined, but that the agents’ remuneration 
would be ‘commensurate with the effort expended in merchan- 
dising various types of air transportation.” 

C. E. Beard, of Braniff Airways, Inc., is president of tho 
conference, and N. B. Fry, Jr., of United Air Lines, Inc., and 
Thomas Wolfe, of Western Air Lines, Inc., are vice-presidents. 


PAN AMERICAN-GRACE CARGO ANNIVERSARY 


Pan American-Grace Airways’ South American air cargo 
service was two years old in August. An anniversary statement 
issued by the company said that, in 1943, the service handled 
2,000,000 pounds of cargo and 280,000 pounds of mail. Its cur- 
rent cargo exceeds 700,000 pounds of freight and 38,000 pounds 
of mail a month. As an example of the way in which the serv- 
ice has shortened transit time, the statement cites shipments 
from New York to La Paz, Bolivia. Before air service was 
begun, such shipments required 19 days from New York to 
Arica by ship, and three additional days by rail to destination. 
ae total transit time has been reduced to 62 hours 35 minutes 

y air. 


METZMAN APPLICATION AT C. A. B. 


Gustav Metzman and the Railway Express Agency, Inc., 
have filed with the Civil Aeronautics Board an application 
for approval of “interlocking relationships” proposed to exist 
with the holding by Mr. Metzman of the position of director 
of the express agency—‘“an air carrier within the meaning of 
section 409(a) of the civil aeronautics act’”—while serving as 
president of the New York Central Railroad Co. and as an 
officer of various companies affiliated with the New York 
Central and of other transportation companies not regarded 
as subsidiaries of that railroad. The application, assigned 
docket No. 1563, pointed out that F. E. Williamson had resigned 
as president of the New York Central and as a director of 
the express agency, and that Mr. Metzman would succeed 
Mr. Williamson on September 1. 


“BLUE BOOK” OF PLANE PARTS RATES 


Billing descriptions of airplane parts set forth in the rail- 
roads’ Consolidated Freight Classification have been compiled, 
to enable aircraft traffic executives to obtain the lowest avail- 
able freight rates on their shipments, in a “Blue Book of Air- 
plane Parts” issued by the traffic department of the Aero- 
nautical Chamber of Commerce of America, according to an 
announcement by that organization. 

The Aeronautical Chamber said that, through use of the 
new “Blue Book” by the aircraft industry, “savings to air- 
craft manufacturers and the government of as much as 53 
per cent, or even more, may be effected on freight shipment 
costs.” It said the publication filled “a long recognized need.” 

Descriptions in the Consolidated Freight Classification, it 
said, readily applied to articles moving under class rates, “and 
where the items are shipped under commodity rates, or under 
exceptions to the classification, interpretations can be worked 
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out - accordance with the information supplied by the Blue 
Book.” 

“An example of the savings which might be effected,” the 
Aeronautical Chamber continued, “is shown by reference to a 
single item: Electric engine starters. These could be billed as 
‘airplane parts,’ which would require 50 per cent over first 
class freight rates. By reference to the Blue Book, however, 
it is shown that they should be billed as ‘electric motors’ which 
in the Consolidated Freight Classification take second class 
rates, and in many exceptions, third class, thus reflecting a 
direct saving of 43 per cent or 53 per cent, respectively.” 


MIAMI-BELGIAN CONGO AIR ROUTE 


The Civil Aeronautics Board has granted authority to Pan 
American Airways, Inc., to operate temporarily between Miami, 
Fla., and Leopoldville, Belgian Congo, via San Juan, Puerto 
Rico; Port of Spain, Trinidad; Belem, Brazil; Natal, Brazil, 
and Monrovia, Liberia. The board granted an exemption from 
a restriction in the Pan American Airways certificate which 
prohibited origination or termination of flights short of the 
terminal points on the carrier’s trans-Atlantic route — New 
York City and Lisbon, Portugal. 


“Reefer”? Recommendations 


Recommendations for improvements in refrigerator cars 
to be built or rebuilt in the immediate future and in the post- 
war period have been developed by the refrigerator car com- 
mittee of the United Fresh Fruit and Vegetable Association and 
have been mailed to officials of railroads and refrigerator car 
lines; to W. C. Kendall, chairman of the car service division, 
and C. W. Taylor, manager of the refrigerator car section of the 
Association of American Railroads, and to V. C. Clinger, di- 
rector of the Commission’s bureau of service. The committee 
was formed, pursuant to action at the association’s annual meet- 
ing in Chicago last January (see Traffic World January 22, 
p. 236), to “study refrigerator cars and the rail transportation 
of fruits and vegetables.” 


John N. Kelley, manager, fruit transportation, Fruit Dis- 
patch Company, New York, chairman of the committee, in a 
letter accompanying the recommendations, said it was the aim 
of the committee “to arrive at a practical and workable pro- 
gram, representing the common needs and wishes of the ma- 
jority of shippers and receivers, and to recommend the adoption 
of the program by the railroads as soon as war conditions per- 
mitted.” The view has long been held, he said, that shippers 
could never agree on a standard of refrigerator car design, but 
the action of the committee “and other plans toward complete 
cooperation to follow” proved that view to be erroneous. 


The committee decided, after discussion, he said, “that the 
interests of all would be best served by a general service car, 
built and equipped to serve the requirements of shippers of all 
fresh fruits and vegetables and designed to provide adequate 
refrigeration, heating and ventilation for all of those commodi- 
ties.” On that point, he said: 


It was recognized that some special services may require a special 
size or type of car, but that in the great majority of shipments, the 
general service car could provide satisfactory facilities. While fully 
conscious of the fact that there are a number of mechanical methods of 
refrigerating cars now proposed in place of ice, or ice and salt, and 
also new types of heating suggested which may offer great hope and 
promise for the future, it was the consensus of opinion that there are 
very definite limitations to all of these methods and that there is need 
for a further period of development and trial before conclusions are 
warranted. It is, however, the plan of this committee to cooperate with 
the railroads and the U. S. Department of Agriculture in further tests 


of some of these proposed facilities for possible adoption at some future 
date. 


There was need for the designing of new refrigerator cars 
capable of operation at higher train speeds than at present, 
said Mr. Kelley, “if and when faster schedules can be pro- 
vided.” None of the committee’s recommendations, he added, 
were for the inclusion in the cars of “new or untried’ devices. 
The recommendations are as follows: 


1. Dimensions to be uniform, in accordance with A. A. R. specifica- 
tions of March 1, 1940. 

2. Construction to be with metal underframes, metal framing, 
metal outside sheathing and metal and waterproof plywood, wherever 
added strength, rigidity and shape retention can be obtained by their 
use; light weight metals and aluminum to be used wherever possible 
and the weight of the car to be reduced consistent with good construc- 
tion. 

3. Steel wheels, easy riding trucks and improved draft gears to 
be used to enable cars to travel at high speeds and to absorb vertical 
and horizontal shocks. 


4. Insulation to be of hairfelt or Hair-Insul or some other material 
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of the insulating equivalent of hair, the insulation to be installed in 
continuous blanket form with as few breaks in each layer as possible 
and with a minimum thickness (based on k-value of .27) of four inches 
in floors and roofs and 3% inches in sidewalls and ends. 

5. Ice, from water, to be retained as the source of refrigeration, 
leaving other forms of refrigeration for further study, tests and tria's. 

6. Bunkers to be equipped with collapsible bulkheads for half-staze 
icing, and the bunkers to have a capacity of not less than 11,000 pounds; 
hatch plugs to be of the direct ventilating type, the plugs to fit tighily 
and the ventilators to be easily adjustable. 

7. Cars to be equipped with blower type fans, beneath floor racks, 
across car widths of.cars near bottoms: bulkhead openings, fans to be 
belt driven from the wheels, but electric motors to be provided for fan 
operation when car is stationary. 


8. Cars to be equipped with distant reading temperature indicating 
devices so that inside temperatures may be read from two points out- 
side the car. 


9. Cars to be distinctively new in appearance, streamlined so far 
as practicable consistent with good and efficient construction. 


In addition to the above recommendations, the committee 
suggested that railroads and refrigerator car lines give consid- 
eration to other improvements, ‘with a view to eventual adop- 
tion.” These included integral car heaters; air spaces between 
car walls and inner linings; installation of load dividers, and 
double-deck floor racks. 


The following are members of the committee, in addition 
to Mr. Kelley: 


Austin E. anson, executive manager, Texas Citrus and Vegetable 
Growers and Shippers, Weslaco; H. W. Bishop, traffic manager, Nash- 
Finch Company, Minneapolis, Minn.; J. C. Briggs, president, Maine 
Potato Growers’ and Shippers’ Committee, Inc., Presque Isle; Troy H. 
Cribb, manager, South Carolina Peach Growers’ Association, Spartan- 
burg; Elon J. Gilvert, president, Richey and Gilbert Company, Yakima, 
Wash.; Harry Helferich, traffic manager, American Fruit Growers, Inc., 
Los Angeles, Cal.; R. L. Megill, traffic manager, Mutual Orange Dis- 
tributors, Redlands, Cal.; C. B. Moore, managing director, Western 
Growers’ Association, Los Angeles; Charles W. Mount, traffic manager, 
DiGiorgio Fruit Corporation, San Francisco, Cal.; R. C. Neill, traffic 
manager, California Fruit Growers Exchange, Los Angeles; John A. 
O’Rourke, secretary, Growers’ and Shippers’ League of Florida, Or- 
lando; Roy R. Scott, traffic manager, E. E. Harden Packing Company, 
Salinas, Cal.; H. L. Watson, traffic manager, Pacific Fruit and Produce 
Company, Seattle, Wash.; William Garfitt, executive vice-president, 
United Fresh Fruit and Vegetable Association, Washington, D. C. 


HEAVIER RAIL TRAFFIC TO WEST COAST 


William F. Kirk, western regional director, division of rail- 
way transport, Office of Defense Transportation, Chicago, has 
announced that trans-continental railroads serving California, 
Oregon and Washington increased their gross ton miles of 
freight handled by 7.7 per cent in the first six months of this 
year, compared with the same period last year, despite a 
manpower shortage of more than 25,000 employes. He said that 
in the first 24 days of August, the average daily movement 
of loaded cars moving into those three states from points of 
origin in other states was 4,215 cars, an increase of 575 cars 
over the same period in August, 1943, and more than 200 cars 
over the previous peak period of February, 1944. He said 
that an additional volume of traffic could “be dependably han- 
dled” by the railroads, “but unless the manpower shortage 
is substantially reduced, the new motive power to be delivered 
during the balance of 1944 will only off-set the loss occasioned 
by the shortage of manpower.” He said the August move- 
ment was without congestion. 


1. C. ACT AMENDMENTS 


The Maritime Association of the Port of New York, in a 
letter to Chairman Lea of the House interstate commerce com- 
mittee, has expressed objections to that part of S. 1473, the 
Wheeler bill to amend the interstate commerce act (see Traffic 
World, Aug. 26, p. 516), by which the Commission would have 
authority over water carriers similar .to its car service author- 
ity with respect to railroads. This particular:provision of the 
bill, giving the Commission power to divert water carrier traffic 
in periods of high water, has the endorsement of the former 
president of the Inland Waterways Corporation, Chester 
Thompson. 

The New York maritime association averred that the Mari- 
time Commission now possessed some measure of control over 
water carriers in times of emergency and that, if the bill were 
enacted with the assailed provision unchanged, there would be 
a conflict of jurisdiction between the Commission, the U. S. 
Merchant Marine Inspection Bureau and the American Bureau 
of Shipping. The association contended that the proposed 
amendment did not make clear what powers were to be exer- 
cised by the Commission and asked for its deletion from the 
bill or, in the alternative, for clarification of its language to 
remove all doubt as to the powers it would confer on the Com- 
mission. 
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Traffie Law and Procedure 


Fifty-First in a Series of Fifty-Two Articles on This Subject by G. Lloyd Wilson—Interstate Com- 
merce Commission Practitioners’ Ethics 


® The bar of the Interstate Commerce Commission is com- 
posed of approximately 15,000 persons who practice be- 
fore the Commission. This group consists partly of lawyers, 
who have been admitted to practice law, and those qualified by 
traffic or other training and experience to assist the Commis- 
sion in the administration of the interstate commerce act and 
related federal statutes. The Association of Interstate Com- 
merce Commission Practitioners was organized in 1929. Its 
membership of about 2,500 is almost evenly divided between 
lawyers and other practitioners. 

Part of the constructive work done by the Association of 
Practitioners, in promoting standards of professional training 
and practice, is the promulgation of a code of ethics." The 
canons of ethics of practice before the Commission apply alike 
to all practitioners before it. The lawyers engaged in Commis- 
sion practice are bound by the rules of professional conduct 
which apply to all activities of lawyers engaged in every type 
of practice, state and federal, general and specialized. The 
canons of professional ethics of the American Bar Association 
serve aS a general guide to the duties and conduct of lawyers.’ 
They apply specifically to all branches of the legal profession. 
Specialists in particular branches are not considered as exempt 
from the application of the principles of the canons.* 

The oath of admission to practice, recommended by the 
American Bar Association, is an outline of the ideals of profes- 
sional conduct: 


I do solemnly swear that I will support the Constitution of the 
United States and the constitution of the state of [state in which lawyer 
is admitted]. 

I will maintain the respect due to courts of justice and judicial 
officers. 

I will not counsel or maintain any suit or proceeding which shall 
appear to me to be unjust, nor any defense except such as I believe 
to be honestly debatable under the law of the land. 

I will employ for the purpose of maintaining the causes confided 
in me such means only as are consistent with truth and honor, and 
will never seek to mislead the judge or jury by any artifice or false 
statement of fact or law. 

I will maintain the confidence and preserve inviolate the secrets 
of my client, and will accept no compensation in connection with his 
business except from him or with his knowledge and approval. 

I will abstain from all offensive personality, and advance no fact 
prejudicial to the honor or reputation of a party or witness, unless 
required by the justice of the cause with which I am charged. 

I will never reject, from any consideration personal to myself, the 
cause of the defenseless or oppressed, or delay any man’s cause for 
lucre or malice. 

So help me God.‘ 


Knowledge of Ethical Standard 


It has wisely been said that a right minded man is more 
likely than others to avoid the pitfalls of his profession. 

Many lawyers and practitioners who get into trouble do so 
because of ignorance of the rules of legal ethics which should 
guide their conduct. Lawyers as a group, through their bar 
associations, have power to protect the high standard of their 
calling by depriving members of the privilege of practice and 
thus depriving them of their chosen means of livelihood, after 
due hearings and determination of their failure to observe the 
ethical standards of the code. 

A careful reading of the canons of ethics of the American 
Bar Association, and state bar associations, and of the code of 
ethics of the Association of Interstate Commerce Commission 
Practitioners is indispensable to one who is preparing to prac- 
tice before the Commission. 

It is recommended also that a legal treatise on legal ethics 
such as “Sharswood on Legal Ethics,” and a collection of cases 
on legal ethics, such as Costigan’s “Cases On the Legal Profes- 
sion and Its Ethics,” be read by students of practice before the 
Commission.® 

1. C. C. Practitioners’ Code of Ethics 


The canons of ethics framed by the Association of Inter- 
state Commerce Commission Practitioners, like other canons of 


“) Code of Ethics for Practitioners Before the Interstate Commerce 
Commission, March 15, 1944. 

‘*) Canons and recommended oath adopted 1908, and additional 
canons adopted 1928. 

‘*) Canon 45, American Bar Association. 

(*) Oath of admission, recommended by American Bar Association. 

5) Sharswood, George; ‘‘Essay on Professional Ethics,’’ T. and 
J. WW. Johnson and Co., Philadelphia, (Second Edition), 1860; and Cos- 
tigan, G. P. Jr., ‘Cases and Other Authorities on the Legal Profession 
and Its Ethies,’’ West Publishing Co., St. Paul, (Second Edition), 1933. 





ethics, are not designed to state in detail all of the duties of 
practitioners with respect to the conduct of litigation, or in their 
professional relations with their clients, their adversaries, other 
practitioners, the Commission or the public, but to serve as 
general guides to ethical conduct. 

Specifically, the canons do not release lawyers from the 
canons of the American Bar Association or other legal codes of 
ethics by which they are bound, nor are they to be construed as 
a negation of other duties or principles of conduct, which, al- 
though not mentioned, may also be imperative. 

The canons apply not only to conduct before the Commis- 
sion and in respect to members of the Commission, but apply 
with equal force to conduct before divisions of the Commission 
including members, examiners, or other representatives or em- 
ployes.*® 

The canons of ethics should be studied in detail by prac- 
titioners and prospective practitioners. No attempt will be 
made to discuss them in this article except to summarize briefly 
their scope and the principles enunciated in them. The canons 
cover generally: 


. 


1. Standards of conduct in the practitioner’s relationship to the 
Commission and in litigation. 

2. Relationship of practitioners with their clients, including em- 
ployment and fees. 


3. Relationship of practitioners with other attorneys, witnesses and 
opposing counsel. 


4. The obligations of practitioners with respect to advertising and 
promoting litigation; and other professional conduct. 


Conduct Toward the Commission and in Litigation 


Generally, practitioners are required by the canons of 
ethics to conform as nearly as practicable with the standards 
of ethical conduct required of those who practice before the 
courts of the United States. These standards, modified to suit 
Commission procedure, are taken as the basis for the practi- 
tioners’ canons of ethics.’ 

The canons provide that practitioners must maintain a 
respectful attitude toward the Commission out of respect for 
the institution and for the functions it performs as a quasi- 
judicial body. Practitioners are officers of the Commission in 
its capacity as a court and as such, they are privileged and 
bound to uphold its dignity and honor and protect it against 
unjust criticism. It is, of course, the right and duty of a practi- 
tioner, who has grounds for complaint against a member or 
employe of the Commission, to submit his grievance to the 
proper authorities for redress.‘ 


Among the unethical practices specifically condemned by 
the canons are attempts on the part of practitioners to endeavor 
to sway the judgment of the Commission by the use of propa- 
ganda, by enlisting the influence or intercession of legislators or 
other public officers, or by threats of political or personal re- 
prisal. It is also forbidden to attempt to exert personal influ- 
ence on members or employes of the Commission by marked 
attention or unusual hospitality which is “uncalled for and 
=" by the personal relationship” of the persons af- 
ected. 


Private communications from litigants, directly or through 
practitioners, to commissioners, examiners or other representa- 
tives of the Commission with respect to pending cases before 
the Commission, are condemned as grossly improper. The duty 
of the Commission is to administer the interstate commerce act 
and other acts charged to its administration. In the discharge 


- of this quasi-judicial duty, the Commission must at all times 


consider the public interest as a whole and not the mere inter- 
ests of the particular litigants. The canon also requires that 
litigants or practitioners at all times refrain from arguing pri- 
vately the merits of cases in the absence of or without notice 
to their adversaries. 

The canon specifically states: 


Practitioners at all times should scrupulously refrain in their com- 
munications to and discussions with the Commission and its staff from 
going beyond ex parte representations that are clearly proper in view 
of the- administrative work of the Commission.® 

Another canon states the duty of the practitioners to their 
clients, to the Commission and to the public to be punctual in 


(*) Preamble, ‘‘Code of Ethics for Practitioners before the Inter- 
state Commerce Commission.’’ 

(7) Canon 1. 

(*) Canon 2. 

(*) Canon 8. 
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attendance in all of their engagements and to be concise and 
direct in the trial and disposition of causes of action before the 
Commission.” 

One unfair legal practice is to try cases before the Com- 
mission in the newspapers. One of the canons of ethics warns 
against attempts to influence the action and attitude of the 
Commission through propaganda or through colored or distorted 
articles in the press. Such practices are apt to react against 
rather than in favor of those who resort to them. The canon 
urges practitioners to avoid and to advise their clients against 
giving newspapers press notices or statements intended to in- 
flame the public mind, stir up possible hostility toward the 
Commission, or influence its course or judgment with respect 
to litigation. The canon, however, states that it is not contrary 
to public interest nor unfair to the Commission to make known 
to the public the facts of pending litigation in the press in a 
fair and unbiased way in dispassionate terms. The canon pro- 
vides that when the circumstances in particular cases appear to 
justify statements to the public in the press, it is considered 
unethical to make the statements anonymously." The public is 
entitled to be informed of the authorship of such statements so 
that due allowance can be made for possible bias. 


Practitioner-Client Relationships 


The relationship of practitioners and their clients should be 
one of scrupulous honesty and frankness. The canons of ethics 
set forth in clear terms the duty of practitioners, at the time 
they are retained, to disclose to their clients all circumstances 
with respect, to their relationship to all parties in the actions 
and any interest or connection with the matters in dispute which 
might influence clients in the selection of persons to represent 
or asist them in the proposed litigation. 

The canons provide that it is unethical for a practitioner 
to represent conflicting interests, unless the consent of all per- 
sons concerned is obtained after a complete disclosure of the 
facts concerning the interests and the connection of the prac- 
titioners with the parties. A practitioner is considered to repre- 
sent conflicting interests when it is his duty to contend for 
anything on behalf of one party which his duty to another 
party requires him to oppose. The practitioners’ duty or obliga- 
tion is to represent their clients with “undivided fidelity.” They 
may not divulge the secrets or confidences of their clients. This 
confidential relationship of practitioner and client precludes 
the subsequent acceptance of employment or retainers from 
other or prospective clients in connection with matters which 
adversely affect the interests of the clients whose confidences 
have been given to the practitioners.” 

The canons urge that practitioners attempt to obtain com- 
plete knowledge of their prospective clients’ causes of action 
before advising on them. They are under obligation to give 
a candid opinion of the merits and probable result of litigation 
either pending or contemplated. Practitioners are warned 
against giving clients “bold and confident” assurances, particu- 
larly when their employment or retention in cases may depend 
upon such assurances. The canons also recommend that prac- 
titioners should advise clients to avoid litigation or end it when- 
ever the controversies will admit of fair and equitable adjust- 
ments.” 

Practitioners have the right to withdraw from employment, 
once it has been assumed, only when the right arises from 
good cause. The canons provide that even the desire or consent 
of the clients is not always sufficient justification for the with- 
drawal or termination of the employment obligation. They 
state that practitioners should not abandon unfinished assign- 
ments to the detriment of their clients except for ‘‘reasons of 
honor or self-respect.” 

The canons provide that practitioners may be justified in 
withdrawing from employment, provided they give due notice 
to their clients so as to enable them to engage other counsel, 
under certain conditions. These circumstances include: 


1. If clients insist upon unjust or immoral courses of conduct in 
handling their cases. 

2. If they persist in presenting frivolous defenses, despite the 
remonstrances of their practitioners. ? 

3. If clients deliberately disregard their agreements or obliga- 
tions with respect to payment of fees or expenses. 

4. When practitioners discover that their clients have no cause 
of action but the clients are insistent that the cases be continued. 

5. If practitioners find themselves unable effectively to conduct 
the cases. 


The canons state that these reasons do not exhaust the list 
of possible justifications, but that “sundry other instances may 
arise in which withdrawal is to be justified.” “ 


(#°) Canon 3. 
(1) Canon 28. 
(#2) Canon 9. 
(#8) Canon 12. 
(4) Canon 11. 


TRAFFIC WORLD 


The practitioners are directed by the canons to refund the 
parts of their retainers which have not clearly been earned, in 
withdrawing from cases after retaining fees have been paid.” 

In the relationship of practitioners and clients, the proffer 
by the latter of additional counsel should not be regarded as 
evidence of any lack of confidence on the part of clients in the 
practitioners handling their cases. Questions of this sort should 
be left for the clients to determine. Practitioners should decline 
to be associated as colleagues or associate counsel if their asso- 
ciation in the cases is objectionable to the practitioners serving 
originally as counsel, unless the latter are relieved from re- 
sponsibility in the cases. If this course is taken, other counsel 
may come into the cases. 

If the practitioners who are associated jointly in a case 
cannot agree as to a matter of vital interest to their clients, 
this conflict of opinion should be stated frankly by the prac- 
titioners to the client, and he should be allowed to make his 
own final determination of the matter in issue. This decision 
should be accepted by the practitioners involved unless the 
nature of the differences makes it impracticable for the prac- 
titioners whose judgment has been overruled to cooperate effec- 
tively. In this case, it is the duty of the latter to ask to be 
relieved from responsibility in the further conduct of the case.” 

Practitioners are cautioned against fixing charges for their 
advice and services which either overestimate their value or 
underestimate their worth. The ability of clients to pay for 
the services cannot be used as justification for charges in excess 
of their value. Their inability to pay for the fair value of the 
services may require lower charges or even no charge at all.” 

In any event, practitioners should not accept any compensa- 
tion in any form, including rebates, commissions or other ad- 
vantages, from parties in any proceedings, other than their 
clients, without their full knowledge and consent after dis- 
closure by the practitioners of the facts.% 

Only such contingent fees as are sanctioned by law are 
permitted to be accepted. In no case, excepting charity cases, 
should the fees be contingent entirely on the success of the 
litigation.” 

A canon forbids practitioners from acquiring any financial 
interest in the subject matter of the litigation they are conduct- 
ing by purchase or otherwise.” 

Another canon cautions practitioners against agreeing with 
their clients that the practitioners shall pay or bear the ex- 
penses of litigation, although permitting them, in good faith, to 
advance the money necessary to defray expenses as a matter 
of convenience. In such cases, the practitioners’ advances are 
subject to reimbursement by the clients.” 

_ The fiduciary relationship between practitioners and their 
clients is covered by another canon which provides that money 
or other trust property of clients which comes into the posses- 
sion of practitioners should be reported promptly to the clients 
by the practitioners. Such money or property should be kept 
separate from the practitioners’ own funds or property except 
with the knowledge and consent of the clients, and not com- 
—s with the practitioners’ private property, or used by 

em. 

The relationship of practitioner and client is a highly con- 
fidential, professional relationship of mutual confidence and 
trust. The duty of practitioners to protect and preserve their 
clients’ confidence obtained in the course of employment out- 
lasts the period of employment. This duty extends not only to 
practitioners but to their employees as well. Neither practi- 
tioners nor their employees should accept employment which 
involves any disclosure or use of the confidences of clients, 
either for the private advantage of the practitioners or their 
employees, or to the disadvantage of the clients, without the 
knowledge and consent of the clients. This obligation is binding 
even when there are additional available sources of information 
on the subjects. Practitioners are cautioned not to continue 
employment when they discover that the obligation to preserve 
clients’ confidences prevents the performance of their full duty 
to their former employees or to their new clients. 


If practitioners are accused falsely by their clients, they 
are not precluded from disclosing the truth in answering the 
false accusation. It is specifically stated that the announced 
intention of a client to commit a crime is not such a confidence 
as a practitioner is bound to respect. He may, without violation 
of the canon, divulge information to the proper authorities so as 
to prevent the commission of the criminal act or to protect 
those against whom the act is threatened.” 


(35) Ibid. 

(46) Canon 10. 
(7) Canon 14. 
(@s) Canon 15. 
(#9) Canon 16. 
(2) Canon 19. 
(71) Canon 20. 
(22) Canon 22. 
(77) Canon 41. 
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Practitioners owe the highest degree of zeal to their clients 
consistent with honor and justice, but a practitioner is respon- 
sible to his own conscience and not to the conscience of his 
client. 

One of the most emphatically worded canons states that 
practitioners owe their entire devotion to the interests of their 
clients. They are under obligation to exert “warm zeal in the 
maintenance and defense’”’ of their clients’ rights, and to exer- 
cise their ‘utmost learning and ability” on their behalf. They 
are charged with the responsibility that nothing shall be taken 
or be withheld from their clients “save by the rules of law, 
legally applied.” The canon states that “no fear of the dis- 
favor of the Commission or public unpopularity should re- 
strain” practitioners from the “full discharge” of their duties 
to their clients, who are entitled to “any and every remedy 
and defense authorized by the law of the land.’ Clients have 
the right to expect that their counsel shall assert every such 
remedy or defense. 

This great responsibility and trust must, however, be per- 
formed “within and not without the bounds of the law.” The 
admission of practitioners to the bar of the Commission, which 
gives them the privilege of appearing before the Commission to 
represent others in litigation, does not permit ‘‘much less does 
it demand” of practitioners on behalf of their clients, that they 
violate the law or to commit “any manner of fraud or chicane.” 
The canon states: 


Nothing will operate more certainly to create or foster popular 
prejudice against practitioners as a class, and deprive them of that 
full measure of public esteem and confidence which belongs to the 
proper discharge of their duties than does the false claim, often set 
up by the unscrupulous in defense of questionable transactions, that 
it is the duty of the practitioner to do whatever may enable him to 
win his client’s case.*4 


Practitioners also owe to their clients their best and most 
earnest efforts to restrain their clients from doing things which 
the practitioners ought not to do. This has particular reference 
to conduct toward the Commission, toward witnesses and other 
litigants before the Interstate Commerce Commission. The code 
of ethics advises that practitioners sever their connection with 
their clients, if the clients persist in improper conduct or wrong- 
doing.” 

The code of ethics counsels practitioners to avoid contro- 
versies with regard to the payment of fees insofar as this course 
of action is compatible with self-respect and with the practi- 
tioners’ “right to receive reasonable recompense for services.” 
Suits at law against clients should be resorted to by uncom- 
pensated practitioners only when such action is necessary ‘‘to 
prevent injustice, imposition or fraud.” 

The code provides that, when practitioners discover that 
some fraud or deception has been practiced, either on the Com- 
mission or on a party to a proceeding which has unjustly im- 
posed on either the Commission or the party, they should en- 
deavor to rectify it. This should be done: 


1. By advising their clients to forego any advantage thus unjustly 
gained. 

2. By promptly informing the unjust party or his counsel, if the 
client refuses to take the first course of action, so that appropriate 


steps may be taken to rectify the effects of the imposition or decep- 
tion. 


Relationship With Other Counsel 


Practitioners owe each other the duty of mutual respect. 
The litigants are the clients and not their representatives—the 
practitioners. The code of ethics cautions practitioners that, 
whatever ill-will or bad-feeling there may be among their 
clients, practitioners should not allow these matters to influence 
their “conduct or demeanor toward each other” or toward other 
parties in the proceedings. A canon counsels that “all personal- 
ities between practitioners should be scrupulously avoided,” 
and that “it is indecent to allude to the personal history or the 
personal peculiarities or idiosyncracies of practitioners on the 
other side” in the trial of cases before the Commission. It pro- 
vides that the statements of counsel should be addressed to the 
Commission or its officers presiding at trials of cases and not 
to opposing counsel or litigants. It says that personal colloquies 
between practitioners which cause delay and promote unseemly 
wrangling should also be avoided.* In short, every effort con- 
sistent with self-respect and honor should be made by practi- 
Uoners as gentlemen and officers of the Commission to avoid 
ill-feeling and personalities between advocates. 

The code of ethics also instructs practitioners that the con- 
duct between them should be characterized by candor and fair- 
hess. It is especially important in procedure before the Com- 





(*) Canon 23. 
) Canon 24, 
) Canon 18. 
(7) Canon 37. 
(*) Canon 25. 
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mission as an administrative tribunal that this conduct be ob- 
served, because “the non-technical character and liberality of 
the Commission’s practice calls for scrupulous observance of the 
principles of fair dealing and just consideration of the rights of 
others.” 

The code states that it is not candid or fair for a practi- 
tioner knowingly to misstate or misquote 1. the contents of a 
paper, 2. the testimony of a witness, 3. the language or the 
argument of opposing counsel, or, 4. the language or effect of a 
decision or a text book. Likewise, it is unfair and lacking in 
candor for a practitioner, knowing of its invalidity, to: 


1. Cite as authority a decision which has been overruled or other- 
wise impaired as a precedent. 


2. Cite as authority a statute which has been repealed. 


3. Assert as a fact, in argument, a thing which has not been 
proved. 


4. Mislead his opponent by concealing or withholding positions 
in his opening argument upon which his side then intends to rely. 


The code states that it is dishonorable to deal other than 
candidly with facts, 1. in taking the statements of witnesses; 
2. in drawing affidavits or other documents, and, 3. in the pres- 
entation of causes. 

It provides also that practitioners should not offer evidence 
which they know the Commission should reject in order to get 
the evidence before the Commission by argument for its admis- 
sibility. They should not offer arguments on points not properly 
calling for determination. They should not introduce in an 
argument “statements intended to influence the by-standers.” 

The canon provides, in conclusion, that “these and all kin- 
dred practices are unethical and unworthy of practitioners.” 

Negotiations with opposing parties are forbidden by the 
code of ethics. A canon warns that practitioners should not 
communicate in any way with parties represented by counsel 
on subjects in controversy, except on express agreement of 
counsel. It is emphatic on the point that practitioners should 
not undertake to negotiate or to compromise matters with op- 
posing parties. All dealings with opposing parties by practi- 
tioners on the other side should be with the counsel of the 
opposing parties and not with the parties. 

In like manner, it is stated by the canon that it is incumbent 
on practitioners most particularly to avoid “anything that may 
tend to mislead a party not represented by counsel.” Practi- 
tioners should not undertake to advise parties not represented 
by counsel as to the law.” 

The division or sharing of fees for service by practitioners 
is improper except among members of the bar or other prac- 
titioners. The division of the fees should be based on an equit- 
able division of services or responsibility among the practition- 
ers. The canon states that it is unethical for practitioners to 
retain those who are not practitioners, or laymen, to solicit 
employment for practitioners in pending or prospective cases 
before the Commission, and to reward these “business-getters” 
by a division of fees. It states emphatically that “such a prac- 
tice cannot be too severely condemned.”™ 

The code of ethics condemns the taking by practitioners of 
technical advantage of opposing counsel. The canon covering 
this, counsels practitioners not to ignore known customs or 
practices of the Commission, even when the law permits such 
course of action, without giving fair and timely notice to op- 
posing counsel. The canon suggests that important agreements 
affecting the rights of their respective clients should be reduced 
to writing by opposing practitioners insofar as such action is 
possible. It cautions, however, that it is dishonorable for prac- 
titioners to avoid performance of agreements which have been 
made fairly among them solely because they have not been 
made in writing.” 

Practitioners and not their clients must be allowed to judge 
and control the incidents of the trial of the proceedings before 
the Commission. This applies to all incidental matters which 
do not affect the merits of the case or work substantial prejudice 
to the rights of the clients. The canon which states this rule 
mentions, as matters which the practitioners should be allowed 
to control, such things as: 


1. Forcing opposing practitioners to trial when they are under 
affliction or bereavement. 

2. Forcing the trial on a particular day, to the injury of opposing 
practitioners, when no harm would result from trial at a different time. 

3. Agreeing with opposing counsel with respect to extension of 
time, and similar incidental matters. 


No client has the right to demand that his counsel “shall 
be illiberal” with respect to such matters or “do anything there- 


(79) Canon 29. 

(*) Canon 13. 

(#1) Canon 17, and Interpretation by Informal Opinion of Committee 
on Professional Ethics and Grievances, Association of I. C. C. Prac- 
titioners, code of ethics, p. 19. 

() Canon 31. 
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in repugnant to the practitioner’s sense of honor and pro- 
priety.” “ 


Advertising and Professional Conduct 


The means by which professional men may ethically call 
attention to the availability of their services, without transcend- 
ing the bounds of their professional ethics, is a difficult question 
for all such groups, and the Commission practitioners are not 
an exception to this. The Practitioners’ code of ethics states that 
the “most worthy and effective advertisement possible is the 
establishment of a well-merited reputation for capacity and 
trust.” It observes truly that this reputation cannot be forced 
but must “‘be the outcome of character and conduct.” 

The cannon provides that the publication or circulation of 
“ordinary sample business cards’ is not unethical or improper. 
The practice is one sanctioned by personal taste, local custom, 
and, sometimes, by convenience. It cautions, however, that 
the solicitation of clientele by circulars, advertisements, personal 
communications or interviews “‘not warranted by personal rela- 
tions,” is unethical. It states, moreover, that it is unethical 
to attempt to procure employment or business by indirection 
through touters of any kind. It cites specifically that ‘indirect 
advertisement for employment, by furnishing or inspiring news- 
paper comments concerning causes in which the practitioner has 
been or is engaged, or concerning the manner of their conduct, 
the magnitude of the interests involved, the importance of the 
practitioner’s position, and all other like self-laudation, lower 
the tone of the calling and are intolerable.” * 

The code of ethics cautions that the “simple professional 
cards” previously referred to, in order to be within the bounds 
of propriety, may contain only statements of the names of the 
practitioners and of their associates in professional practice, 
their occupations, professional office addresses, telephone num- 
bers, and the special branches of practice before the Commis- 
sion in which they specialize. These cards, under the code of 
ethics, may be inserted in reputable lists. They may also give 
authorized references or the names of the practitioners’ clients 
with the permission of the clients.” 


The canons governing advertising and the publication of 
business cards or lists have been considered several times by 
the committee on professional ethics and grievances of the 
Association of Interstate Commerce Commission Practitioners, 
because of the conflict between .this canon and Canon 43 of 
the American Bar Association. Several informal opinions have 
been handed down by the committee in which it expressed un- 
willingness to recommend disapproval of the publication by 
non-lawyer practitioners of professional cards which conform 
to the canon discussed above.” This canon and these opinions 
do not relieve lawyer practitioners of their responsibilities under 
the canon of the American Bar Association. 


The committee on grievances of the Association of Inter- 
state Commerce Commission Practitioners, in informal opinions, 
has expressed disapproval of letters inviting conferences and 
interviews with the obvious view of seeking employment of the 
writer in rendering services in connection with the work of 
motor carriers before the Commission, and the issuance of laud- 
atory literature concerning the services of a practitioner by an 
outside agency with which the practitioner was affiliated.” 


The “General Rules of Practice Before the Interstate Com- 
merce Commission,” provide that corporations or firms of prac- 
titioners are not admitted to practice and that the practitioners 
must be recognized and appear personally and individually and 
not as members of partnerships.” Partners for the conduct of 
practice before the Commission are very usual. They are not 
condemned by the practitioners’ code of ethics. The canon ap- 
plicable to this matter cautions that care should be exercised 


by practitioners in organizing and operating such partnerships 
that: 


1. Local laws are not violated. 

2. Care is taken to ensure the use of a ‘‘misleading name or 
representation which would create a false impression as to the position 
or privileges of a member who is not locally admitted to practice or 
who is not duly authorized to practice, and as such amenable to 
discipline.”’ 

3. No person is held out as a practitioner who is not admitted to 
practice before the Commission. 

4. No practitioner who is not admitted to practice in the courts 
is held out in such a way as to give the impression that he is admitted 
to the bar. 

(*) Canon 30. 

(**) Canon 32. 

(*) Canon 33. 

(*) Ibid, and Committee on Professional Ethics and Grievances, 
Assn. I. C. C. Practitioners, Informal Opinion No. 2, (4-21°32); Recon- 
sidered (9-8-39). 

(**) Commission on Professional Ethics and Grievances, Assn. of 


I. C. C. Practitioners, Informal Opinion No. 3, (10-23-35); and Inter- 
pretation of Canon 32. 


(**) General Rules of Practice, Rule 7. 


TRAFFIC WORLD 


5. No false, assumed or trade name is used so as to disguise the 


identity of the practitioner or the fact of his partnership. 

6. Care is taken that no imposition or deception be practiced 
through the continued use of the names of deceased or former part- 
ners, the use of whose names may be permissible by local custom. 

7. The name of a member of the partnership who has become a 
member or employee of the Commission is not retained in the firm 
name, because the retention of his name might ‘‘give color to the 
impression’ that there was an ‘‘improper relation or influence’’ con- 
tinued or possessed by the firm. 


This canon, however, expressly does not inhibit the prac- 
tioner from acting for “merchantable, manufacturing or other 
commercial institutions in the capacity of counsel or advisor.” * 

The responsibilities and qualifications of practitioners are 
individual. They are cautioned to avoid all relationships with 
individuals or corporations which might tend to direct the per- 
formance of their duties in the interest of lay intermediaries, 
which would contrive or exploit the practitioners’ services and 
intervene between clients and practitioners. The relations and 
responsibilities of practitioners and their clients should be per- 
sonal and direct. 


Practitioners may, consonant with this canon, be employed 
by organizations which are authorized by law to be parties to 
proceedings before the Commission. These organizations in- 
clude associations, clubs, trade associations and other bodies. 
Practitioners may render professional services to such organ- 
izations in connection with proceedings in any matter in which 
the organizations are interested. The employment should in- 
clude, however, rendering only such services to members of 
the organizations, in respect to the individual affairs of the 
members, as are “consistent with the free and untrammeled 
performance” of the practitioners’ duties to the Commission.” 


This canon must be read in the light of Canon 17 which 
governs the division of fees and forbids their division with 
laymen. The two are not in conflict. 


One of the serious offenses of attorneys, indictable under 
common law, is that of stirring of strife or litigation. The 
code of ethics of the Association of Interstate Commerce Com- 
mission Practitioners declares it to be unethical for practitioners 
to volunteer advice that proceedings be brought before the 
Commission, except upon certain circumstances. It makes the 
exception referred to only in rare cases where “ties of blood, 
relationship or trust” make it the duty of the practitioners to 
take such action. 


The canon declares that it is disreputable for practitioners 
to search out defects or other causes of action and disclose 
them to others in order to be employed to bring the complaints 
before the Commission. It also condemns as unethical the 
breeding of litigation by seeking out those who have claims 
for damage or other grounds on which action may be brought 
in order to get these persons as clients. It also condemns the 
employment of agents or “runners” for the purpose of seeking 
to step up litigation. It forbids the payment, directly or indi- 
rectly, of rewards to persons who bring or influence the bring- 
ing of persons having cases to the practitioners’ offices to seek 
their services. These “business bringers” are sometimes aptly 
referred to as “bird dogs’ in other fields. 

The canon requires that practitioners should not bring a 
complaint before the Commission except with the “distinct 
knowledge and specific consent” of the client in each particular 
case. 

It states, moreover, that ‘‘a duty to the public and to the 
Association devolves upon every member having knowledge of 
such practices upon the part of any practitioner, immediately 
to inform thereof to the end that the offender may be disci- 
plined or disbarred.” * 

Practitioners are warned that they must decline to conduct 
any case or make any defense when they are convinced that 
the cause is intended merely to harass or injure opposing par- 
ties or “work oppression or wrong.” With these qualifications, 
it is not only the right but the duty of practitioners, having 
accepted retainers from their respective’ clients, to insist on 
having the judgment of the Commission on their clients’ claims. 
The appearance of practitioners in cases before the Commis- 
sion is deemed to be the equivalent to an assertion, on their 
honor, that, in their opinion, the clients’ cases are proper ones 
for determination by the Commission.” 

Practitioners, as professional men, have the right to de- 
cline employment. They are under no professional obligation 
to serve, either as advocate or in an advisory capacity, all 
prospective clients who may seek to retain their services. They 
must decide on their own responsibility the employment they 


(9) Canon 40. 
(*°) Canon 39, and see Interpretations of Canons 17 and 39, Commit 
tee on Professional Ethics and Grievances, Association of Interstate 
Commerce Commission Practitioners. 
(#4) Canon 34. 
(#7) Canon 35. 
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choose to accept, the cases they will accept to bring before the 
Commission for complainants, or defend or contest for defend- 
ants or respondents. 

Each individual practitioner must accept the responsibility 
for advising clients as to questionable transactions, for bringing 
questionable proceedings before the Commission, or for urging 
questionable defenses. He cannot escape his personal regsponsi- 
bility by urging as excuse for his actions that he is following 
his client’s instructions, or that he is bound by having accepted 
a stated retainer to handle his client’s business, or that he is 
in the regular employ of his client, and, therefore, bound to 
present all of his client’s cases, good or bad.” 

The code of ethics places upon practitioners the duty of 
treating adverse witnesses and other litigants or suitors with 
“fairness and due consideration.” They are cautioned not to 
“minister to the malevolence or prejudice” of their clients in 
the trial or conduct of cases. This canon emphasizes, in an- 
other aspect of their relationship, that practitioners are inde- 
pendent professional men. Their clients are not the keepers 
of the practitioners’ consciences. Clients do not have the right 
to demand of their own counsel that they abuse or brow-beat 
opposing parties or witnesses or indulge in unpleasant or of- 
fensive personalities. Practitioners may not excuse the breach 
of this canon by pleading that their words or actions are what 
their clients would have said or done if they had acted on their 
own behalf.“ 


Practitioners must not undertake that the witnesses who 
appear on behalf of their clients shall be compensated on the 
basis of contingent fees conditioned on the success of the cases 
in which they are called. The canon which cautions against 
this type of contingent payment of witnesses also provides that 
if “the ascertainment of truth requires that a practitioner 
should seek information from one connected with or reputed 
to be biased in favor of an adverse party, he is not thereby 
deterred from seeking to ascertain the truth from such person 
in the interest of his client.” “ 


In the conduct of professional activities, practitioners may 
not make efforts, directly or indirectly, to encroach in any 
way on the business or practice of other practitioners. Such 
efforts are deemed unworthy of those ‘“who should be 
brethren.” It is the right of every practitioner, however, to 
give proper advice to those who seek relief against an “un- 
faithful or neglectful” practitioner. This must be done without 
fear or favor. This should be done after communication with 
the practitioner of whom complaint is made.“ The rules gov- 
erning the method of procedure used by the committee on pro- 
fessional ethics and grievances to which such matters should 
be referred are published in the code of ethics of the Associa- 
tion of Interstate Commerce Commission Practitioners.“ 

The code of ethics states the duty of practitioners, in the 
last analysis, in the following canon which sums up in general 
many of the particular provisions of other canons: 


No client, corporate or individual, however powerful, no cause, 
civil or political, however important, is entitled to receive, and no 
practitioner should render any service or advice involving disloyalty 
to the law or disrespect of its official ministers or corruption of any 
person or persons exercising a public office or employment or private 
trust, or deception or betrayal of the public. In rendering any such 
improper service or advice, the practitioner invites and merits stern 
and just condemnation. Correspondingly, he. advances the honor of 
his calling and the best interests of his client when he renders service 
or gives advice tending to impress upon the client and his undertaking 
exact compliance with the strictest principles of moral law. He must 
also observe and advise his client to observe the statute law, although 
until a statute shall have been construed and interpreted by competent 
adjudication, he is free and entitled to advise as to its validity and 
as to what he conscientiously believes to be its just meaning and 
extent. But above all he will find his highest honor in a deserved 
reputation for fidelity to private trust and to public duty, as an 
honest man and as a patriotic and loyal citizen.“ 


These are challenging words to sum up the high standards 
of honor and duty of no mean calling. 
_. Practitioners have a professional duty within their activ- 
ities with respect to the appointment of members of the Inter- 
State Commerce Commission. A canon states that it is the 
duty of practitioners, insofar as they attempt to advise the 
appointing and confirming officers of the government, the Presi- 
dent and the Senate, to endeavor to prevent any consideration 
from outweighing fitness in the selection of prospective mem- 
bers of the Commission.“ 


(*) Canon 36. 
(*) Canon 26. 

) Canon 21. 
(*) Canon 10. 


“) Code of Ethics, Assn. of I. C. C. Practitioners, March 15, 1944, 
Rules adopted by the Committee on Professional Ethics and Grievances, 


and .\pproved by the Executive Committee, Parts I, II and IIT. 
‘*') Canon 7, 


‘°) Canen 6. 
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Closely related to this duty is another obligation of prac- 
titioners who have themselves held public office or been in 
public service. The code of ethics cautions practitioners who 
have been employed by the government or who have held 
public office, after their leaving such service, but to accept 
employment as advocate or advisor in the same proceedings 
or in other proceedings where the facts are the same or sub- 
stantially the same as those invoked in specific questions which 
they investigated or passed on in a judicial or quasi-judicial 
capacity while they were in public office or employment. This 
canon applies even where other and different parties are con- 
cerned in the proceedings.” This cannon has been considered 
by the committee on professional ethics and grievances of the 
Association of Interstate Commerce Commission Practitioners. 
In the annual report for the 1937-38 this committee recom- 
mended a five-year limitation on the provisions of the canon. 
In a later interpretation of the committee, it makes no recom- 
mendation regarding the modification of the canon, stating in 
part that it doubts that a broad interpretation of the canon 
which would be very severe in its effects upon any former 
examiner of the Commission whose work embraced the con- 
sideration of many cases, ordinarily would be justified. The 
mere lapse of time is not “sufficient alone to remove in all 
cases the impropriety of a practitioner acting as an advocate 
on the ‘specific question’ which he had as a government em- 
ployee investigated or passed upon in a judicial or quasi-judicial 
capacity,” it says.” 
(©) Canon 40. 
(54) Interpretation of Canon No. 4. 





Administrative Precedure Bill 


H. R. 5237, the bill introduced by Representative Howard 
W. Smith, of Virginia, to improve the administration of justice 
by prescribing fair administrative procedure before regulatory 
bodies such as the Commission, would make mandatory many 
things that the Commission had “invented,” and would make 
more difficult some of the things it was doing, said a spokes- 
man for the Commission in commenting on the provisions of 
the bill (see Traffic World, Aug. 26). 

As to the principal proposals of the bill—providing for a 
hearing of the facts by independent commissioners or deputy 
commissioners, and making final the decision of the officer who 
heard the evidence in the absence of an appeal to the adminis- 
trative agency—it was pointed out that Commissioner Aitchi- 
son had commented at length on similar “monastic segration” 
provisions in hearings before a Senate subcommittee on pro- 
posed administrative procedure bills that were before Congress 
in 1941. He pointed out to the subcommittee that the Commis- 
sion had had the longest experience of any of the agencies in 
the use of examiners, and had invented the device of the 
examiner’s proposed report. As to the plan then before Con- 
gress, Commissioner Aitchison said that it could not give any 
more intellectual independence than the examiners of the Com- 
mission possessed, and that, as far as independence of hearing 
officers was concerned, all that any of the bills then sought 
had already been attained by the Commission without legisla- 
tive direction. 

Commissioner Aitchison told the subcommittee that it 
ought not to be necessary to “immure” hearing or deciding 
officers to insure their probity. Hearing and deciding officers 
of the agencies, he said, should be men of sufficient intelligence, 
probity, and backbone that they would comport themselves 
fairly and honorably, and efficiently perform the duties Con- 
gress had placed on them. He added that “they should not 
need and do not need a meticulous detailed Levitical code to 
keep them in the straight and narrow path. If they will not do 


so without such a code, their places should be filled by men 
who have a sense of honor.” 


As to the provision making final the report of the hearing 
officer, and allowing appeal to the administrative agency, it 
was pointed out that, in effect, those appearing before the Com- 
mission now enjoyed that procedure in that, following the pro- 
posed report of the examiner, and the filing of exceptions to the 
report, the decision was rendered by the Commission or one of 
its divisions with the report and the exceptions before it. 

There was no lack of publicity concerning the working 
rules of the Commission, it was pointed out, as they had been 
adopted after consultations with the practitioners before the 
Commission, were in the code of federal regulations and its 
supplements, and appeared in the Federal Register. It was 
also said that the present rules had been in effect for two years 
and that no change had been found necessary. 

In connection with the provisions of the bill as to rules of 
evidence, it was pointed out that rules 75 to 87, inclusive, of 
the Commission’s rules of practice, dealt with evidence. It was 
further pointed out that only a part of the Commission activi- 
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ties were hearings involving the need for such rules. The Com- 
mission might, for instance, decide to suspend a tariff on its 
own motion, in which case the tariff was the only “evidence” 

before it; or it might, on an informal protest, suspend a tariff, 
it was said. Attention was called to the statement of Commis- 
sioner Aitchison before the Senate subcommittee in which he 
pointed out that the proceedings in Ex Parte No. 115, and Ex 
Parte No. 123, had come before the Commission in the shape 
of applications by the rail carriers for waiver of certain tariff 
rules of the Commission, and for relief from the long-and-short- 
haul clause of the interstate commerce act. Hearings on these 
applications were proper, he said, in the exercise of sound dis- 
cretion, but that they were not “required by law,’ adding that 
the Commission could have granted the applications without 
hearing, if its discretion had inclined that way. 

The Commission spokesman also pointed out that, under 
Commission procedure, those appearing before it had an op- 
portunity to reach a settlement through “an adequate oppor- 
tunity for the informal submission and full consideration of 
facts, claims, argument, offers of.settlement, or proposals of 
adjustment,” as provided in H. R. 5237, by reason of the Com- 
mission’s informal docket. 


Victory Fleet Day 


“Victory Fleet Day, September 27, the third anniversary 
of the birth of the wartime merchant fleet, will be dedicated 
to the shipping companies of the United States that have main- 
tained the global lifeline of a nation at war,” said War Shipping 
Administrator Emory S. Land. 

“The War Shipping Administration has directed that this 
year’s celebration be in honor of the American flag lines’ suc- 
cessful accomplishment of the most complete and most dan- 
gerous transportation task in history. 

“Three years ago, on September 27, 1941, the first of the 
Liberty ships the Patrick Henry, was launched at Baltimore, 
Md., the forerunner of thousands of vessels under the United 
States Maritime Commission’s emergency building program. 
Today there are over 3,400 vessels—Liberty ships, tankers, the 
standard C-type vessels and other ships—under control of the 
War Shipping Administration and operated by the private ship- 
ping companies.” 

“Because of the broadly conceived merchant marine act 
of 1936, the United States had a maritime pattern established 
when the present war began,” a W. S. A. representative said. 
“Its ships were being ably operated by the privately owned 
American flag lines. It was this nucleus of experienced man- 
agement and seagoing personnel that enabled the lines to accept 
and fulfill the great task so suddenly thrust upon them by the 
war. Victory Fleet Day will serve to bring home to millions 
of Americans the significant fact that our enormous overseas 
merchant marine today is being operated not by the War Ship- 
ping Administration—which has only strategic control of ship- 
ping for the duration of the war—but by private steamship 
companies. 

“It speaks well for the efficient organization and mature 
experince of the established American shipping companies that 
they were able not only to land scores of trained executives 
to various government agencies, but could thereafter organize 
themselves to handle fleets of from two to four times peacetime 
size.” 


In 1943 there were 62,000,000 long tons of cargo moved 
out of the United States. W. S. A. said that in this great move- 
ment of goods to all parts of the earth, “despite the handicaps 
under which shipping companies were forced to operate full and 
by there has not been a single failure of shipment for any cause 
that could be ascribed to the operators, nor has there been an 
essential cargo left at the dock for lack of shipping space.” 

Commercial considerations, in the ordinary sense of the 
term, W. S. A. said, had been forgotten. Merchant shipping 
had become a branch of the armed services, though it retained 
its civilian status. As such, merchant ships and seamen had 
an essential part in the operations of the Allies, and so dan- 
gerous that personnel losses in 1942 and 1943 were propor- 
tionately higher than in the armed forces, and still were in 
mid-1944. 

“Victory Fleet Day,’ Admiral Lord said, “should remind 
America, that in 1941, as in 1917, this country was thrust into 
a war of transport for which it was largely unprepared; that 
in 1942 and 1943, despite disruption of the national economy 
and at vast expense—much greater than the peacetime mainte- 
nance of an adequate merchant marine—miracles of shipbuild- 
ing and ship operation were performed and disaster averted. 
Victory Fleet Day should bring home too the fact that a 
modern merchant marine is composed primarily of its shore 
and seagoing personnel, and secondarily of its ships. Further- 
more, that without experienced, capable management to oper- 
ate, man, provision and fuel our vessels and to supervise the 








TRAFFIC WORLD 


intricate and difficult loading and discharge of cargoes, the 
United States could not have made its total war effort effective. 

“Victory Fleet Day will accent the fact that when peace 
comes the shipping companies, having proved their ability to 
handle under the most adverse conditions the vast world-wide 
commerce of war, will be supremely well equipped to fulfill 
their part in their country’s greatly expanded postwar foreign 
trade. Then, for the first time in two generations, the United 
States may again bear witness, as it did in the glorious days 
of the clipper ships, to the truth of Admiral Alfred T. Mahan’s 
famous axioms: 


“*A nation’s seaborne trade is the lifeblood of its power, 
the assurer of its credit, the purveyor of its comfort.’ 


“Internationally considered, ships and cargoes are the na- 
tional wealth engaged in reproducing and multiplying itself to 
the intensification of the national power, and that by the most 
effective process.’ 


““Commercial enterprise is never so secure, nor so Uun- 
trammeled, as under its own flag.’”’ 


Compensation for Lost Ships 


Admiral Land, head of the War Shipping Administration 
and chairman of the Maritime Commission, has submitted to 
Chairman Bland of the House merchant marine committee a 
report on settlement of claims arising out of the loss, “by 
enemy action or marine peril,’ of 28 vessels requisitioned for 
use or title by the W. S. A. 

“We have made tenders of just compensation to the owners 
of these vessels, a total of 20 shipping companies,’ Admiral 
Land said. “As many of these tenders have been made in the 
course of the last few weeks, we do not have complete informa- 
tion at this time as to the number that will be accepted. How- 
ever, present indications are tHat a substantial majority of 
these tenders will meet with acceptance.” 

The names, owners and deadweight tonnages of the ves- 
sels and the “just compensation” determinations were sum- 
marized in a table attached to Admiral Land’s letter as follows: 


Dry cargo vessels: Depere, 5,175 tons, $338,648; Oduna, 5,100 tons, 
$342,418, and Tanana, 5,100 tons, $339,461, all built in 1920 and all 
owned by Alaska Steamship Co.; Lurline Burns, 3,790 tons, built in 
1918, owned by Burns Steamship Co., $213,110 plus allowance for 
loss due to delay in payment; Jane Christenson, 8,534 tons, built in 
1918, owned by Christenson Steamship Co., $583,180 plus allowance for 
delayed payment; Steel Exporter, 9,400 tons, built in 1920, owned by 
Isthmian Steamship Co., $704,771.41; Norindes, 4,391 tons built in 1920, 
owned by North Atlantic & Gulf Steamship Co., $244,094.57; San 
Clemente, 8,380 tons, built in 1919, owned by Pacific-Atlantic Steam- 
ship Co., $595,280 plus ‘‘delay’’ allowance; International, 4,320 tons, 
built in 1919, owned by Smith-Douglass Co., Inc., $236,018.78; Carib- 
queen, 4,210 tons, built in 1920, owned by 
$241,353 plus ‘‘delay’’ allowance; and Northern Sword, 4,360 tons, built 
in 1918, owned by Sword Line, Inc., $260,406 plus ‘‘delay’’ 

Tankers: W. M. Irish, 10,850 tons, built in 1918, owned by Atlantic 
Refining Co., $723,197 plus ‘‘delay’’ allowance; Pan Pennsylvania, 
18,900 tons, built in 1943, owned by National Bulk Carriers, Inc., 
$2,705,754.92; Hugenot, 11,06C tons, 
Oil Co., $699,890.62; Yankee Arrow, 13,330 tons, 
by Socony-Vacuum Oil Co., $822,711 plus ‘‘delay’’ allowance; District 
of Columbia, 10,935 tons, built in 1921, $767,042 plus ‘‘delay’’ allow- 
ance; J. C. Fitzsimmons, 9,886 tons, built in 1918, $696,506 plus ‘‘delay” 
allowance; S. C. T. Dodd, 10,434 tons, built in 1920, $638,836 plus ‘‘delay” 
allowance, all owned by Standard Oil Co. of California; Esso Harris- 
burg, 16,585 tons, built in 1942, $2,326,804, and Esso Williamsburg, 
17,950 tons, built in 1941, $2,553,682.91, both owned by Standard Oil Co., 
of New Jersey; Texas, 9,830 tons, built in 1916, owned by The Texas 

0., $622,055 plus ‘‘delay’’ allowance; Gurney E. Newlin, 12,730 tons, 
built in 1942, $2,175,000; La Purisima, 7,903 tons, built in 1921, $489,- 


built in 1921, owned 


499.85, and Utacarbon, 10,780 tons, built in 1920, $737,785.11, all owned 


by Union Oil Co. of California. 

Chauncey Depew, passenger steamer, built in 1913, owned by 
Hudson River Day Line, $101,000; De Witt Clinton, river excursion 
boat, built in 1913, owned by Hudson River Day Line, $305,000; Brazil, 
suction sand dredge, built in 1890, owned by Illinois Shipping & Dredge 
Co., $40,000 plus ‘‘delay’’ allowance; San Diego, steam lumber schooner, 
built in 1918, owned by Irwin & Lyons, $45,000. 





RAILWAY EXPRESS EMPLOYE NEWSPAPER 


The Railway Express Agency’s department of public re- 
lations has begun publication of a monthly newspaper, tenta- 
tively called “Railway Express Affairs,’ for agency employes. 
The first issue, that for September, is published in four pages 
of standard newspaper size, and contains news about the 
agency, about the employes, and of interest to them. It carries 
an announcement of a contest for selection of a new name 
for the newspaper, the entries to be submitted by September 30 
and the winning entrant to receive a prize of a $100 war bond. 
The first issue reports that more than 20,000 agency employes 
are serving in the armed forces and that the employes have 
donated about 12,000 pints of blood to the American Red Cross 
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THE OPEN FORUM 





A Department for the Discussion by Readers of THE TRAFFIC a 
of Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves in their signatures or in the body of their letters. 


Page Mr. Hoyle 


Editor the Traffic World: 

Referring to the Tidewater Field Warehouses, Inc., adver- 
tisement in the July 29, 1944, issue of the Traffic World, 
pages 264 and 265. In this advertisement they mention the 
fact “that an extra ace, extracted from the cuff of the pants 
or the sleeve of the kimono, will not work either.” Should we 
assume they are trying to. pull a “fast one” with their royal 
flush ? 

I believe I can see a “nigger in the woodpile.”’ 
king of spades or a king of diamonds? 

T. J. MceCormac, 
Rate Division, Regional Traffic Dept., 
Sears-Roebuck and Co. 
Philadelphia, Pa., Aug. 21, 1944. 


Is that a 


The Case of Commercial Minimums 
Editor the Traffic World: 


I am enclosing herewith a copy of a brief exploration of 
the subject of commercial minimums, recently developed in our 
group here. This subject seems to be of considerable interest 
to many shippers over the country, as well as the carriers: 


This is an exploration of an important feature of railroad trans- 
portation. It deals with minimum carload weights. A minimum 
carload weight is the lowest quantity that may be shipped at any one 
time in order to secure the application of the carload rate, as published 
by the railroads, to apply 6n such commodity or article. In ordinary 
practice most carload shipments exceed the minimum weight and such 
excess is charged for at the carload rate. On the other hand many 
carload shipments are less in weight than the minimum provided for 
such article but in that case the freight charges are assessed on the 
basis of the minimum weight at the carload rate. The minimum weight, 
together with the carload rate provides the least amount of revenue that 
is chargeable against the movement of any carload quantity of freight. 

With many commodities, such as coal, iron ore, sand and gravel, 
pig iron, etc., the question of commercial minimums is not involved. 
These commodities almost always are loaded to the full carrying 
capacity of the car. With manufactured articles, and with certain 
commodities that go direct to the retailer for final distribution, various 
factors in trade and commerce create, and some times justify, a 
desire for a smaller quantity to be shipped as a carload. This is the 
commercial minimum about which we are to inquire. The desire for 
lower minimums may spring from the condition of the retailer making 
it unprofitable or otherwise undesirable for him to be required to 
accept the larger quantity at one time. There are several reasons why 
this condition exists which will be explored later. The desire may 
also spring from the fact that heavier loadings of some commodities 
require unusually expensive packing on the part of the shipper to 
protect the articles in the lower part of the car from the overburden 
of the higher sections of the load. 

The normal desire of the railroads is naturally toward the higher 
minimums because that assures them of a higher revenue per unit of 
service, and consequently greater profits. There are instances where 
the shipper frequently is interested in higher commercial minimums 
because this requires his customers to make more substantial purchases. 
With some commodities, especially where the packing feature referred 


to above does not interfere, the shipper is likewise benefited by higher 
minimums. 


The Interstate Commerce Commission has long recognized these 
conditions in instances where they have been called upon to approve 
or prescribe proper carload rates and minimum weights. Rather early 
in the history of regulation of transportation in the Western Classifica- 
tion Case, 25 I. C. C. 542, it dealt with this subject in the following 
language: ; 

“The commercial minimum is a real thing, and established methods 
and customs governing business at any particular time should be given 
proper weight in establishment of minimum weights at that time.”’ 

Still earlier than this in two different cases it treated the subject 
in at out the same light: 


“Market conditions frequently dictate the quantity of a given com- 
modity a jobber may handle, but it is often to the shipper’s interest 
to have a high minimum with a low rate.’’ E. M. DuPre Company vs. 
B. R. & P. Ry., 23 1. C. C. 226. 
and ilso: 

Other conditions than physical possibility of loading, such as. the 
amount purchased by dealers have, and, perhaps, should influence the 


Mere names are not sufficient.) 





fixing of minimum weights.”’ 
W. tm. Bi. cc. 3. 

More recently we have indications of the Commission’s view on 
this question which appears to change but slightly the original con- 
ception of commercial minimums. In Wichita Chamber of Commerce 
vs. A. T. & S. F. Ry. 148 I. C. C. 645 it said: 

“It is in the interest of economical transportation that the minimum 
on carload freight be as high as the product can be safely and advan- 
tageously loaded, due regard being given to the requirements of the 
average shipper.’’ 

Even more recently in the case of Gibson Association vs. A. T. & 
S. .F. Ry. 203 I. C. C. 429 it said: 

“In fixing a reasonable minimum weight, the Commission must 
consider commercial needs of the industry as well as physical ability 
to load heavily. Present tendency of rate making is to give greater 
weight to commercial limitations on loading.’’ 

Perhaps one of the most recent pronouncements of the Commission 
with respect to this was in connection with their consideration of 
emergency charges of 1935 where at 208 I. C. C. 4, it said: 

“In recent years average carload weight of carload shipments of 
all commodities has shown a tendency to rise slightly from year to 
year.’”’ 

Apparently the last statement of the Commission will bear some 
rather critical analysis. It is well known that in recent years the 
advent of the motor truck, as a definite competitor in the field, has 
brought about many reductions in the minimum weights in connection 
with competitive carload rates on certain commodities which lend 
themselves readily to motor transportation. It may well be, however, 
that the normal tendency of the carriers, as well as shippers, in con- 
nection with those commodities which are not susceptible of increased 
damage due to heavy loading and principally such raw materials as 
have no tendency to develop undesirable inventories, may have in- 
creased minimum weights to more than offset those previously referred 
to. 

A very live question with respect to this issue now develops from 
the fact that in the recent efforts, both Governmental and otherwise, 
to use limited transportation facilities to the greatest possible efficiency 
has, for the emergency, temporarily eliminated commercial minimums 
entirely. The advantages of efficiency and lower cost operation from 
this heavier loading and more effective utilization of transportation 
equipment indicates the desirability of retaining all the advantages 
therefrom that will be consistent. 

On the other hand it may well be argued that the normal condi- 
tions in industry and commerce were absent or at least their influence 
was greatly minimized through the recent emergency, and that they 
will again weigh much more heavily in favor of lower minimums of 
some articles when the war conditions will have passed. Certainly it 
can be argued that we must be just as diligent to do all things possible 
that will work to the best interests of commerce and industry after 
the war as we did with respect to the generally different conditions 
brought on by the war emergency. 


Perhaps some pertinent observations in connection with this would 
be that with a rather substantial portion of the articles and commodi- 
ties handled by the railroads, the influence of commercial minimums is 
absent and with all such we should endeavor to continue the same 
heavy and efficient loadings that we have developed during the war. 
With respect to another group of commodities, the limitations of pack- 
ing to secure the greatest safety may dictate somewhat lower minimums 
than we secured in their loading when car conservation was the para- 
mount factor. At the same time with many of these commodities, the 
cost of packing itself, which naturally increases with its protective 
effectiveness will enter into, and limit, the practicability of heavy 
loading. In this category would doubtless fall the articles that were 
so necessary to the war effort that cost of their production, packaging 
and transportation were disregarded in our need to have them when 
and where we wanted them. In normal peace-time operations, of 
course, the slogan of ‘‘The most and quickest’’ will change to ‘“‘the 
cheapest and safest.’’ 


Another powerful influence with respect to certain commodities will 
be the fact that low inventories are conducive of economic retail dis- 
tribution. This flows from the fact that in the final analysis, the public 
pays the cost of everything including the maintenance of inventories. 
It may be argued that when stockpiles or inventories are maintained 
in the hands of the manufacturers or producers the gross volume is 
less than when they are maintained in the hands of the more numerous 
jobbers and retailers. It is also argued that with respect to the peace- 
time articles which frequently change in style and model, greater 
loss is occasioned when inventories are increased in the hands of the 
retailer and the final distributor. Not only is loss occasioned here 
through obsolesence but to a certain degree it retards the introduction 
of new and improved models. 

Another factor which will be prominent’ in the postwar era, and 
which will be an effective influence toward lower rather than higher 
commercial minimums, will be highway transportation competition. To 
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whatever extent, which will be great, the manufacturer or producer 
may distribute his product by his own motor facilities, the unit of 
sale will be inevitably borne downward. This private transportation 
always has been, and doubtless always will be, a substantial standard 
of performance for the motor carriers for hire. Motor competition of 
all types will again have much to do toward forcing the railroad car- 
riers’ carload minimums downward on such commodities as lend them- 
selves to motor transportation. 

It is also true that, with most all commodities which need com- 
mercial minimums, many shipments thereof can readily load heavier. 
It is not all of the receivers of any such commodity who face the 
conditions which require and justify commercial minimums. With 
some this need is not nearly so great as with others, and in such cases 
there is still an opportunity to induce heavy loading by certain means. 
One means being advocated in certain quarters is that of providing a 
varying scale, or grading upward, of minimum weights with corre- 
spondingly reduced carload rates. This would mean for instance, that 
where the rate might be 60c for a 40,000 pound minimum it would 
become 50c for a 60,000 pound minimum, and perhaps 40c for an 80,000 
pound minimum. This would take care of the receiver who would be 
more greatly inconvenienced by a high minimum than he would be 
by a somewhat higher rate; in other words the man who could not 
handle the greater quantity. It would also have the effect of inducing 
many other receivers to accept the heavier loading, which is always 
desirable, because with them the benefit of the somewhat lower rate 


would more than offset their disadvantage in receiving the greater - 


quantity. 

It seems apparent that there is no fixed or definite rule or solution 
that can be applied to this problem. After we have eliminated such 
commodities as will naturally load heavy, such as coal, ore, etc., then 
each of the remaining commodities must be carefully considered be- 
cause generally differing conditions obtain in connection with each. 
With some commodities doubtless the reduced rate inducement would 
have no effect, while with others a varying application of this plan 
would need to be applied to obtain the best results. It is obvious, 
however, that in peace-time, as well as war, efficient utilization of 
transportation facilities of all kinds will be important and will always 
pay dividends, both to the carriers and to the public. This will always 
present the urge toward higher carload minimums and will influence 
the placing of commercial minimums on the highest basis that will be 
consistent with all the conditions involved with each different com- 
modity. 

The answers to all the various questions involved in connection 
with this subject have not yet become apparent. With respect to 
some, experience alone will have to demonstrate them. With others 
serious and intelligent concentration of the best minds of informed 
transportation people, both in industry and among the carriers, will 
produce invaluable results. If this brief investigation of the subject 
shall have provoked some constructive thought on this question, it 
will have served its purpose. 


Herschel A. Hollopeter, 

Transportation Director, 

Indiana State Chamber of Commerce. 
Indianapolis, Ind., August 25, 1944. 





Maritime Unemployment Insurance 


Establishment of a system of unemployment insurance in 
the maritime industry is proposed in H. R. 5256, a bill intro- 
duced by Representative Jackson, of Washington. Maritime 
workers employed for not less than 90 days in the year preced- 
ing the year in which they become unemployed would be elig- 
ible, under provision of the bill, for unemployment benefits 
ranging from $2 a day for one without dependents to $3.25 a 
day for one with two or more dependents. 

Each employer subject to the bill would pay a contribution 
equal to 3 per cent of the compensation payable by him to em- 
ployes with respect to employment after December 31, 1944, 
and 6 per cent of the compensation payable by him to employes 
with respect to employment after June 30, 1944, and before 
January 1, 1945. The contributions would be collected by the 
Social Security Board. 


Prefacing the provisions of the bill are “findings of fact 
and declaration of policy,” including, among other things, the 
following: 


The Congress .. . finds that the costs of providing protection against 
the hazard of unemployment in industry, trade and transportation other 
than maritime transportation are borne by employers engaged in such 
activities. Employers in the maritime industry, on the other hand, 
although their business is in direct competition with other forms of 
transportation, bear no such costs. ... 

The Congress hereby declares its purpose by this act to inaugurate 
a system of unemployment insurance with respect to employment in the 
maritime industry as hereinafter defined, and to insure the safe opera- 
tion of that system until the permanent system shall have been inaugu- 
rated in order by such operation to protect the efficiency and morale of 
workers in the industry. It is the intent of the Congress that the pro- 
visions of this act shall operate (a) to afford as soon as practicable 
some protection against the hazard of unemployment to workers in the 
industry, and (b) to provide the necessary data upon which to construct 
a permanent system of unemployment insurance with respect to em- 
ployment in the maritime industry. ... 

The Congress further intends that not later than the second session 
of the Eightieth Congress a permanent system of unemployment insur- 








TRAFFIC WORLB 





ance with respect to unemployment in the maritime industry . . . shall 
be established and that at such time there shall be made available for 
the purposes of such unemployment-insurance system any reserves ac- 
cumulated in the maritime unemployment-insurance account herein 
established. 


Excluded from the provisions of the bill are: Commerce 
exclusively on rivers, inland lakes, the Great Lakes, or within 
a port; vessels used in the fishing industry; vessels of not more 
than ten net tons, and vessels engaged less than half the time 
in any calendar year in such activities as are subject to pro- 
visions of the bill. 

The definition of “employer” in the bill includes, “until 
the termination of title I of the first war powers act, 1941, the 
United States, through the War Shipping Administration, as the 
employer of officers and members of crews of vessels.” 

In House debate on S. 2051, the war mobilization and re- 
conversion bill of 1944, also referred to as “the George bill,” 
Representative Herter, of Massachusetts, observed that that 
bill-contained no provision for unemployment insurance for “a 
very large class of federal employes, the merchant seamen, 90 
per cent of whom are on the federal pay roll and 10 per cent 
on the pay roll of private charterers.’’ Chairman Bland, of the 
House merchant marine committee, said that the Speaker of 
the House and the House parliamentarian had insisted that the 
Jackson bill, H. R. 5256, be referred to the House ways and 
means committee, and said he hoped the latter committee would 
give consideration to the Jackson bill. 


W. S. A. ON BENEFITS FOR SEAMEN 


Admiral Land, administrator of the War Shipping Ad- 
ministration, in a letter addressed to Chairman Bland of the 
House merchant marine committee and made public by the 
W. S. A., has recommended enactment of legislation to provide 
benefits for merchant seamen “in recognition of their war serv- 
ice,” including hospitalization and medical care, education, em- 
ployment, readjustment allowances, provision for dependents 
of deceased seamen, disability payments, and burial honors. 

About 160,000 men now manned the merchant fleet, Ad- 
miral Land said. He stated that on this country’s entrance into 
the war there were about 55,000 officers and seamen in the 
offshore maritime industry, that, since then, over 100,000 men 
had been trained or recruited, “the majority of them between 
the ages of 16 and 26,” and that, “in the face of trials that 
have not been fully told, this small force of men has supplied 
and maintained the vital link between the millions engaged in 
production and the millions fighting all over the world.” He 
suggested provisions for continuing insurance benefits for de- 
pendents of deceased seamen, “comprehensive provision” for 
_all disability cases, and provision for adequate education for 
those who had “interrupted their normal educations” to enter 
merchant marine service. 


MAIL TO ITALY 


Postmaster General Walker has announced that interna- 
tional mail service has been resumed with the Province of 
Foggia, Italy. This province had an estimated population of 
518,000, said he, adding: 


For the time being, mail service will be confined to personal corre- 
spondence and no commercial, financial or business communications will 
be permitted. No checks, drafts, securities or currency may be sent. 
Likewise, registration, insurance, air mail, parcel post, and money order 
business are not presently available. When conditions warrant, personal 
support remittances will be authorized through announcements by the 
Treasury and War Departments. 

The weight limit of letters from the United States is two ounces 
and on those from Italy 40 grams. The mail is subject to censorship. 

On August 15 mail service was resumed between the United States 
and eight additional Italian provinces. They are Aquila, Campobasso, 
Chieti, Frosinone, Littoria, Pescara, Rome and Teramo. On July 12 
service was resumed with the City of Rome and Vatican City State. 
Service previously had been resumed with Sicily, Sardinia, and the 
Provinces of Bari, Brindisi, Catanzaro, Cosenza, Lecce, Matera, Potenza, 
Reggio Calabria, Salerno, Taranto, Naples, Avellino and Benevento. 


AMERICAN-HAWAIIAN MID-YEAR REPORT 


Operations of the American-Hawaiian Steamship Company 
in the six months ending June 30, 1944, resulted in a profit, 
before federal income and excess profits taxes, of $1,157,087, 
compared with $1,911,060 for the first six months of 1943, ac- 
cording to the company’s financial report covering the period. 
Provisions for taxes reduce the 1944 profit to $589,087, com- 
pared with $725,060 in the first six months of 1943, the report 
says. It says that the company’s financial position and profits 
“are subject to uncertainties relating particularly to compen- 
sation to be received for vessels under bareboat requisition and 
for lost and title requisitioned vessels, possible renegotiation 
of war contracts, and final determination of tax liabilities.” 
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Questions and Answers 


In this column will be answered questions of both legal and 
. practical nature that confront persons dealing with traffio. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
mot desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this calumn any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Transfer of Overloaded Cars 


New York.—Question: A lumber mill located at a point 
where no railroad scales were available, loaded a car of lumber 
which, when scaled, weighed considerably more than the carry- 
ing capacity of the car. The railroad took off part of the load, 
which weighed 24,500 Ib., but billed the consignee for this 
quantity at minimum carload weight of 36,000 pounds. Atten- 
tion is brought to the fact that the total weight of the original 
load was more than sufficient to make two carloads of minimum 
weight each. Would the consignee have redress in such a situa- 
tion, first, considering there were no scales at point of loading 
and second, the overall total weight would have been more than 
sufficient for two minimum carloads? 

Answer: In Memphis Freight Bureau vs. St. L. S. W. Ry. 
Co., 115 I. C. C. 409, the Commission held that a rule naming 
charges on overloaded cars and charges assessed. thereunder 
was not unreasonable or otherwise unlawful. The Commission 
in this case said: 


In American Licorice Co. vs. C. M. & St. P. Ry Co., 95 I. C. C. 525, 
the shipper attacked as unreasonable the failure of tariffs to impose 
upon the initial carrier the duty of directing the shipper’s attention to 
a tariff requirement that a certificate be made on bill of lading that 
packages used conform to the requirements of the classification rule. 
The fact that the bill of lading did not bear the certificate was not 
discovered until after the shipment arrived at destination. The pack- 
ages complied fully with the prescribed requirements. We found such 
failure not unreasonable and quoted from our report in Good-Hopkins 
Lumber Co. vs. G. N. Ry. Co., 51 I. C. C. 99, in which we said: 

“The law imposes upon shippers the duty of ascertaining the rates 
and conditions under which they ship, and noncompliance by a shipper 
with tariff rules affords no basis for a finding that the rate legally 
applicable ‘was or is unreasonable or unjustly discriminatory.’’ 

The carrier is obligated to furnish proper equipment for the safe 
transportation of goods which it holds itself out to carry. It is the 
corresponding duty of the shipper to load his goods properly for 
shipment and to observe carriers’ rules which have as their object 
the protection of such equipment. 


Delivery to Carrier—What Constitutes 


Massachusetts.—Question: I wonder if you have not gone 
far afield in your answer to North Dakota on page 1484 of the 
Traffic World, May 27, 1944. The question was: “What is the 
liability of a railroad where loss occurs by theft after business 
hours from an unfinished carload of freight loading on a public 
team track?” 


_ You refer to the Mark Owen case and state that in your 
opinion the principle applies to cars placed for loading. I sug- 
gest that you are quite in error. 


In the case cited, the liability of the carrier was based on 
a construction of certain language in the bill of lading which 
the Supreme Court said meant that the carrier was in pos- 
Session regardless of how much had been unloaded, with lia- 
bility as carrier during the period of free time. In the question 
put, however, there is nothing to indicate that the carrier had 
accepted the shipment partially loaded, issued a receipt or bill 
of lading, or assumed any jurisdiction over the shipment. The 
mere placing of a car for loading, whether on a private siding 
or in a bulk yard, without more, has not yet, so far as I know, 
_ held to constitute a delivery to and acceptance by the 

rier, 

Answer: As you state, it does not appear from the inquiry 
to which you refer that the carrier had accepted the shipment 
Partially loaded, issued a receipt or bill of lading or assumed 
Jurisdiction over the shipment, as in Wood Livestock vs. Oregon 
S. L. R. Co., 298 Pac. 371. 


587 


Therefore, our answer, as is indicated by former answers 
(see our answer to Virginia, on page 1448 of the Dec. 23, 1939, 
Traffic World, under the caption “Delivery to Carrier on Public 
Track—What Constitutes”), should be qualified to the extent 
of stating that, until there has been an assumption of jurisdic- 
tion over the shipment by the carrier, under present decisions 
of the courts the liability of a carrier as such, has not attached. 


Tariff Interpretation—Application of Less than Carload Rate 
to Carload Traffic 


With respect to our answer to Louisiana on page 462 of 
the August 14, 1944 issue of the Traffic World, under the cap- 
tion “Tariff Interpretation—Application of Rate Applicable on 
Less Than Carload Traffic,” see the reports of the Commission 
on Brown-Strauss Corporation vs. Alton R. Co., 219 I. C. C. 69 
and Little Rock Textile Co. vs. Missouri Pac. R. Co., 219 I. C. C. 
719. 


Tariff Interpretation—Application of Through L. C. L. Rate 
Versus Aggregate of Intermediate Commodity 
Cc. L. Shipment 


Our answer to Georgia, page 340, August 5, 1944, Traffic 
World, under the above caption, is to be qualified to the extent 
that the opinion expressed therein does not apply to the ratings 
on live stock, as shown in Item 26440 of the Consolidated 
Freight Classification, since specific provision is made in this 
item for carload rates, namely, the rates published in tariffs 
of individual carrier. 


Shortages and Overages 


Indiana.—Question: Please refer to your reply to Ken- 
tucky under the heading ‘“Overages—Disposal of,’ page 1724 
of the Traffic World for June 24, 1944. 

‘We have similar cases of overages and shortages with a 
mail order house. We will sign a bill of lading showing. re- 
ceipt of Pieces Nos. 1, 2, 3, 4, 5, 6, 7. At destination we find 
that we have pieces 1, 2, 4, 5, 6, 7, and an extra piece No. 8. 
At the same time we are short piece No. 3. While this un- 
doubtedly indicates poor checking at the time of receipt, we 
do not believe we should surrender piece number 8 and at the 
same time pay a claim for the loss of piece No. 3. 

Refer also to page 1660 of the Traffic World for June 17th. 
A “clear” receipt, either by the carrier or the consignee, is 
a mere piece of evidence. The fact that piece number 8 was 
delivered in place of piece number 3 would seem to be parole 
evidence to contradict the receipt portion of the bill of lading. 
We did in fact receive seven pieces, but not the correct seven 
pieces, and the shipper would be required to prove that piece 
number 3 had actually been shipped, and that the carrier had 
also come into possession of piece number 8 inadvertently. 

If such errors in checking were comparatively few, car- 
riers would pay the claims without question, but in dealing 
with the mail order house we mentioned, mistakes happen 
nearly as often as correct counts, and the customer will not 
cooperate to aid in correction. They demand surrender of all 
overages, and file claim for all shortages, making no allowances 
for offsetting in count of number of pieces. 

We do not contend that we can legally dispose of merchan- 
dise owned by the customer, but we believe we can demand 
proof of ownership and an accounting to offset overages and 
shortages. If we didn’t tell the consignee we had piece num- 
ber 8, they would never know. Refusal by the customer to 
cooperate in such cases costs them money, and sometimes they 
never even know. 

Answer: The fact that you receipted for pieces numbered 
1 to 7, inclusive, necessarily places the burden upon your 
company of showing that notwithstanding the receipt given 
therefor, piece number 3 was not received for transportation. 

The fact that your company received and transported piece 
number 8, although not receipted for, is evidence indicating 
that an error was made in the listing of pieces 1 to 7 in the 
bill of lading, and that piece number 8, instead of piece 
number 3, was delivered by the shipper to the carrier for 
transportation. 

Under such circumstances, there appears to be no basis 
for the filing of a claim by the shipper. 


Tax on Transportation—Valuation Charges 


Oklahoma.—Question: The Railway Express Agency, in 
computing the amount of tax, is including the valuation charge 
in connection with the transportation charge. As we have 
failed to find anything specific pertaining to the insurance item, 
where authority is granted to apply the 3% transportation tax 
on this particular item, we have taken exception to this charge 
as being included. We feel the valuation charge does not 
come under paragraph D, account there is no policy issued 
setting forth the amount of valuation or conditions pertaining 
thereto. We fully understand the conditions surrounding the 
item of valuation, therefore, no actual service or additional 
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expense is incurred. In other words, if the supplier or the 
receiver carried a blanket Marine Policy, the property trans- 
ported would still be covered in accordance with the Marine 
Policy. The 3% tax could not be applied, account the carrier 
would have no knowledge of the Marine Insurance. 

An expression: from you in regard to this matter will be 
appreciated. 

Answer: It has been determined that the established tariff 
rates of the Railway Express Agency, as authorized by the 
Interstate Commerce Commission, are based on both the weight 
and valuation of the property transported, the valuation charges 
being considered a part of the cost of transportation. There- 
fore, the total amount paid for such transportation, including 
the valuation charge, is subject to the tax imposed under 
section 3475 of the Code. The tax does not apply to amounts 
paid for insurance in connection with the transportation of 
property where such amounts are shown separately on the 
bill rendered to the person making the payment. 

The foregoing is an expression of the views of the Bureau 
of Internal Revenue on the situation outlined in your inquiry. 


Routing and Misrouting—Conflict Between Rate and Route 
Shown in Bill of Lading 


Ohio.—Question: A carload shipment moved from Cleve- 
land, Ohio to Burlington, Vermont. 

We are enclosing a copy of the bill of lading on which 
this carload shipment moved. The carrier out of Cleveland 
is endeavoring at this late date to collect the prepayment of 
charges on the 67c—4th class rate from Cleveland to Rutland 
and 3lc beyond Rutland to Burlington, Vermont, a total of 98c. 

The through 4th class rate from Cleveland to Burlington, 
Vermont, is 67c, which was the rate used by the carriers and 
paid by us at the time the shipment moved. 

They are now claiming that there is no route via the 
D. & H. and Rutland, Pennsylvania from Cleveland, as shown 
in the copy of the bill of lading. The correct rate was shown 
on the bill of lading and signed by the carrier, namely 67c 
from Cleveland to Burlington, Vt. 

It has always been my understanding that where there 
is a conflict between the through rate and the route as shown 
on the bill of lading the carrier is obliged to determine whether 
the shipper wants the through rate protected or the route as 
shown. The Pennsylvania do have a through route out of 
Cleveland via the Pennsylvania to Buffalo, New York Central 
from Buffalo to the Rutland Railroad, Rutland beyond to 
Burlington. 

Answer: If the rate shown in the bill of lading is appli- 
cable via a route other than that shown in the bill of lading, 
and the initial carrier is a party to this rate, there was a 
conflict in the bill of lading routing instructions making it the 
duty of the initial carrier’s agent to ascertain from the shipper 
before forwarding the shipment whether he desired that the 
instructions as to the rate or the route should govern. The 
carrier is responsible for any damage which may have resulted 
from the failure of its agent to follow this course. Brownell 
Improvement Co. vs. B. & O. C. T. R. Co., 85 I. C. C. 461. 

If the rate shown in the bill of lading is not applicable via 
any route to which the initial carrier is a party, and there is 
no route to which the initial carrier is a party via which a 
cheaper rate applies than that applicable via the route specified 
in the bill of lading, there was no obligation on the part of 
the initial carrier’s agent to advise the shipper that the rate 
could not be protected or to turn the shipment over to a com- 
petitor via whose line the rate shown in the bill of lading 
applies. McLean Lumber Co. vs. L. & N. R. Co., 22 I. C. C. 
349. 

If the rate shown in the bill of lading is not applicable via 
any route to which the initial carrier is a party, but a lower 
rate applied via another route to which the initial carrier is a 
party, it was the duty of the initial carrier to obtain further 
and definite instructions from the consignor, and if this duty 
was not performed, the initial carrier must protect the rate in 
effect over the cheapest route affording it a line haul. St. 
Louis Cooperage Co. vs. B. & O., 161 I. C. C. 258. 


Tariff Interpretation—Application of Rule 15 of Consolidated 
Classification—Pickup and Delivery Service 


Texas.—Question: In the Traffic World of July 15, 1944, 
on page 168, under the above caption, answer was made to 
“Ohio” which does not entirely agree with my interpretation 
of the tariff and I would appreciate an opinion. 

I agree that Rule 15, Section 1, paragraph B of Consoli- 
dated Freight Classification No. 16 specifically states that the 
rule as outlined is nonoperative on shipments which have been 
accorded pick up and delivery service. However, in this ter- 
ritory (S. W. L. and T.:‘C. F. B.) an exception is carried in 
the pick up and delivery tariffs which refers to the exception 
sheet covering and a charge is quoted to cover the service. 
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For example, W. T. L. Tariff 25-E, Agent Kipp’s I. C. C, 
A-3538, in Item 710 carries an exception to Rule 15. The pick 
up and delivery tariff, W. T. L. Tariff 336-I, Agent Kipp’s 
I. C. C. A-3473, Item 35 states that “if the carload rate is 
applied on a less carload shipment under the provisions of Item 
710 of W. T. L. Tariff No. 25-C....” The same condition is 
reflected in S. W. L. Tariff. 173-R, Agent Peel’s I. C. C. 4375 
in Item 380, which in turn is made reference to by Item 310-B 


‘in S. W. L. Tariff 88-H, Agent Peel’s I. C. C. 3455. 


I have no knowledge, of course, just what movement was 
involved from point “A” to point “C,”’ but should the move- 
ment have taken place within the scope of the tariffs men- 
tioned, do you not agree that the carload rate should have been 
assessed, subject to additional charges as quoted? 


Answer: We agree with you that on traffic which is gov- 
erned by the provisions of the exceptions tariffs to which you 
refer the carload rate is applicable, subject to the charges pro- 
vided in W. T. L. Tariff 336-I, Agent Kipp’s I. C. C. A-3473. 


Sales—Duty of Seller in Regard to Shipping at Lowest Charge 


Louisiana.—Question: We would like to submit the follow- 
ing question for your ruling: 


We purchased from a vendor in Dallas, Texas, under one 
purchase order, two hundred (200) work benches. The terms 
of sale were f. o. b. shipping point. The vendor issued one bill 
of lading for the entire shipment and the motor carrier signed 
the lading as a truckload movement. However, the carrier did 
not pick up the entire shipment in one calendar day but, for 
the convenience of the vendor, accepted it in part lots over a 
period of several weeks. For each portion of the shipment 
separate freight bills were rendered and we were obliged to 
pay charges at the less truckload rate, claiming that notwith- 
standing only one bill of lading was signed, the vendor did not 
tender the entire lot in one calendar day and, therefore, the 
shipments must be considered less than truckload shipments. 
Please furnish the benefit of any court decisions covering a 
situation of this kind. 


Answer: Notwithstanding the issuance of a single bill of 
lading, it appears that the goods moved in L. T. L. lots and not 
as a truckload lot, because of the sellers failure to deliver the 
goods to the carrier as a single shipment; that therefore the 
L. T. L. rate is properly assessable. Consolidation of Ship- 
ments by Freight Forwarders, 256 I. C. C. 305(319); Peanut 
Butter from Montgomery to Georgia, 22 M. C. C. 375. 

However, as between the seller and buyer, the question 
arises as to whether the seller in shipping the goods in L. T. L. 
lots lived up to his obligations under the sales contract. See, 
in that connection, our answer to Indiana, on page 242 of the 
July 26, 1941 Traffic World, under the above caption. 


Liability of Carrier For Concealed Loss or Damage 


New York.—Question: 
tation of the following questions: 


Shipments are made from our plant to a warehouse or ; 
terminal from which point they are redistributed. They are | 


packed at the plant and the packing is not opened or the 
product examined before it is reshipped from the terminal or 
warehouse. Concealed damage is noted at destination. What 
is the liability of the carrier from our warehouse or terminal 
to destination ? 


What is the liability of the carrier from the factory to 
the terminal point or warehouse? 


Answer: From a legal standpoint claims for concealed 
loss or damage are as valid as any other claim; the only dif- 
ference is that in case of concealed loss or damage it is more 
difficult to establish the proof necessary to prosecute the claim. 


In order to recover the value of goods lost or damaged under f 


circumstances which bring the case within the category of a 
concealed loss and damage, the plaintiff must prove by a pre- 
ponderance of evidence that the loss or damage occurred while 
the goods were in the carrier’s possession. 


If the shipper sustains the burden of proof resting upon 
him of showing delivery to the carrier in good condition and 
as to goods stored in your warehouse of proof that the damage 
did not occur while the shipment was in your warehouse, re- 
covery may be had unless the carrier can show that the damage 
resulted from a cause for the consequences of which it was not 
liable. 

The statement in the bill of lading that goods were received 
in apparent good condition is prima facie evidence only as t0 
that fact, and not that the goods were actually in good condi- 
tion at the time they were delivered to the carrier for trans- 
portation. That is, such a statement relates only to the external 
conditions, and does not make out a prima facie case against 
the carrier with reference to damage that is not apparent. The 
recital of good condition, or apparently good condition, does, 


We will appreciate your interpre- f 
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however, make out a prima facie case against the carrier that 
the goods were in apparently good condition so far as ordinary 
inspection without opening the package would disclose, the 
burden of proof being on the carrier to show that the goods 
were not in such apparently good condition when received by it 
for transportation. 

The decisions in the following cases in general show the 
character of evidence essential to a recovery in the event of 
concealed loss or damage. Shore vs. N. Y. N. H. & H. R. Co., 
121 Atl. 345; John Deere Plow Co. vs. American Express Co., 
223 S. W. 488; Canfield vs. B. & O., 75 N. Y. 144; Hirsch vs. 
Hudson River Line, 57 N. Y. S. 272; Baer vs. N. Y. C. & H. R. 
R., 144. NN. Y..S. 682; Silverman vs. C. C..C. -@ St. L.,. 157 
N. ¥. S. 856; Wallers vs. N. Y. C. & H. R. R. Co., 166 N. Y. S. 
1083; Openhym vs. Maine S. S. Co., 127 N. Y. S. 463; Miller vs. 
R. Co., 90 N. Y. 420; Thyll vs. R. Co., 84 N. Y. S. 175; Jean 
Garrison & Co. vs. Flagg, 90 N. Y. S. 289; Regan vs. N. Y. R. 
Co., 98 S. E. 860 (N. C. 1917); Edwin B. Simpson Co. vs. C. B. 
& Q., 164 N. Y. S. 68. 


Stopping for Partial Unloading—Delivery to Party Designated 
in Shipper’s Delivery Order 


Ohio.—Question: We recently made a carload shipment 
from point A to B with stopover at C. The car moved through 
on straight bill of lading, stopoff was accomplished and in addi- 
tion the through rate from origin point to destination was 
shown in the bill of lading. 


On arrival of the car at destination, same was sold on a 
sight draft account. The car was billed to ourselves. Therefore, 
since the car was to be delivered to a sight draft account, we 
made up our draft and attached to our draft a delivery order 
against the car. 


Simultaneously we addressed a letter to the local freight 
agent at destination giving him full details of the car enroute 
specifying it was consigned to ourselves and requesting him on 
arrival to notify our customer that the car had arrived, but not 
to deliver the car to this customer until the customer had sur- 
rendered to the carrier the original delivery order which was 
attached to our draft. 


The carrier refuses to honor instructions to protect delivery 
of the car against delivery order because the car while enroute 
was handled as a stopover to complete loading, stating that if 
they protected delivery of the car against delivery order they 
would assess local rates to and from stopover point, which inci- 
dentally was about 75 or 100 miles from the origin. 


The carrier claims the above under stop off tariff. 


We contend the stop off tariff does not control the turnover 
or delivery of car at destination, the same being subject to 
reconsigning or diversion tariff and that carriers are obligated 
to protect the through rate plus the stop off and deliver the car 
as requested. 


We cite this as an exact duplication, except for the nego- 
tiable instrument, as that of a stop off car which is moving on a 
straight bill of lading where after the stop off had been com- 
pleted the original bill of lading is surrendred for an order 
notify bill of lading which serves the same purpose as far as 
delivery is concerned. 


However, in our case, due to delay in mail and our being 
located two or three mailing days from the stop off point, it 
was felt the car could be more expediently handled with a 
delivery order. 

We would appreciate your advising if we or the carriers 
are correct. 

The nature of our business necessitates our covering up 
frequently the source of supply at the point of origin from the 
consignee. In view of which we always consign the cars to our- 
selves and write the agent at destination giving him proper 
delivery instructions together with notation that no papers are 
to be presented to the consignee or any information divulged 
with respect to the origin of the car. Can you advise what 
the penalty is for the carrier divulging this information and to 
What extent we could hold the carriers for not complying with 
our request to withhold such information? In other words, 
Just how far could we go to hold the carriers responsible should 
we suffer damage for such information being revealed? 

_Answer: Unless specifically provided to the contrary by 
tariff provision, we see no reason for refusing to deliver a 
shipment consigned to the shipper thereof to a party designated 
in a delivery order merely because the shipment has been 
Stopped in transit for partial loading or unloading. 


As to the matter of withholding knowledge of the origin’ 


of the goods from the party to whom the shipment is ordered 
delivered by the consignee, we are of opinion that the prin- 
Cipies of the finding of the Commission in Docket 5518, In the 
Maiter of Freight Bills, 38 I. C. C. 91, have like application to 
the present situation. 





Traffic Club Doings 





Items for thts column are solicited antl when they are sent and not 
published it is because they are inappropriate or not timely. Coptes 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are recetved too late to be 
of value. THE Trarric WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep use ade 
quately and promptly informed.—Hditor Tua Trarric Wort. 


Donald D. Conn, executive vice-president, Transportation 
Association of America, Chicago, spoke on “Coordination of 
Transportation Facilities” at a recent meeting of the Traffic 
Club of Fargo, N. D. L. H. Lamb, consul for Great Britain at 
St. Paul and Minneapolis, Minn., will speak at a meeting Sep- 
tember 13 on his experiences in England at the time of the 
Normandy invasion. 





The Fort Wayne, Ind., Transportation Club will hold its 
annual fall outing party at the South Shore Inn, Lake Wawa- 
see, September 14. There will be golfing and other sports. 
Dinner will be served. Monthly meetings will be held October 
26 and November 23. New chairmen of the standing commit- 
tees are: Auditing, R. J. Briggs, commercial agent, Keeshin 
Motor Express Company; banquet, S. L. Baer, freight agent, 
Nickel Plate Road; entertainment, T. E. Bell, traffic represen- 
tative, Nickel Plate Road; educational, M. B. Kyvik, traffic 
commissioner, Fort Wayne Traffic Bureau; membership, J. S. 
Andrew, U. S. Army; prize, K. W. Jackson, manager, United 
Trucking Service; reception, J. A. Curtin, traffic manager, Fort 
Wayne Corrugated Paper Company; sports, W. H. Gingher, 
manager, Norwalk Truck Lines. C. R. Frye, traffic representa- 
tive, Wabash Railroad, is general chairman of the various com- 
mittees. 





The women’s division of the Cincinnati Traffic Club has 
elected the following new officers: President, Mrs. Louis J. 
Menke; vice-president, Mrs. Philip Bauer; secretary, Mrs. C. S. 
Darling; treasurer, Mrs. E. A. Heberle. A luncheon and card 
party will be held at the Netherland Plaza Hotel September 11. 





Robert Culshaw, community relations representative, Cater- 
pillar Tractor Company, Peoria, Ill., will speak on “Human 
Rehabilitation” at a dinner meeting of the Transportation Club 
of Decatur, Ill., September 12. 





The Transportation Club of Atlanta, Ga., will hold a stag 
smoker and buffet dinner at the Ansley Hotel September 15. 
It will be held in lieu of the regular monthly luncheon. 





The Traffic Club of Chicago will hold its fourth and final 
golf outing of the season at the Medinah Country Club Sep- 
tember 12. L. C. Howe is chairman of the sports and pastimes 
committee. 





The nominating committee of the Raritan Traffic Club of 
New Brunswick, N. J., has nominated two slates of candidates 
for election to office. The election will be held September 12. 
Candidates on a “red ticket” include: For president, A. J. 
Kroll, traffic manager, Johns Manville Corporation, Manville, 
N. J.; vice-president, Alexander Markowitz, traffic manager, 
New York and New Brunswick Auto Express Company, High- 
land Park, N. J.; treasurer, E. J. Peterson, traffic manager, 
Heydon Chemical Company, Fords, N. J.; members, board of 
governors, R. Dameo, manager, Dameo Transportation Com- 
pany, Manville; C. Vosskuehler, traffic manager, Industrial 
Tape Corporation, New Brunswick, and C. Rossnagel, traveling 
freight agent, Newark, N. J. “Blue ticket” candidates include: 
For president, O. G. Perry, traffic manager, Philip Carey Com- 
pany, Perth Amboy, N. J.; vice-president, C. Paulson, repre- 
sentative, Universal Carloading and Distributing Company, 
Perth Amboy; treasurer, J. M. Hayes, traffic manager, Mack 
Manufacturing Company, New Brunswick; members, board of 
governors, J. G. Orr, traffic manager, Flako Products, Milltown, 
N. J.; A. Sanborn, traveling freight agent, Chesapeake and 
Ohio, New York, and A. W. Reid, president, Fast Freight Line, 
Bound Brook, N. J. The election meeting will be held at New 
Brunswick. There will be a program of entertainment. G. P. 
Van Fleet, chief clerk, traffic department, Johns Manville Cor- 
poration, is chairman of the nominating committee. Milton 
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Stoll, traffic manager, Smith and Solomon Trucking Company, 
is secretary of the club. 





The Charlotte, N. C., Traffic and Transportation Club will 
hold a ladies’ night dinner dance at the Charlotte Hotel Sep- 
tember 26. There will be a program of entertainment. Hugh 
R. Brown is chairman of the committee in charge. 





The Junior Traffic Club of Chicago will hold a father and 
son night meeting at the Hamilton Hotel September 7. The 
Catholic Youth Organization will put on a program of boxing 
and wrestling matches. Refreshments will be served. The 
annual fall dinner will be held October 5. 





The following corrections have been received in the list 
of traffic clubs published in the Traffic World August 19: 
Wyoming Valley, Pa., Traffic Club, W. A. Wheeler; president; 
Women’s Traffic Club of Metropolitan St. Louis, Helen K. Mar- 
tin, president, and Marie W. Kamuf, recording secretary. 





The following have been appointed chairmen of the stand- 
ing committees of the Women’s Traffic and Transportation Club 
of Baltimore: Education, Mrs. Katherine E. MacAlister, Shell 
Oil Company; entertainment and recreation, Elsie Keichen- 
meister, White Engineering Company; finance, R. Justine 
Brown, Curtis Bay Towing Company; house, Mrs. Pauline D. 
Phillips, Morgan Millwork Company; inspection trips and tours, 
Mary E. Clarke, George’s Transportation Company; member- 
ship, Mrs. Luvicia A. Andrew, Rheem Research Products, Inc.; 
personnel and attendance, Marie A. Twelbeck, Maryland Glass 
Corporation; program, Mrs.*Leah M. Briggeman, Frank L. 
Wight Distilling Company; publicity, Leila W. Davison, Mary- 
land and Pennsylvania Railroad; reception, Mrs. Eileen M. 
Boswell, Oles Envelope Company. Mary T. Rogers, Baltimore 
and Ohio, has been appointed editor of the monthly magazine, 
“Traffic Tips,” and Mrs. Ethel M. Stewart, M. Shaivitz and 
Sons, has been appointed historian. 





The Richmond, Va., Traffic Club held its annual golf outing 
at the Hermitage Golf Club August 25. Golf and other sports 
were played, and a buffet dinner was served, at which Julian 
Bulluck, president, presided. The educational committee will 
have charge at the next meeting, September 18. 


The Traffic Club of New Haven, Conn., and the women’s 
traffic club of the New Haven Chamber of Commerce will hold 
a joint fall dinner meeting at the Hotel Taft September 10. 
William H. Day, manager, transportation bureau, Boston Cham- 
ber of Commerce, general chairman of New England Shippers 
Advisory Board, and vice-president of the National Associa- 
tion of Shippers Advisory Boards, will speak on “The Benefits 
of Traffic Clubs to Industry.” There will be a program of 
entertainment. Ruth Lloyd heads the women’s club program 
committee, and J. B. Williams heads the program committee 
of the men’s club. 


1. ©. C. PRACTITIONERS 

The following have been admitted to practice before the 
Commission: 

Morton E. Anderson, Chicago, Ill.; Shirley P. Baker, Okla- 
homa City, Okla.; Charles W. Burkett, Jr., Berkeley, Calif.; 
Arthur B. Carton, Washington, D. C.; M. L. Cook, Galveston, 
Tex.; Joseph J. Corn, Newark, N. J.; Omar L. Crook, Washing- 
ton, D. C.; George E. DeMore, Syracuse, N. Y.; Ralph D. Elmer, 
New York, N. Y.; Samuel D. Finkelstein, Minneapolis, Minn.; 
Bernard M. Fitzgerald, Washington, D. C.; Harry E. Gantz, 
Alliance, Neb.; Peter J. Genovese, Pittsfield, Mass.; Clem B. 
Holding, Raleigh, N. C.; Frank Kesler, Oklahoma City, Okla.; 
Rufus H. Lawson, Oklahoma City, Okla.; Samuel H. Levine, 
Albany, N. Y.; George Nebolsine, New York, N. Y.; Haskell L. 
Nichols, Jackson, Mich.; Ewell C. Orme, Troy, Ala.; Thomas P. 
Pruitt, Hickory, N. C.; James V. Ramsdell, Tacoma, Wash.; 
Nathaniel Edward Rosenberg, Syracuse, N. Y.; Alfred Ross, 
Monticello, N. Y.; Nathan Lawrence Silberberg, Washington, 
D. C.; Ralph W. Slocum, Lincoln, Neb.; Jacob E. Smith, Sedalia, 
Mo.; Robert H. Walker, Keokuk, Ia.; and Joseph E. Webb, 
Athens, Ga. 





INDEPENDENT MOVERS ELECT 


The Independent Movers and Warehousemen’s Association, 
at its annual meeting in Chicago last week, elected the follow- 
ing officers: 

President, Robert W. Wilson, American Vanlines, Inc., 
Brooklyn, N. Y.; First vice-president, A. H. Stevens, Stevens 
Brothers Fireproof Warehouse, Saginaw, Mich.; vice-president, 
northeastern region, M. T. Sullivan, Salt City Movers and Stor- 
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age Company, Syracuse, N. Y.; vice-president, central region, 
E. H. Warren Company, Detroit, Mich.; vice-president, middie 
western region, H. Wolchansky, Security Storage and Van 
Company, Inc., New Orleans, La.; vice-president, far western 
region, V. Golden, Golden Transfer Company, Longmont, Coi.; 
treasurer, T. C. Shelburne, J. C. Shelburne Transfer and Stor- 
age Corporation, Richmond, Va.; secretary, G. W. Wieder- 
span, Ford Van Lines, Inc., Lincoln, Neb.; executive secretary, 
Clifton H. Luce, Washington, D. C.; counsel, Nathan E. Zelby, 
New York, N. Y. 

In an address, at the meeting, Mr. Zelby said that there 
would be a “positive trend towards monopoly and carteliza- 
tion” in this country after the war and that all small business, 
and particularly the independent moving and warehouse busi- 
ness, would have to work for the common good of the industry 
in order to preserve its identity. “There may come a time 
when the whole business of interstate transportation of house- 
hold goods will, by legislation, either in the nature of statute 
or administrative rules, be delegated to and become the exclu- 
sive property of a handful of large movers.” 

He urged the independent movers and warehousemen to 
build good will by improving service and by “continual studies 
of rates and charges” in order to prevent that eventuality. 


FRISCO’S TULSA-FORT WORTH SERVICE 


Through passenger service on the Frisco Lines between 
Tulsa, Okla., and Fort Worth, Texas, will be started September 
3, according to an announcement by Russel Coulter ,Frisco 
chief traffic officer. Pullman service between the two cities 
has been handled by the Frisco from Tulsa and Dallas, Texas, 
and by the Fort Worth and Denver City Railroad between 
Dallas and Fort Worth. Coach passenger have had to change 
cars. The new through service will include sleepers, air-condi- 
tioned reclining chair cars and a lounge-dining car. 


AWARDS FOR MERCHANT MARINE 


President Roosevelt has issued an executive order, author- 
izing the issuance of citations, plaques, a citation ribbon bar 
and a ‘merchant marine meritorious service medal.” The order 
provides that the meritorious service medal may be awarded 
to any master, officer or member of a crew of a United States 
ship or any foreign ship operated by or for the account of 
the Maritime Commission or the War Shipping Administration 
subsequent to September 8, 1939, “for conduct or service of a 
meritorious character but not of such an outstanding character 
as would warrant an award of the merchant marine distin- 


guished service medal established pursuant to the act of 
April 11, 1942.” 


RATES BETWEEN U. S. AND HAITI 


A reduction in the surcharge of berth freight rates in the 
trade between United States Atlantic and Gulf ports and 
Haiti was announced by the War Shipping Administration 
August 28. A surcharge of 50 per cent has been effective in 
this trade since May, 1942. The new surcharge will be only 
22 per cent, effective on sailings from last loading ports in 
either direction on and after next Friday, September 1. 
Berth freight rates apply to ordinary package and general cargo 
in contrast to cargo in bulk. 


W. S. A. CARGO WAR RISK RATES 


The War Shipping Administration’s division of wartime in- 
surance has issued its bulletin C-33, effective as of August 26, 
cancelling and replacing “all prior rate bulletins issued by War 
Shipping Administration with respect to shipments of cargo” and 
prescribing war risk insurance rates covering shipments of im- 
ported coffee, cocoa or cacao beans shipped by water from South 
American ports, and cresylic acid, shipped to the United States 
or its territories and possessions, and prescribing, also, addi- 
tional rates for covering of “standard optional endorsement 
No; 1.” 


NAMING OF LIBERTY SHIPS 


One of eight Liberty ships nearing completion at the New 
England Shipbuilding Corporation’s yard at South Portland, 
Me., will be named after the late Wilson B. Keene, who in the 
last war was in charge of the tug and barge department of 
the U. S. Shipping Board in Washington, the Maritime Com- 
mission has announced. In a brief biography of Mr. Keene, 
whose death occurred in 1935, the commission said that he 
served as vice president in charge of traffic of the Fleet Cor- 
poration for five years ended with 1925, and that in 1926 he 
became vice president in charge of freight and passenger traffic 
for tg Munson Line and remained in that position until his 
death. 
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For hard-to-handle commodities, General 
American has built tank cars with special pro- 


tective linings of nickel, stainless steel, rubber 
and lead. 


















General American engineers 
are ready now to consult 


with you—to plan new tank 








cars with every feature need- 
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Now here’s a car with a “silver lining.” It’s a 
General American tank car of the future. The 
“silver lining” represents all the new specialized 
coatings you may need to carry your postwar 
products—and that General American will pro- 
vide. You will have, then as now, definite ad- 
vantages through use of General American cars 


for safe, swre, low-cost transportation. 


me in- safely. Call or write our 


ist 26, 
y War 
o” and 
of im- 
South 
States 
- addi- 
sement 




















general offices—135 South 
LaSalle St., Chicago 90, Ill. 







e New 
rtland, 
in the 
lent of 


<< | GENERAL AMERICAN TRANSPORTATION 


2¢ Cor- 


926 he 

=> CORPORATION 

itil his 

Builders and Operators of Specialized Railroad Freight Cars %* Bulk Liquid Storage Terminals %* Pressure Vessels and other 


Welded Equipment * Aerocoach Motor Coaches * Process Equipment of all kinds * Fruit and Vegetable Precooling Service 





Personal Notes 


Elliott V. Vandercook, formerly with the Southern Pacific 
and consultant to short line railroads, has been appointed chief 
of the U. S. Railway Mission in Mexico, succeeding O. M. 
Stevens, effective September 1, according to an announcement 
made by the Office of Coordinator of Inter-American Affairs. 

Wayne A. Johnston has been appointed general manager 
for the Illinois Central at Chicago. F. R. Mays, formerly vice- 
president and general manager, will continue as vice-president. 

H. A. Baker has been appointed traffic manager at Spring- 
field, Mo., for the Frisco Lines. Wayne Murray has been ap- 
pointed traveling freight and passenger agent. 

Col. Andrew F. McIntyre, chief of the rail division, trans- 
portation corps, U. S. Army Service Forces, has been promoted 
to brigadier general. Formerly superintendent of passenger 
transportation fer the Pennsylvania Railroad, he entered army 
service in 1942 as a lieutenant colonel. He has served as chief 
of the movements division, transportation services, and as 
deputy director of operations of the corps. He was promoted 
to colonel in July, 1942. 

Captain Reed M. Titus, officer in charge of the Army-Navy 
freight consolidating station at Chicago, has been promoted 
to the rank of major by Col. Dan A. Hardt, sixth transporta- 
tion zone officer, U. S. Army, Chicago. 

Walter J. Hill has been appointed vice-president in charge 
of traffic for the Red Arrow Freight Lines at Houston. 

A. B. Kelley has been appointed western traffic agent at 
St. Louis for the Central of Georgia, succeeding W. J. Siegel, 
commercial agent, who died recently. R. A. Galbreath has been 
appointed assistant Florida freight agent at Miami, Fla. 

The Norfolk and Western has announced the following 
appointments: K. V. Conrad, general superintendent of trans- 
portation, Roanoke, Va., succeeding J. R. Talbott, who has 
resigned after 54 years of service with the company; C. P. 
Blair, superintendent of transportation, Roanoke; J. W. Kirk, 
superintendent, Scioto division, Portsmouth, O.; F. E. Taylor, 
superintendent, Shenandoah division, Roanoke; R. E. McGuire, 
assistant superintendent, Scioto division, Portsmouth; J. W. 
Sandridge, trainmaster, Shenandoah division, Roanoke. 

T. A. Feeney has been appointed agent for the Elgin, Joliet 
and Eastern at Joliet, Il. 

Walter Nagel has been appointed New York district sales 
manager for Pan American Airways, succeeding Donald Usher, 
who resigned to accept a commission in the U. S. Navy. 

Victor H. Petersen has been appointed special representa- 
tive, passenger traffic department, Rock Island Lines, at Chi- 
cago. 

B. L. Lindley has been appointed transportation inspector 
at Needles, Ariz., for the Santa Fe coast lines. 

R. J. Tyler has been appointed traffic manager for the 
Girdler corporation and Tube Turns, at Louisville, Ky., suc- 
ceeding Walter C. Newkirk, who resigned recently. 


C. N. King has been appointed director of the Interna- 
tional Harvester Company’s newly formed foreign operations 
department, which is headed by G. C. Hoyt, vice-president. 
A. M. Rode has been appointed director-general of European 
operations, and J. L. Camp has been appointed director-general 
of Latin American operations. In the motor truck division, 
W. K. Perkins has been appointed assistant manager of sales 
in-charge of national account and fleet sales. 


Directors of the Pullman-Standard Car Export Corpora- 
tion have elected Charles W. Wright president, succeeding 
C. A. Liddle, who will continue as a member of the board. 
Mr. Wright is also vice-president of the parent company, Pull- 
man-Standard Car Manufacturing Company in charge of war 
materials sales. 


Paul M. Bunting has been appointed director of public 
relations and development for the Cotton Belt Route at St. 
Louis, succeeding A. C. McKibbin, who retired after serving 
21 years with the company. H. W. Mason has been appointed 
assistant general freight agent at St. Louis, succeeding W. G. 
Degelow, recently appointed general merchandise agent. 





POST-WAR EDUCATION FOR SEAMEN 

Persons who have rendered honorable service on active sea 
duty as officers or members of the crew on U. S. vessels owned 
or operated by or chartered to the War Shipping Administration, 
for a period of not less than 90 days after September 16, 1940, 
and before the end of the present war, would be entitled to edu- 
cation and training to the extent provided in title II of the 
servicemen’s readjustment act of 1944 for persons who have 
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served in the active military or naval service, under provisions 
of S. 2109, introduced by Senator Thomas, of Utah. 


TECHNICAL BOOKS ON M. C. SHIPS 

Through use of a “captain’s technical library” now being 
placed on each merchant ship operated under the jurisdiction of 
the Maritime Commission, more efficient operation of the mer- 
chant marine is anticipated, says the commission. 

Each of these “libraries,” according to the commission, 
consists of 28 technical publications, designed to be of assistance 
to captains in wartime operation of merchant vessels and pro- 
viding ready reference on many important subjects affecting 
such ships. 


W. S. A. RATE ORDER 


The War Shipping Administration has issued its rate order 
No. 287, surcharge, trade between U. S. Atlantic and Gulf ports 
and Haiti, establishing September 1 a surcharge of 22 per cent 
on berth freight rates as shown in tariffs of the U. S. Atlantic 
& Gulf-Haiti Conference, except on iron and steel scrap on 
which no surcharge shall apply. The order cancels rate orders 
42 and 118. 


Digest of New Complaints 


No- 29175, Chas. Taylor Sons Co., Cincinnati, O., vs. B. & O. et al. 
Rates on “remnant” lots of imported crude aluminum silicate ore 
(sillimanite) shipped from New Orleans, La., Baltimore, Md., and 
New York, N. Y., over a considerable period of time, to Cincinnati, 
and Taylor, Ky., in violation of Section 1. Alleges defendants took 
position that service order No. 68 required collection of charges 
on basis of tariffe carload minimum weight regardless of fact 
that shipper had no control over loading at port, was not consulted 
as to equipment to be used, and had no opportunity to take action 
so that violation of the service order by defendants might have 
been avoided. Asks cease and desist order, that defendants be 
required to load future cars in conformity with service order 
No. 68, and waiver of collection of charges on past shipments based 
on weight not transported when weight was available. (R. A. 
Ellison, 306 Neave Bldg., Cincinnati 2, O.) 
. 29176, Colgate-Palmolive-Peet Co., Jersey City, N. J. vs. Alabama 
Great Southern, et al. 

Rates on petroleum jelly, in glass, in boxes, in less-than-carload 
shipments, from May 1, 1941, to December 31, 1943, from McKees- 
port, Pa., and Jersey City, N. J., to destinations in Alabama, 
Arkansas, Florida, Georgia, Kentucky, Louisiana, Maryland, Mis- 
sissippi, North Carolina, South Carolina, Tennessee, Virginia, and 
West Virginia, in violation of section 6. Asks cease and desist 
order, and reparation of $6,000. (L. V. Brandt, 1811 Prairie Ave., 
Chicago 16, Ill.) 

. 29177, Tonka Mills Co., Minneapolis, Minn. vs. New York Central, 
et al. 

Alleges that three shipments of oat feed, from Minneapolis to 
Newport, Vt., for milling and mixing or for reconsignment and/or 
storage, routed over a lake line not specified in the bill of lading, 
resulted in charges in violation of section 1. Asks reparation of 
$373.78. (F. V. Caesar, 1119 Flour Exchange, Minneapolis 15, Minn.) 

. 29178, Robert Berman and Ethel Berman, dba Berman Bros. Iron & 
Metal Co., Birmingham, Ala. vs. Alabama Great Southern, et al. 

Rates on twelve shipments of scrap lead, from Birmingham, Ala., 
to Chicago, Ill., between December 14, 1942, and June 22, 1944, in 
violations of sections 1, 3 and 6. Asks rates for future, and repara- 
tion of $2,519.94. (C. Eugene Fowler, 844 Martin Bldg., Birming- 
ham 3, Ala.) 

. 29179, Montana-Dakota Utilities Co., Minneapolis, Minn. vs. Santa 
Fe, et al. 

Alleges freight charges on carload shipments of liquefied petro- 
leum gas, from stations in Oklahoma and Texas to Crookston, Minn., 
and Valley City, N. D., since August 25, 1942, were in violation of 
section 1 because based on estimated weight of 6.6 pounds a gallon 
instead of 4.7 pounds a gallon, the basis found reasonable in Green’s 
Fuel, Inc. vs. Atlanta & St. A. B. Ry. Co., 251 I. C. C. 561. Asks 
cease and desist order, rates, and reparation of $8,000. (Cecil W. 
Smith, vice-president, Montana-Dakota Utilities Co., Second Ave. 
South and Nineth St., Minneapolis, Minn.) 

MC C-411, Freight Transportation Engineers, Inc., Chicago, IIl. vs. 
Great Central Transport Corporation, Detroit, Mich., et al. 

Rates on 27 shipments of ammunition or smokeless powder ship- 
ping boxes, from Owensboro, Ky., to Detroit and Rochester, Mich., 
in violation of sections 216 and 217. Asks cease and desist order, 
rates, and an administrative determination of the lawfulness of 
rates charged on the past shipments, made in the period July 1, 
1942, to November 30, 1942. (Charles O. Swartz, 134 N. LaSalle 
St., Chicago 2, Ill.) 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Due to the national emer- 
gency Delta Line service is 
now controlled by the War 
Shipping Administration 
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MISSISSIPPI SHIPPING COMPANY, INC., * NEW ORLEANS 


NEW YORK—2841-17 BATTERY PLACE 
CHICAGO — 140 SO. DEARBORN ST. 
501 HIBERNIA BANK BUILDING—-NEW ORLEANS 


FASTER — DIRECT — L.C.L. — RAIL SERVICE 
TO: TEXAS, LOUISIANA, MEXICO, ST. LOUIS MO. 
J 


Pick Up and Store Door Delivery included at rates 


PREMIER CARLOADING CORP. 


90 WEST ST., N. Y. 6, N. Y. - CORTLAND 7-3812 
Offices and Agencies in Principal Cities 


BOUND TO GET 


THERE WITH 


ACME 


STEELSTRAP 


AND 


UNIT-LOAD 


TRAFFIC WORLD 


AEDT EEE TEEN orig, 


Docket of the Commission 





NOTE—Items in the docket marked with an asterisk (*) have been 
added since the last issue of THE TraFric WorLD. New assignments . 
now on the Commission’s dacket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellationg 
dnd postponements announced too late to show the change in thr 
dogket will be noted elsewhere. 


September 6—Boston, Mass.—Hotel Manger—Examiner Brooks: 
MC 60769 Sub 2—Youlden, Smith & Hopkins, Boston, Mass.. cer. 
tificate to extend operations. 
September 6—Chattanooga, Tenn.—U. S. Ct.—Examiner Rice: 
1. & S. 5315—Routing soda ash from Baton Rouge, La. 
September 6—St. Louis, Mo.—Mark Twain Hotel—Jt. Bd. 135: 
MC 105120—Pemiscot Motor Freight Co., Caruthersville, Mo., cer. 
tificate, 
September 6—Washington, D. C.—Jt. Bd. 68: 
MC 60160 Sub. 1—Herbert C. Gough & Son Transfer, Baltimore, Md, 
permit to extend operations. 
September 7—Lexington, Ky-—Lexington Bd. of Commerce—Jt. Bd. 277: 
MC 104157—J. Ray Rice Realty Co., Harlan, Ky., certificate. 
September 7—St. Louis, Mo.—Mark Twain Hotel—Examiner Driscol) 
and Jt. Bd. 135: 
MC-C 398—Anderson Motor Service Co. vs. Packers Transport, Inc, 
MC-C 402—Anderson Motor Service Co. et al. vs. Leahey Motor Service, 
September 7—Washington, D. C.—Examiner Snyder: 
FF 107—Application of Universal Transcontinental Corporation. 


September 8—Birmingham, Ala.—Thomas Jefferson Hotel—Examiner 


Rice: 
29166—-Anderson Brass Works, Inc., et al. vs. G. T. W., et al. 
September 8—Chicago, II1.—Hotel Sherman—Jt. Bd. 149: 
MC 12269—Bennett’s Nationwide Auto Travel Service, Chicago, IIL, 
license. 


September 8—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 36422 Sub. 3—Merchants Delivery Co., Kansas City, Mo., permit 
to extend operations. 
MC 104415 Sub. 1—V. F. Rager, Fort Scott, Kan., certificate to ex. 
tend operations. 


September 8—Lexington, Ky.—Lexington Bd. of Commerce—Jt. Bd. 106 
and Examiner Harrison: 
MC 239 Sub. 3—Ecklar-moore Express, Inc., Cynthiana, Ky., certificate 
to extend operations. 
MC 105150—C. E. Combs, Lothair, Ky., permit. 


September 8—Washington, D. C.—Examiner Angle: 5 
1. & S. M-2445—Paints and pigments, Middle Atlantic States. 

September 8—Washington, D. C.—Examiner Molster: 

* Finance 14367—W. & L. E., control. 


September 9—Kansas City, Mo.—Hotel Pickwick—Examiner Driscoll: 
MC 104346—Oscar Meador Heavy Hauling, Joplin, Mo. 


September 9—Lexington, Ky.—Lexington Bd. of Commerce—Jt. Ba. lu: 
MC 2713 Sub. 6—Williams Feed & Transfer Co., Pikeville, Ky., per 
mit to extend operations. 


September 11—Brooklyn, N. Y.—Hotel St. George—Examiner Kassel: 
1. & S. M-2454—Arbitraries over Associated Transport, Inc. 


September 11—Mobile, Ala.—Cawthorn Hotel—Examiner Rice: 
29130—J. L. LeFlore and A. S. Crishon vs. G. M. & O. 


September 11—Philadelphia, Pa.—U. S. Ct.—Examiner Winson: 
MC-F 1612—Associated Transport, Inc., control and _ consolidation, 
Arrow Carrier Corp., et al. 


September 11—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Hanrahan: 
MC-C-390—Blaw-Knox Co., Power Piping Division, vs. Acme Freight 
Lines et al. 


September 11—St. Louis, Mo.—Coronado Hotel—Commissioner Splawn 
and Examiner Fuller: 

* Fourth Section Appl. 20077—Newsprinting ink from Houston, Tex. 

* Fourth Section Appl. 20944—Super Phosphate from East St. Louis, 
Ill., to St. Paul, Minn. 


September 11—Topeka, Kan.—State Comm.—Jt. Bd. 52: 
MC 30605 Sub. 45—Santa Fe Trail Transportation Co., Wichita, Kan. 
certificate to extend operations. 


September 11—Topeka, Kan.—State Comm.—Jt. Bd. 36: 
MC 70082 Sub. 2—R. E. Melgren, Olsburg, Kan., certificate to extend 
operations. 


Sept. 12—Atlanta, Ga.—Atlanta Biltmore Hotel—Examiner Mackley: 
1. & S. 5098—Switching at Atlanta, Ga. 


September 12—Brooklyn, N. Y.—Hotel St. George—Examiner Kassel: 
MC 52458—Sub 6—T. I. McCormack Trucking Co., Inc., New York 
N. Y., certificate to extend operations. 


September 12—Chicago, I!1.—Sherman Hotel—Examiner Johnston: 
Ex Parte MC-38—Modification of permits of motor contract carrier 
of packing house products. 


September 12—Philadelphia, Pa.—U. S. Ct.—Examiner Winson: 
MC-F 2559—S. R. Posey and B. F. Weaver, control; Shirks Moto 
Express Corp., purchase, H. L. Goble & Co., Ine. 


September 12—Pittsburgh, Pa.—Roosevelt Hotel—Jt. Bd. 27: 
MC 89314, Sub. 1—Martin Brothers, Bessemer Pa., permit to extend 
operations. 
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September 12—St. Louis, Mo.—Hotel Coronado—Commissioner Splawn 
and Examiner Fuller: 


29170—Continental Grain Co. vs. Inland Waterways Corp. operating 
Federal Barge Lines. 


September 12—Topeka, Kan.—Hotel Kansan—Jt. Bd. 56: 
MC 989 Sub. 6—Ideal Truck Line, Norton, Kan., certificate to extend 
operations 
September 12—Washington, D. C.—Examiner Job: 
Fourth Section Appl. 20849—Tankage from Carteret, N. J. 
September 12—Washington, D. C.—Jt. Bd. 68: 
MC 4080 Sub. 2—Crawford and Thomas, Inc., Washington, D. C., per- 
mit to extend operations. 
September 13—Buffalo, N. Y.—Hotel Buffalo—Examiners Koebel and 
Burslem: 
Ex Parte 128—Investigation of South Buffalo Ry. 


September 13—Chicago, II1.—Hotel Morrison—Examiner Walsh: 
Fourth Section Appl. 19575, 19576 and 20378—Gravel and crushed stone 
to Champaign and Urbana, IIl. 
September 13—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 19: 
MC 29130 Sub. 39—Rock Island Motor Transit Co., Chicago, Ill., cer- 
tificate to extend operations. 
September 13—Philadelphia, Pa-—U. S. Ct.—Examiner Winson: 
MC-F 2576—E. B. Matlack, et al., purchase, Marshall Transport Co., 
Ine. 
September 13—Pittsburgh, Pa.—Hote) Roosevelt—Jt. Bd. 27: 


MC 11710, Sub. 3—Valley Motor Freight, New Castle, Pa., certificate 
to extend operations. 


Classified Adve 


The only weekly market place in print covering the entire field of transportation and 
distribution for those who have services, materials, equipment, etc., to buy or sell. 
(Reader ads —$1.00 a line, minimum 3 lines. Classified display —$15 a column inch.) 

. 3 time. 26 He tine.Classified display d’scount rates 
























ASSISTANT TRAFFIC MANAGER,’ young man 28, draft exempt, 
eight years’ carrier, industrial and governmental agency traffic experi- 
ence, wishes position as assistant to Traffic Manager. Now employed in 
general traffic department of nationally known concern in middle west. 
Box 273, Chicago office Traffic World. 





TRAFFIC EXECUTIVE, 11 years’ experience rates, traffic, operation. 
5 yrs. TM shipper organization, 6 yrs. TM common carrier truck lines. 
Prefer southern territory particularly Va. and N. C. College graduate, 
age 32. Available short notice. Box 274, Chicago office Traffic World. 


NEW TRAFFIC COURSE now ready. Material in our well-known 


resident course available by mail, including current classifications, 
actual tariffs—rail, motor, forwarding, air, express, water—covering 
rates, rules, routes, demurrage, storage, transit, claims, etc. Low cost 
—liberal terms. Enrollments, will be limited because of tariff supply. 
College of Advanced Traffic, 12 E. Jackson Blvd., Chicago 4. 


60-TON LOCOMOTIVE 


Storage Battery Type, built by General Electric Co. in 1930. Double 
truck, 4-motor type, each 75 H. P. Steeple cab. Good condition. 


Complete specifications available. 


IRON & STEEL PRODUCTS, INC. 
13450 S. Brainard Ave., Chicago 33, Illinois 


“ANYTHING containing IRON or STEEL” 





A GOOD INVESTMENT 


For the duration or post-war— 


Save demurrage, switching, extra handling costs, damaging 
foreign cars, etc. 


Which of these cars could you use? 


80—Hopper, Double, 50-Ton 
eee Side-Discharge, 50-Ton 
100—Refrigerator, 40-Ft., 40-Ton 
16—Retrigerator, 36-Ft., 30-Ton 
14—Ballast, Composite, 50-Ton 
25—Box, 36-Ft., 40-Ton 
6—Dump, K & J, Automatic, 30-Yd., 50-Ton 
1—Dump, Koppel, Drop-Door, 20-Yd., 40-Ton 
18—Dump, K & J, Automatic, 16-Yd., 40-Ton 
4—Dump, Western, 20-Yd., 40- and 50-Ton 
20—Flat, 40-Ft., 40- and 50-Ton 
38—Gondola, Composite, 36-Ft. and 40-Ft., 40-Ton 
9—Gondola, 50-Ton, High-Side, Steel 
30—Tank, 8000-Gallon, 40 & 50-Ton 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


All cars are priced to sell! 
IRON & STEEL PRODUCTS, INC. 
39 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
' "ANYTHING contelaing IRON or STEEL" 
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September 13—Washington, D. C.—Examiner Kassel: Septe’ 
1. & S. M-2446—Delaware and Maryland to trunk line, Increased rates, MC & 
September 14—Chicago, II!.—Hotel Morrison—Examiner Walsh: ext 
29126 and Subs. 1, 2, 3 and 4.—Armour and Co. vs. Alton, et al, Septen 
September 14—Dallas, Tex.—Hotel Baker—Examiner Rice: MC ¢ 


29091—L. H. Lacey and Co. vs. C. R. I. & Pac., et al. ter 
29129—-Y. Barnett vs. T. & P. 


epterr 
29173—Murray Co. vs. G. T. W., et al. . mC é 
September 14—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: ten 
MC 26704 Sub. 1—A. C. Johnson, Portsmouth, Ia. MC § 
September 14—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 185: ot 
MC 27828 Sub. 1—Bywaters Truck Line, Kansas City, Mo., permit M ” 
to extend operations. - 
September 14—Pittsburgh, Pa.—Hotel Roosevelt—Jt. Bd. 42: = 
MC 30047, Sub. 3—Pennsylvania Transfer Co., New Castle, Pa., cer. al 
tificate to extend operation. ; 
September 14—Portland, Me.—Fed. Bldg.—Examiner Winson: Septen 
* MC-F 2544—E. R. Dysart, purchase, U. S. Marcoux. “* 
September 15—Chicago, I11.—Morrison Hotel—Examiner Walsh: 
28813—Summer and Co. vs. Erie, et al. Septen 
28813 Sub. 1—Summer and Co. vs. W. & LE., et al. * MC 


28813 Sub. 2—Summer and Co. vs. N. Y. C. Nc 
29103—Summer and Co. vs. N. Y. C., et al. 


Septer 

29104—South Bend Steel Co. vs. N. Y. C., et al. 2916 
29104 Sub. 1—Empire Sheet & Tin Plate Co. vs. N. Y. C., et al. septer 
September 15—Omaha, Nebr.—Hotel Fontenelle—Jt. Bd. 55: MC 


MC 8588, Sub. 2—F. S. Pierson, Villisca, Ia., certificate to extend D 
operations. 


September 15—Omaha, Nebr.—Hotel Fontenelle—Jt. Bd. 138: boy 
* MC 64408 Sub. 1—H. Micek, Duncan, Nebr., certificates to extend ti 
operations. , 
September 15—Philadeiphia, Pa.—City Hall—Examiner Snider: Septer 
29100—H. McGinn vs. P. & W. Ry. MC 
September 15—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Hanrahan: ” 
MC 64714 Sub. 1—Bowman Motor Freight, New Castle, Pa., certificate  Septe' 
to extend operations. MC 
September 15—Washington, D. C.—Examiner Konigsberg: ce 
1. & S. 5316—Chemicals, etc., Philadelphia, Pa., to Gulf Ports. Septe 
September 16—Bellows Falls, Vt.—Fed. Bldg.—Examiner Winson: Fin 
* MC-F 2537—H. D. and M. J. Zabarsky, purchase, E. C. Flemings. Fin 
September 16—Chicago, !Il.—Morrison Hotel—Commissioner Porter: Septe 
Finance 14641—Appl. of Milwaukee Livestock Handling Co. for au- 290! 
thority to acquire by lease and operate, railroad properties of Sept 
Milwaukee Stock Yards Co. — 
Finance 14642—Appl. of United Stockyards Corp. for authority to ti 
acquire direct control of railroad properties of Milwaukee Livestock Mc 
Handling Co., Ft. Worth Livestock Handling Co., and South San C 
Francisco Livestock Handling Co. 
September 16—Des Moines, la.—State Comm.—Jt. Bd. 146: Septe 
MC 105156—Rorah Truck Line, Spencer, Ia., certificate. MC 
September 16—Pittsburgh, Pa.—Roosevelt Hotel—Jt. Bd. 59: " 
MC 105155—16th Street Garage, Wheeling. W. Va., certificate. Septe 
September 18—Chicago, IIl.—Hotel Morrison—Examiner Walsh: MC 
29163—Cardox Corp. vs. A. & W. Ry. Co., et al. I 
September 18—Columbia, S. C.—Hotel Jefferson—Examiner Rice: Septe 
W-894—Cooper Motor Lines, Inc., common carrier application. Mc 


September 18—Des Moines, la.—State Com.—Examiner Driscoll: 
MC 105085—W. Peak, Grinnell, Ia., certificate. : 
MC 105194—Lamoni Sale Corp., Lamoni, Ia., certificate. ' 
September 18—Los Angeles, Calif.—Fed. Bldg.—Examiner Stiles: 
28922—-California Cotton Oil Corp., et al vs. Alton, et al. 
29150—Albers Milling Co. vs. Alton, et al. ; - 


September 18—Memphis, Tenn.—Peabody Hotel—Examiner Harrison: 
1. & S. M-2376 and 1st and 2nd Supplis.—Restriction in rates over Gor- 
dons Transports, Inc. 
1. & S. M-2388—Rate restrictions, Hoover Motor Express Co., Inc. 


September 18—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Hanrahan: 
MC 21537, Sub. 20—Suwak Trucking Co., Washington, Pa., certificate 
to extend operations. 


September 18—Syracuse, N. Y.—U. S. Ct.—Examiner Winson: 

* MC-F 2133—W. J. O’Neill, control, Moore Northern Haulers, Inc. 

September 18—White Sulphur Springs, Mont.—County Ct.—Commission- 
er Porter: 

Finance 14482—Appl. of White Sulphur Springs & Yellowstone Park 
Ry. for a certificate permitting abandonment of the line extending 
from Dorsey to White Sulphur Springs, and abandonment of opera- 
tion under trackage rights between Ringling and Dorsey, in Meagher 
County, Mont. 


September 19—Chicago, IIl.—Hotel Morrison—Examiner Walsh: 
1. & S. 5311—Routing restrictions, south to K. C. S. Ry points. 
1. & S. 5312—Paper bags to Ark., Mo. and Okla. 


September 19—Des Moines, la.—State Com.—Jt. Bd. 138: 
MC 52110 Sub. 27—Brady Transfer and Storage Co., Fort Dodge, Ia. 
certificate to extend operations. 


September 19—Des Moines, la.—State Com.—Jt. Bd. 92: J 
MC 52110 Sub. 29—Brady Transfer and Storage Co., Fort Dodge, Ia. 
certificate to extend operations, 


September 19—Memphis, Tenn.—Peabody Hotel—Examiner Harrison: 
1. & S. M-2432—Gasoline, Birmingport and Memphis to Columbus Alt 
Base. 


MC 41635 Sub. 9—Dealers Transport Co., Memphis, Tenn., certificate 
to extend operations. 
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september 19—Philadelphia, Pa.—Gimbel Bldg.—Examiner Cave: 
MC 8989 Sub. 82—Howard Sober, Inc., Lansing, Mich., certificate to 
extend operations. 
september 20—Allentown, Pa-—Hotel Traylor—Jt. Bd. 42: 
MC 81304 Sub. 4—M. A. Pursell, Bethlehem, Pa., certificate to ex- 
tend operations. 


september 20—Billings, Mont.—City Hall—Jt. Bd. 123: 
MC 2434 Sub. 3—M. & W. Transport, Billings, Mont., permit to ex- 
tend operations. 
MC 50267 Sub. 2—Garritson & Guhrt, Billings, Mont., permit to ex- 
tend operations. 
MC 52934 Sub. 3—E. L. Jones Co., Billings, Mont., permit to extend 
operations. 
september 20—Billings, Mont.—City Hall—Jt. Bd. 123: 
* MC 39386 Sub. 8—Parker Tank Lines, Billings, Mont., permit to ex- 
tend operations. 


September 20—Buffalo, N. Y.—Hotel Buffalo—Examiner Hanrahan: 
MC 2633, Sub. 8—William F. Crossett, Inc., Warren, Pa., certificate 
to extend operations. 


September 20—Buffalo, N. Y.—Hotel Buffalo—Examiner Winson: 


* MC F-2601—Joseph, et al., control; Frontier Delivery, Inc., purchase, 
Northland Petroleum Transport Co. 


September 20—Chicago, II!.—Morrison Hotel—Examiner Walsh: 
29167—The Cudahy Packing Co. vs. B. & O. 


September 20—Des Moines, la.—State Com.—Jt. Bds. 54 and 92: 
MC 52110 Subs. 28 and 31—Brady Transfer and Storage Co., Fort 
Dodge, Ia., certificate to extend operations. 


september 20—Jamestown, N. Y.—Samuels Hotel—Examiner Badian: 
MC 65626 Sub. 8—De Ceilio Trucking Service, Fredonia, N. Y., cer- 
tificate to extend operations. 


September 20—Little Rock, Ark.—Marion Hotel—Examiner Harrison: 
MC 1210 Sub. 23—Ozark Motor Lines, Dallas, Tex., certificate to ex- 
tend operations. 


September 20—Philadelphia, Pa.—Gimbel Bldg.—Jt. Bd. 67: 
MC 13036 Sub. 3—Casper’s South Jersey Express, Atlantic City, N. J., 
certificate to extend operations, 


September 20—Washington, D. C.—Argument: 
Finance 14426—C. B. & Q. abandonment. 
Finance 14257—Southern, abandonment. 


September 20—Wilmington, N. C.—U. S. Ct. Examiner Rice: 
29090—Carolina Peanut Co. vs. A. C. L. et al. 
September 21—Albany, N. Y.—Ten Eyck Hotel—Examiner Badian: 
MC 2060 Sub. 2—Pine Hill-Kingston Bus Corp., Kingston, N. Y. cer- 
tificate. 
MC 7257 Sub. 1—Provincial Transport Co., Montreal, Quebec Province, 
Canada, certificate to extend operation. 


September 21—Billings, Mont.—City Hall—Jt. Bd. 84: 
MC 52869 Sub. 1—Balsam & De France, Miles City, Mont., certificate 
to extend operations. 


September 21—Des Moines, la.—State Com.—Jt. Bd. 146: 
MC 52110—Sub. 30—Brady Transfer and Storage Co., Fort Dodge. 
Ia., certificate to extend operations. 
September 21—Erie, Pa.—U. S. Ct.—Jt. Bd. 65: 
MC 67646, Sub. 23—Hall’s Motor Transit Co., Sunbury, Pa., certificate 
to extend operations. 
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September 21—Little Rock, Ark.—State Comm.—Jt. Bd. 217: 
MC 29130 Sub. 40—Rock Island Motor Transit Co., Chicago, Ill., cer- 
tificate to extend operations. 
September 21—Los Angé€les, Calif.—Fed Bldg.—Examiner Stiles: 
1. & S. 5307—Apitong lumber Pacific Coast to South. 
29152—-California Cotton Oil Corp., vs. A. T. & S. F. et al. 
September 21—Philadelphia, Pa.—Gimbel Bldg.—Examiner Cave: 
MC 18008 Sub. 2—Lancaster Transportation Co., Lancaster, Pa. 
September 21—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Winson: 
* MC F-2571—Greyhound Corp., control, West Ridge Transportation Co. 
and Buffalo & Erie Coach Corp. i 
September 21—Portland, Ore.—Multnomah Hotel—Jt. Bd. 172: 
* MC 52234 Sub. 1—Valley Motor Stages, Albany, Ore. 
September 21—Rocky Mount, N. C.—Fed. Bldg.—Examiner Rice: 
W-278—Foreman Gregory Co., extension common carrier application. 
September 21—Washington, D. C.—Argument: 
MC-F 2413—St. L.-S. F. Ry., control; Frisco Transportation Co., pur- 
chase, Righter Trucking Co., Inc. 
September 21—Washington, D. C.—Examiner Job: 
Fourth Section Appl. 20915—Green salted hides from south to east. 









33rd St. and Huber oe General Office 
S.Wabash Ave. 8th & Kentucky Sts. 
Chicago MOTOR EXPRESS Lestat, iy. 


INCORPORATED 
Daily Refrigerator Service Between 


CHICAGO ATLANTA, GA. INDIANAPOLIS, IND MIDDLESBORO, KY. 
LEXINGTON, KY. LOUISVILLE, KY. KNOXVILLE, TENN. 


Connecting lines serving all polnts in Kentucky, Tennessee, North Carolina, South Carolina and Georgia 





MICHIGAN 


{24} U. S. Highways 
@® State Highways 







Terminal Towns 


Towns Served 


2 









a TENNESSEE Routes of 
SERVING THE INDUSTRIAL MIDDLE WEST ee 
28 Years in Business Direction of 






Transfer Service 


MAIN OFFICE - 1516 N. 14th St. ST. LOUIS 
VIRGINIA 


































































MERCHANDISE 


WAREHOUSE 
PUBLISHED IN THE FIRST WEEK'S ISSUE EACH MONT 


This Section has been designed to provide 
@ traffic and sales managers with con- 
veniently organized information about the 
merchandise and cold storage warehouses in 
the principal distribution centers 


country. 


Admission of an advertiser to this Section 


indicates: 


1. That the company operates a warehouse 
that specializes in serving the needs of 


large industrial shippers. 


2. That information is kept up-to-date— 
provision has been made for the correc- 


tion of data each month. 


3. That the advertisers have been carefully 


investigated. 


While every reasonable precaution has 
been taken—including the checking of bank 
and other references—to restrict the adver- 





Geographical Index of Merchandise and Cold Storage Warehouses Serving Key Distribution Areas 


CALIFORNIA 
LOS ANGELES—Page 2 


California Warehouse Co. 
Metropolitan Warehouse Co. 
sOverland Terminal Whse. Co. 
Star Truck & Warehouse Co. 

Westland Warehouses, Inc. 


OAKLAND—Page 2 
Howard Terminal 
SAN FRANCISCO—Page 2 
San Francisco Warehouse Co. 


COLORADO 
DENVER—Page 2 
The Weicker Tfr. & Stge. Co. 


DISTRICT OF COLUMBIA 


WASHINGTON—Page 2 
Terminal Refrg. & Wheg. Corp. 
Terminal Stge. Co. of Wash. 


ILLINOIS 


CHICAGO—Pages 2-3 
éCrooks Terminal Warehouses 
Currier-Lee Warehouses, Inc. 
Griswold-Walker-Bateman Co. 
idland Warehouses, Inc. 
North Pier Terminal Co. 
Soo Terminal Warehouse 
Wakem & McLaughlin, Inc. 
Western Warehousing Co. 


INDIANA 
EVANSVILLE—Page 3 
Mead Johnson Terminal Corp. 
FORT WAYNE—Page 3 
Pettit’s Storage Warehouse Co. 
HAMMOND—Page 3 
Great Lakes Warehouse Corp. 


INDIANAPOLIS—Page 3 
Henry Coburn Stge. & Whse. Co. 
Indiana Terminal & Refrigerating Co. 


IOWA 


CEDAR RAPIDS—Page 3 
American Trfr. & Stge. Co. 


WATERLOO—Page 3 
lowa Warehouse Co. 


KENTUCKY 


LEXINGTON—Page 4 
Union Transfer & Storage Co. 


LOUISVILLE—Page 4 
Louisville Public Warehouse Co. 


LOUISIANA 
NEW ORLEANS—Page 4 


Commercial Terminal Warehouse Co. 


Standard Warehouse Co., Inc. 


responsibili 
requests, owever, 


of the sentation or 


abbreviations. 


services offered. 


r0o® ot 


MARYLAND 
BALTIMORE—Page 4 


Camden Warehouses 


Terminal Whse. Co. of Baltimore 


MASSACHUSETTS 


BOSTON—Page 4 


¢Boston Tidewater Terminal, Inc. 
Hoosac Storage & Warehouse Co. 
Merchants Warehouse Co. 


MINNESOTA 
MINNEAPOLIS—Page 4 


Minneapolis Terminal Warehouse Co. 


ST. PAUL—Page 4 
Midway Terminal Warehouse Co. 
St. Paul Terminal Warehouse Co. 


MISSOURI 


KANSAS CITY—Page 4 
Adams Transfer & Storage Co. 
éCrooks Terminal Warehouses 

Merchandise Warehouses, Inc. 


ST. LOUIS—Page 5 
S. N. Long Warehouse 
Rutger St. Warehouse, Inc. 
St. Louis Terminal Warehouse Co. 


NEW JERSEY 
ELIZABETH 
¢Bayway Terminal Corp. 
JERSEY CITY—Page 5 
Harborside Warehouse Co., Inc. 


NEWARK 


@Newark Tidewater Terminal 


NEW YORK 
BUFFALO—Page 5 


¢Keystone Warehouse Co. 
The Lederer Term. Whse. Co., Inc. 





AN D 


tisers in this Section to companies known for 
their integrity, TRAFFIC WORLD assumes no 
for dealings or service. It 
that any misrepre- 
unsatisfactory 
should they arise, be reported. 
that certain warehouses are not listed here is 
no indication that they are not responsible. 
Symbols and Abbreviations: 
been kept free from any except standard 


Four symbols are used to 
provide a ready reference to the types of 


experiences, 
The fact 


Copy has 


Merchandise warehouse 
Cold Storage warehouse 


Both a cold storage and merchandise 
warehouse 


Water dock facilities 
Household goods 


If no address is shown under the hecding 
“Facilities,” the location of the warehouse is 
the same as that shown for the office. In case 
the facilities consist of several units, the loca. 
tion of each unit is usually shown. 


Insurance rates: 
lowest charge per $100 per year—100% cov. 
erage unless otherwise specified. 


Floor Load: Indicates range or maximum 
weight capacity in pounds per square foot. 


Use this Guide as an Index to Your 
Warehouse Files: 
stricted to warehouses that specialize in serv. 
ing major shippers, it becomes an automatic 
index to your warehouse reference files. The 
inclusion of basic data in every listing makes 






TRAFFIC WORLD 


COLD SI CRAG 


SECTION 


Wareho 




















The rate shown is the 


Since this Guide is re. 





possible effective preliminary selections. 


NEW YORK—Page 5 


Baltimore & Ohio Stores, Inc. 
¢Lincoln Tidewater Terminals 


ROCHESTER—Page 5 
B. R. & P. Warehouse, Inc. 


NORTH CAROLINA 
RALEIGH—Page 5 
Carolina Storage & Distributing Co. 


OHIO 
AKRON—Page 5 
Cotter City View Storage Co. 
CINCINNATI—Page 5 


The Baltimore & Ohio Whse. Co. 
Cincinnati Merchandise Whees., Inc. 
Cincinnati Terminal Warehouses, Inc. 


CLEVELAND—Pages 5-6 


The Lederer Term. Whee. Co. 
National Terminals Corp. 
The Otis Terminal Warehouse Co. 


COLUMBUS—Page 6 
The Columbus Terminal Whse. Co. 
TOLEDO—Page 6 


Great Lakes Terminal Warehouse Co. 


PENNSYLVANIA 
PHILADELPHIA—Page 6 
¢Merchants Warehouse Co. 


Pennsylvania Whsg. & Safe Dep. Co. 


Philadelphia Piers, Inc. 
Terminal Warehouse Co. 


PITTSBURGH—Page 6 
Kirby Transfer & Storage Co. 
SCRANTON—Page 6 
Quackenbush Warehouse Co. 


SOUTH DAKOTA 


SIOUX FALLS—Page 6 
Wilson Storage and Transfer Co. 


DISPLAY ADVERTISERS 


6 See listing in this section—also display advertising in this and other issues. 


See display advertising in other issues—no listing in this Section. 








Esta 
TENNESSEE Gor 
MEMPHIS—Page 6 Vice 


Poston Warehouses 
United Warehouse & Terminal Corp. 


NASHVILLE—Page 6 
Bond, Chadwell Co. 


TEXAS 
DALLAS—Page 6-7 


The Dallas Trans. & Term. Whse. Co. 
Interstate-Trinity Warehouse Co. 
Koon-McNatt Storage Co. 


HOUSTON—Page 7 
Houston Term. Whse. & C. S. Co. 





Patrick Transfer & Storage Co. ath 
Universal Terminal Warehouse Co Shel: 
= 

UTAH Poo 
OGDEN—Page 7 pt 
Western Gateway Storage Co. sy 
ne. 


SALT LAKE CITY—Page 7 
Security Storage & Commission Co. 


VIRGINIA 
NORFOLK 
¢Norfolk Tidewater Terminals 
RICHMOND—Page 7 
Brooks Transfer & Storage Co., Inc. 
ROANOKE-—Page 7 
Roanoke Public Warehouse 


WASHINGTON 


SEATTLE—Page 7 
Eyres Transfer & Warehouse Co. 


TACOMA—Page 7 
Pacific Stge. Whse. & Dist. Co. 


WISCONSIN 


MILWAUKEE—Page 7 
Hansen Storage Co. 
National Terminals Corp. 
National Warehouse Corp. 


CANADIAN SECTION 


QUEBEC 
MONTREAL—Page 7 
St. Lawrence Warehouse, Inc 











Warehouse Section Page 2 California 
LOS ANGELES, CALIF. 


California Warehouse Co. 
Established 1915 


W. E. Fessenden — 1248 Wholesale St. 


Owner and Manager Tel.—Trinity 2211 
FACILITIES: 130-000 sq. ft. steel-concrete const. 
—— throughout. A.D.T. sys. Ins. rate 





































headin 6 car siding on Santa Fe: free switch. Motor 
ecding truck plat. 16 truck capacity. 

louse is SERVICES: Pool car distribution. Operating own 
In case delivery system—City and L. A. Harbor. ‘em- 
he loc perature controlled basement storage. Office space 


available. — parking—convenient and non- 
congested distric 
ASSOCIATIONS: A. W. A. Amer. Chain of Whses. 
































n is the 

1% cov. LOS ANGELES, CALIF. 
Metropolitan Warehouse Company 
Established 1924 Incorporated 

laximum @ |W. H. Tyler 1340-56 E. Sixth St. 

Ire foot. Genesa? Manager Tel.—Trinity 9861 
 memaoretgipatlpas et sq. ft.; ow reinforced 
concrete const.; Sprinkler s >... . alarm 

o Your service. Ins. rate, nik i. a = on A. & S. 

e is re. Ry.; capacity, 18 cars; free switching. * 3.4 truck 

in serv- platform: capacity, 22 trucks, sheltered. 

t ti SERVICE FEATURES—Pool car distributors. 
POMC Motor transport service available. Cooler rooms. 
les. The § | assocIATIONS—Calif. W. A.: Los Angeles W.A. 
g makes 
ons. 
ee. LOS ANGELES, CALIF. 
an Overland Terminal Warehouse Co. 

Estalished 1931 Incorporated 


Gordon Ross 
Vice Pres.-Mgr. 


1807 E. Olympic Blvd. 
Tel.—Trinity 1146 






inal Corp. 




































































































6 
-7 
Whse. Co. 
ise Co. 
7 FACILITIES—426,393 sq. .. Fa nga = steel and 
eis concrete const.; Floor load, ; Sprink. sys.; 
ee A. D Ins. rate, 10.8c. a Fone on Un. Pac.; 
| Co. cap., 25 cars; free switching of competitive traffic. 
ouse Co Sheltered Motor Pl at., 22 truck doors. 
SERVICE FEATURES—Bonded: U. S. Customs. 
Pool car dist. Motor ~—eauest se Ag Cool Rooms— 
cheese, dates, nuts (32-407; other commodities at 
’ 41° up. Candy storage. Display rooms and offices— 
convenient to business district. 
Co. ASSOCIATED with Crooks Terminal Warehouses 
Inc., Chicago, Kansas City and New York. 
Page 7 Watch Display Advertisements on 
ssion Co. Inside Front Covers! 
LOS ANGELES, CALIF. 
" Star Truck & Warehouse Company 
. Established 1892 
P E. S. . Stanley te 1855 Industrial St. 
e Co., Inc. Owner Tel.—Mutual 9141 
7 SR LITERD..200, 00000, Lhe hy “og meee ont 
crete const.; Floor load, Sprink. s 
se A. D. T.; Watchmen. “ om og 5 Te (90 %) Sidi ae 
on A. T. & S. F.; free switch. 
SERVICE, FEAT URES—Licensed, Calif. R. R. Com. 
ON Very cool basement for candy, etc. Specialize i in drugs, 
7 toiletries, canned goods, electrical appliances. Pool 
j ' car dist.; 108 pcs. equipment. Motor term. 
use Co. REPRESENTED BY—Distribution Service, Inc. 
% 
5. Co. 
LOS ANGELES, CALIF. 
N Westland Warehouses, Inc. 
ge / Established 1923 
G. G. Franklin 7 4814 Loma Vista Ave. 
General Manager Tel.—Lafayette 1101 
ps FACILITIES — 352,355 sq. ft. Fireproof, reinf. 
conc, Spoiaiiee Sys. be yng Ins. Ic per mo. 
CTION idine: L. A, Lig: Ry., 48 cars. Free switch.: A. T. 
&S.FS.P . U. P. and P. E. Ample Motor truck 
platforms. 
. SPEC iAL SERVICES — Pool cars. Daily mot. 
ge 7 transp. to So. Calif. points. Free pickup. 


ASS» 1S, —A.W.A., C.W.A., L.A.W.A., M.T.A.S.C. 


AREHOUSE 





> SAN FRANCISCO, CALIF. 























SECTION 


District of Columbia - 


Colorado - 


OAKLAND, CALIF. 


Howard Terminal 
Established 1900 ie D Incorporated 


H. D. Muller, Whse. Mgr. 95 Market St. 
W. B. Walton, Whse. Supt GLencourt 4722 
FACILITIES. Prom. aeieadin Firepf. brick and steel 

. Id. 550 Ibs.; sprinkler; “2. watch.; 
.T.; ins. Fon sidings $ .P., A.T. & S.F., W.P. 
Ry. .» Howard T. Ry., 70 cars; free nos truck plat. 
60 trucks; 4 water docks, 400 ft. long, draft 32 ft. 
SERVICE FACILITIES—U. S. Customs bonded; 
pool car distr.; motor terminal; stge., off. and display 
space; Consolidated rail and water carloads. 


MEMBER—A. W. A.; Calif. W. A.; S. F. W. A. 


Illinois Serial Page 599 
CHICAGO, ILL. 


Crooks Terminal Warehouses 


Established 1913 yD 
433 W. Harrison St. 


Harry D. Crooks, President 




























Incorporated 





Tel.—Wabash 4070 









New York Office 


H. J. Lushbaugh, Mgr. 271 Madison Ave. 
Murray Hill 5-8397 









San Francisco Warehouse Company 


Established 1899 


Henry F. Hiller 647 Third St. 
’ President Tel.—Sutter 3461 


fom he Comstouaaet Warehouses, 625 
Third St.; 265,000 sq. Elec. fire detection sys. 
(2) Security Gerba’ Spear & Folsom Sts.; 
— sq. ft. Ins. rate 26c. Fumigation. Railroad 
idings. 


SERVICE FEATURES—Pool car distribution. 
REPRESENTED BY—Distribution Service, Inc. 


Incorporated 


South Side Warehouses—On the Belt Ry. of Chicago 
adjacent to the Great Clearing Interchange Freight Yard. 





Facilities 
@ Downtown Warehouse, 417-39 W. Harrison St. 
aw scant main post office): 100,000 sq. ft 
rick and reinforced age const.; Floor load, 
Ibs. Siding on C. B. & city 75 cars. Tunnel 
connection. 50 truck loa bes oors. 


s outages 14th Place Warehouse, 429-49 ben 
14th Pl. (adjacent to downtown district): 90,000 
ft.; Brick and reinforced concrete const.; Floor load, 
300 lbs. Siding on C. B.&Q.R.R 





DENVER, COLO. 
The Weicker Transfer & Storage Company 






Established 1899 Incorporated @35th St. Warehouse, 2704-44 West 35th Street 
R. V. Weicker * 1700 Fifteenth St. Sy location, near Chicago Stock Yards), 
President Tel.—MA 3221 150,000 Sq. Ft.; Brick, mill and concrete const.; 


FACILITIES—250,000 sq. ft. 
construction, sprinkler system. 
Free switching from all railroads. 
SERVICE FEATURES—Merchandise and house- 
hold goods stored—Pool car distribution—Motor 
freight terminal—Statewidemotorfreightservicedaily. 
REPRESENTED — Service, Inc.; 
American Chain of Warehou 
ASSOCIATIONS—A.W. A.; Colo.Tir. & Whsemen’s Assn. 


Fireproof and mill 


7 lead, 300 lbs.; ; Sprink. sys.; Served nT 
Insurance rate 9.3c. I. C. 


—PEN NA—C. R. & I. and I. H. B. R. Rs. 


@ South Side Warehouses, 5817-5967 W. 65th St. 
(especially adapted to in-transit storage): 350,000 

. ft.; Brick, mill and concrete const.; Floor load, 
200-500 Ibs.; Sprink. sys.; Siding on Belt Ry. of 
Chi.; capacity, 60 cars; direct r ail with own South 
Chicago dock. 











9 South Chicago Waterfront Warehouses, ont 
t. and Calumet River—West Bank: 60,000 sq 

Steel const.; Floor load, 250 Ibs. Siding on Belt R; 
of Chi.; capacity, 50 cars. Water Dock: tele Rey. 
1500 ft. draft, 20 ft. 


WASHINGTON, D. C. 
Terminal Refrigerating & Warehousing Corp. 


Established 1870 
Jerry P. meng 4th & D Sts., S. W. 
General Mana Tel. ae 9515 




































Service Features 
Bonded: U. S. Customs; State. Pool car distributors. 














FACILITIES “Ath & D Sts., S. W., cold and Motor transport service available. Equipment for 
; 260, 8. Se. Floor tne 450 the.. tns. DA dae: handling any type of vessel or barge, plus storage 
33. 3c, cold, = 


facilities. LCL trap car service. 





P. R. R., 6 cars cap., free switch. 
Sou S.A.L.,A.C.L.,R. F. & P.R. 
(2) aN eB See, Ss. W. e. Floor load 400 
Ibs. Ins. 19.7c. Both: Prop. owned; Brick and conc.; 
alarm; watchman. Cap. 4! trucks. 
SERVICE—Pool cars. 2,500,000 cu. ft. old stge. 
REPRESENTED BY—American Chain of Whses. 
ASSOCIATION—A. W. A. (Cold and Mdse. Div.) 





Associations 
A. W. A. (Mdse); Ill. Asso. Mdse. Warehousemen. 


Watch F awe lay Advertisements on 
~eN Front Covers! 



























































WASHINGTON, D. Cc. 
The Terminal Storage Company of Washington 


CHICAGO, ILL. 
Griswold-Walker-Bateman Co 





















Established 1903 Incorporated Incorporated 1525 Newberry Ave. 

First & K Sts.. N. E. Roy C. Griswold, Pres. * Tel.—CANal 2770 

W. E. Edgar Se Felten FACILITIES—Prop. owned. (1) 1530S. SangamonSt.; 

Seaman : ry — 120,000 sq. ft. mdse. & 30,000 cu. ft. cold stge. (2) 1524 
SpPerenren aes ~ ¥ ‘Peoria St.; 150,000 sq. ft. mdse. Both whse.; Firepf 






FACILITIES—10 buildings, 243,000 sq. ft. of which 

.000 sq. ft. is of fireproof construction. Private 
Watchmen; Floor load 250-600 Ibs. Sidings, B. & 
O. R. R.; capacity 20 cars; Motor platform pacity 


30 trucks. 

SERVICE FEATURES—Pool car distributors. Local 
cartage. Space 

Sage SION A, W. A. (Mase.) 


CHICAGO, ILL. 
Currier-Lee Warehouses, Inc. 


rein. con. const.; fl. Id. 250 Ibs.; S at vt. watc! 
AD.T sing. l0c:sidingonC. &N.W.C&A-Ry.B.&O., 
.Ry., 8 cars; a ; covered re hn 12 trucks. 
SERVICE FEATURES—Lic. under hse. Act; 
bonded; U.S. Int. Rev. U.S. Customs; State; poo! car 
distr.; Co. oper. 6 trucks; Stge. and office space. 
REPRESENTED BY—Allied Distribution, Inc. 
MEMBER—A. W. A.; Ill. Assn. of Mdse. Wheemen. 

























CHICAGO, ILL. 
Midland Warehouses, Inc. 























Established 1906 
Svbtiend pee y, 427-473W.ErieSt.| | 1500 S. Westem Ave. We Tet—Canal 6811 
al bre — Tel.—Superior 9066 FACILITIES—1500 S. Western Ave., 570,000 aq. ft. 


concrete steel const.; 


1929 W. 43rd St. 132,000 sq. ft. 
























FACILITIES—250,000 sq. ft.; heavy joist const. brick, mill const.; 1534 S. Western Ave., 67,000 sq. ft. 
A.D.T. Sprinkler alarm; watchmen. Fumigation. brick, mill const. Ins. rates as low as 4c. All with 
Ins. 19c. Sidings on C. M. St. P. & P., cap. 21 cars; ADT Watch. Serv. & Sprinklered. Direct connec. 
free switch. Shelt. motor plat. Cap. 18 trucks. _ a Rys. 








Sidings on Chicago Jct. Ry. 40 

y. hee Dt Motor re Platforms. 

SERVICE FEATURES— Cust., State, Priv. 
Bond. Pool car dist. Office & Swe space to lease. 

LCL freight station on premises. 

MEMBER—Amer. Chain of Wareheuses—A. W. A. (Mdse.) 


SERVICE FEATURES—Bon ded: State; Licensed, 
U. S. Whse. Act. Pool car dist. Motor freight 
term. Suess fs Regen ot Yen Office. Financi 
food products. Cool rooms. 
ASSOCIATIONS AL S—A.W.A.(Mdse.);lll. Asso, Mdse. Whsmn. 
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CHICAGO, ILL. CHICAGO, ILL. INDIANAPOLIS, IND. 
. ° : Coburn Storage & Warehouse Co. 
North Pier Terminal Western Warehousing lies —— oon Tpcezpersted 
509 East Illinois Street ompany on nee Pa Mg. Vel asBanale ooan 
Tel.—Superior 5606 


P. 
FACILITIES—Property owned: 220,000 . 
Slow burning; sprinkler sys.; alarm sys. in tobacco 
room; watchmen. Ins. rate 14c COR ause). —_ 







W. W. Huggett *D S. T. Heffner Established 1880 Incorporated 


Pres.and Gen. Mgr. Mgr. Whee. Div. 

















on Indianapolis Union (Belt) R. R.; capacity | 
E. H. Hagel * 323 W. Polk St. cars; free oudien all tines Motor P latform: capac. 
Superintendent Tel.— Wabash 6507 ity 19 trucks—3 sheltered. 








SERVICE FEATURES—Pool car _ distribution. 
Local Trucking. S = and offices for lease. 

REPRESENTED —Distribution Service, Inc. 
RSSOCIATIONS—A. W. A. (Mdse.); Indiana W. A. 





INDIANAPOLIS, IND. 
Indiana Terminal & Refrigerating Co. 


Incorporated Est.1910 240S. Pennsylvania St. 
Wm.E.Ready,Sec-Tr. Qy  Tel.—MArket 4361 


















mdse.; rein. conc.; min. » se &, 
rate 10.4c; P.R.R. 8 cars; 3 (2) Prop. owned; 1,337,000 
a ft. cold stge.; brick and mill const.; max. 225 lbs, 
. ft. fl. load; ins. rate 11.1c; on I. U. a. . 8 cars, 
th houses; sprinkler, pvt. watchmen, A.D.T.alarm, 
free switch., covered truck docks. 
SERVICE FEATURES—U. a oe ee bonded. Pool 
car distr. Lease stge., office, display, exhibit space. 
MEMBERS—A.W.A., Assn. Ref. Wee Indpls. W.A, 














Distinctive Location—509 East Illinois 
St., 3 blocks to Michigan Ave., 5 blocks to 
Wacker Drive. Frontage also on new Outer 
Drive, address 444 and 445 Lake Shore Drive. 
Office space available—in combination with 
warehouse. 

FACILITIES—1,250,000 square feet mill 
and brick constructed buildings. Sprink- 
lered. Ins. rate 18c. Floor load 335 lbs. 
34 elevators. C. & N. W. R. R. sidings, 
cap. 125 cars. Free Switch. Truck plats., 
cap. 100 trucks. Water Docks, 2000 feet. 
SERVICE FEATURES—Direct Tunnel 
connection all RRs. Universal Station in 
building for out of town truck shipments. 
Stevedoring service for cargo freight. Barge 
service New Orleans. 

Space. leased—offices, storage and light 
mfg. Gen. storage for spot stocks. Storage 


in transit. Pool car distribution 
MEMBERS:—A.W.A.; Illinois Asso. Mdse. Whsemn. 






FACILITIES—600,000 sq. ft. Fireproof, 
steel - brick - concrete construction. Floor 
load, 250-300 lbs. Dry Sprinkler system; 
alarm system; private watchmen. Insur- 
ance rate, 17.7c. Siding on Pennsylvania 
Railroad; capacity 40 cars; free switching 
all Chicago lines. Motor platform, capacity 
100 trucks, all sheltered. 


LOCATION—Adjacent to “‘Loop’’—one 
block from new Chicago Post Office; in the 
heart of the railway terminal and wholesale 
districts. 


SERVICE FEATURES—Bonded, Illinois 
Commerce Commission. Pool car distribu- 
tors. Superior office and storage space for 
lease. Storage restricted to clean merchan- 
dise free from fire hazard 


ASSOCIATIONS— Ill. Whse. Assn.; Ill. Chamber of 
Com.; Chicago Assn. of Com.; Chicago Traffic Club. 























































































EDAR RAPIDS, IOWA 
American Transfer & Storage Co. 


Established 1908 Incorporated 


A. G. Keyes hk) 401 First St.,S.E. 
Pres. & Gen’l. Mgr. Tel.—21147 


FACILITIES—Prop. leased; 80,000 sq. ft. mdse, 
10,000 sq. ft. cold stge.; fire proof mill const.; sprin- 
kler; A.D.T.; Ins. 20c; siding on C. M. & St. Paul, cap: 
4 cars, free switch.; ; truck shelter, cap. 6 trucks. Min- 
imum cold storage temperature range 35° above zero. 
SERVICE FEATURES—Pool car distr.; cartage 
service, 8 trucks; Stge. and office space, for lease; 
motor term. in warehouse. 


MEMBER—lIowa W. A. 









































































EVANSVILLE, IND. 
Mead Johnson Terminal Corporation 


WATERLOO, IOWA 
Iowa Warehouse Company 





CHICAGO, ILL. 
Soo Terminal Warehouse 












Established 1914 “WHERE WATERWAY—RAILWAY—HIGHWAY MEET” Established 1916 Incorporated 
© MPanesics 519 W. Roosevelt Rd. Established 1930 D Incorporated R. B. Cass * 821 Mulberry St 

= P * Tel.—Canal 5740 J.D. Beeler 1830 West Ohio St. Me = ge a m . Tel-—345-346 
FACILITIES—500,000 ag. ft.; Fireproof, reinf. conc. Vice-Pres. & Gen. Mgr. Tel.—Dial 7152 see oe Seng (t) 62) terry &. 





FACILITIES—Property owned; 90,000 sq. ft.; Fire- 
roof, brick-steel-concrete const.; Floor loa d, no 
imit; Sprink. sys.; A. D. T. Insurance rate, 19.1c. 
—— on C. & E. I. and L. & N.; free switch., 
all lines. Water Dock: Length, “00 ét.: draft, 9 ft. 
SERVICE FEATURES—Bonded: U. S. Customs; 
State. Pool ues dist. Motor freight terminal. 
REPRESENT oe hg ied Distribution, <— 
RSSOCIATIONS~ Am. W . A. (Mdse.); Ind. W. A. 


ment block const. Siding on Chi. G. West., ca- 
pew 3 cars. Ins. rate $1.55. (2) 558 Center St. 
ireproof, brick const. Siding on W. C. F. & N. Ry. 
capacity 4 cars. Ins. rate 56c. Both: 70,000 aq. ft. 
Free switching service 
SERVICE FEATURES—Complete merchandise 
storage service. Pool car distribution. Motor freight 
termi: 
MEMBER—National Furniture Whsemen’s Assn. 


const.; Floor load unlimited. Low insurance rate. 
Siding: Soo Line; free switch, all lines; 50 cars. 
Truck dock, 18 trucks under roof. 
SERVICE FEATURES—Bonded: U. S. Customs, 
State. Pool car distribution. Candy Storage. Cool 
in summer. Space for lease with office. Free in and 
- freight deli ft to all trunk lines via — 
EPRESEN Y¥—National 


Whee. Servi 
ASSOCIATIONS— A. W. A. (Mdse.); I. A. M.. Ww. 

























































CHICAGO, ILL. FORT WAYNE, IND. 
























Wakem & McLaughlin, Inc. Pettit’s Storage Warehouse Co. . 

F.E.B as Ik ‘ is S JN. Petti ne sa St. Traffic Manager Lauds 
Sec’y & Treas * — Superior 6 oaae ‘eae P *H peor Warehouse Section 
—— TES (1) 213. + oo Minot on gpvidee: Sts] | FACILITIES—Mdse. 50,000 aa. ft.. shld. goods 















3." Reinforced concrete construction: floor 
ee a 2 00 Ibs. Property owned. Merch. Patrol 
enka” g nok average 25c. Siding, ca ao | 
7 cars, N. Y. C. & St. L. R. R., free switching. 
dock Pn dl 6 trucks. 

SERVICE FEATURES—Pool car dist. Own cartage. 
REPRESENTED BY—Am. Ch. of ——. 
ASSOCIATIONS—A.W.A., Mayflow 

State, County and City taxes ty 1943 i $2.19. 





421-427 E. North Water St. & 3) 352-402 E. North 
Water St. leased space. Total space, 500, 000 sq > £8. 
Mill const. Sprinkler sys.; A. D. T.; Watchmen. 
Ins. rate 15 %c. ae = on C. & N. W. 

SERVICE FEATUR Licensed, U. S. Whse. Act; 
State. Bonded: U. S. Ere Rev.; Customs. Bottling 
plant for liquors. Pool car dist. ‘Loans 
ASSOCIATIONS—A. W. A.; Ill. W. A.; Chi. C. of C. 


Traffic managers find the “Merchandise and 
Cold Storage Warehouse Section” a valu- 
able service. This Section, restricted as it is 
to warehouses that have been carefully 
investigated as to responsibility and quality 
of service, provides a distinctive service to 
warehousemen and shippers alike. 














































An outstanding traffic manager added the 
comment below to his reference report on @ 


recent warehouse applicant for admission to 
the Warehouse Section. 


“This method of displaying warehouse serv- 
ices and obtaining information places much 
confidence in The Traffic World and is im- 

rtant to mutual interests. It is an excel- 
ent service to shippers.” 


THE WELCH GRAPE JUICE CO. 
(Signed) G. D. Eddy, Traffic Manager 





















HAMMOND, IND. 
Great Lakes Warehouse Corporation 


General Merchandise—Storage and Distribution 
Established 1922 Tel.—Ham’ d .3780-81 


E.C. Faure Plummer Ave. & State Line St. 
Vice-Pres. & Mgr. Tel.—Chicago—Ent. 2200 
FACILITIES—10,000 sq. ft.; Fireproof, concrete- 
steel-brick construction. Siding on IHB RR; located 
within Chicago ae district; capacity, 50 cars 
set. Transit privileges. 

SERVICE FEATORES — Motor terminal on 
premises—hourly delivery to Metropolitan Chicago 
and suburbs. 


ATIONS—A.W.A. (C.S. Div.); Ind. Whemn’s Assn. 


Dependable Warehouses 




























Only warehouses with a reputation for 
good service and with te financial refer- 
ences are acceptable in the Warehouse Guide 
and for listing on the Distribution Map. 
Because of the care with which the records 
of these warehouses have been checked, 
THE TRAFFIC WORLD recommends 
them unhesitatingly. 









Ware 
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LEXINGTON, KY. 


























e Co. Union Transfer & Storage Co. 
porated Established 1919 Incorporated 
orgia O. B. Murphy * Spring & Vine Streets 
>In 6431 Vice-President 1.—PBX-7030 
ft FACILITIES—(1) Vine & Fag, ng Sts., fireproof, 
tobacce reinforced concrete; Ins. rate 22c. ( ) Vine & erino, 
. Sidi brick & mill const. Ins. rate 55c. Both: ay floor 
acity | a ,000 sq. ft. Sidings on L. & N. R. R.; free 
we SERVICE FEATURES—Pool car distributors. 
shes t t line, company own serving 
tation, iruieville, Cincinnati, me sg Middleborough & 
e, Inc. Blue Grass region of Kentucky. 
na W.A. 








LOUISVILLE, KY. 


ng Co.| § | Louisville Public Warehouse Co., Inc. 


















ylvania St. W. N. Cox oe E. H. Bacon 
het 4361 President eiianeiinees Vice-President 
) i FACILITIES—944138 sq. ft. for storage of Mer- 
a leo chandise, Household Goods, Tobacco, Distilled 
1,337,000 neatie—28 Warehouses—Fireproof and slow-burning 
» 225 Ibe. mill—Sprinklered—Conts. Ins. 4.4c to 19.3c per $100. 

-, 8 cars, SPECIAL FEATURES—Customs and _ Internal 
TF oloce: Revenue Bonded—Pool Car Distribution—Free 


Switching all Lines—Satisfying Customers with 


ed. Pool Superior Service. 
bit space. MEMBERS—Anmerican Chain of Warehouses—Dis- 
ipls. WA. tribution Service, Inc_—Am. Whee. Ass’n. 


NEW ORLEANS, LA. 
Commercial Terminal Warehouse Co. 






















e Co. 


rporated Established 1925 Incorporated 
me E.B.Fontaine yy 404N. Peters St. 
i soda’ President Tel.—Magnolia 4877 
st.; sprin FACILITIES—100,000 sq. ft.: Slow burning, heavy 

Paul, cap brick and mill const.: Floor load, 250 Ibs.: Sprink. 
cks. Min- sys.: Watchmen; Ins. rate, 37c Siding on So. Pac. 
es SERVICE FEATURES—Bonded: U. S. Customs: 


State. Pool car dist. Bean cleaning grading. 
Reconditioning. Billing. Financing. Cartage. 


REPRESENTED BY—Associated Warehouses, Inc. 


for lease; 


NEW ORLEANS, LA. 
Standard Warehouse Company 


Established 1903 


T. E. Gannett 100 Poydras St. 
Owner Tel.—RAymond 2336 
FACILITIES—100,000 sq. ft. Heavy brick & mill 
const. Sprinkler sys., pvt. watchmen. Ins. rate 27.4c. 
Sheltered motor & rail plat., cap. 12 trucks, 
siding on T. & N. O., cap. 9 cars, free switching. 
SERVICE FEATURES—Customs & State bonded. 
Pool car dist. Especially equipped for coffee; 
coffee separating & cleaning; bean cleaning & polish- 
ing; flour sifting; reconditioning of cargo. 
REPRESENTED B —GCee. W. Perkins, 82 Beaver St., New York > 
ASSOCIATIONS—A, W. A.; New Orleans Mdse. W. A 









Storing Supplies 
and Materials for 
Government Orders 







Shippers are finding increasing need 






for use of warehouse space in storing 
supplies and materials in conjunc- 
tion with national defense orders. 
These shippers rely on warehouses 
in TRAFFIC WORLD'S Warehouse 
Section. They realize that they are 
reliable because of Traffic World's 


pre-checking requirements. 


AREHOUSE 





























*| FACILITIES—6 units. 



































Md. - Mass. - 
BALTIMORE, MD. 


Camden Warehouses 
Established 1900 Incorporated 


Jas. C. Brown ye Camden & Eutaw Sts. 
Mgr. & Treas. Tel. Plaza 0400 


FACILITIES — 4 Units; Property leased: 700,000 
sq. ft. Brick-Concrete-Steel const. A.D.T., Private 
Watchman, Sprinkler. 

LOCATIONS—Camden Seeion: Henderson's Wharf, 
Locust Point Piers, B. & O. R. R 

SERVICE FEATURES—Pool cars. Motor trans- 
port. Direct rail and water connections. Internal 
Revenue and Customs Bonded. 


ASSNS.—A. W. A., Md. W. A., Distillers’ Inst. 








BALTIMORE, MD. 
Terminal Warehouse Co. of Baltimore 


Established 1893 Incorporated 


C. A. Schauman % D Davis & Pleasant Sts. 
President Tel.—LEX. 8560 
Davis &. Pleasant Sts., 
Bond St., prop. leased. Water dock, 
400 ft. Dft. 25 ft., 500,000 sq. ft. Brick constr. 
Sprinkler. A. D.T. Watchmen. Ins. 2lc. Siding, 
P. R. R., cap. 40 cars. Truck plat., 40 trucks. 
SERVICE FEATURES—Bonded: Cust. Space and 
off. for lease. Trucks for loc. delvy., pool car. 
REPRESENTED BY—Assoc. Whses., Inc., NEW YORK, 
C. A. Webster, 52 Vanderbilt Ave.; CHICAGO, Clyde 
Phelps, 549 W. Randolph St. A.W.A.; C. of ’C.U.S. 








Prop. owned. 















BOSTON, canesipce MASS. 
Hoosac Storage and Warehouse Co. 


Established 1928 Incorporated 
Howard E. Wemyss * Lechmere Square 
Treasurer Tel.—TRO. 9608 


E. Cambridge, 












FACILITIES—(1) Lechmere ‘. 
Fireproof, reinforced concrete; Sprink. sys. Ins. 
rate 18. (2) Water St., Charlestown (Adj. 
Mystic Terminal Co. docks). Brick const., A. D. T., 
Auto. fire alarm. Ins. rate 21c (90%). Total floor 
space 108,500 sq. ft. Sidings on B. & M. R. R. 
SERVICE FEATURES—Bonded: State; U. S. 
Cust. (No. 2) Pool car dist. Liquor storage (No. 2). 
REPRESENTED BY—New York 7 ~¥ Dis- 
tribution Bur.; Chicago, National Whsg. Se 

















MINNEAPOLIS, MINN. 
Minneapolis Terminal Warehouse Co. 


Established 192° © Incorporated 


618 Washington Ave. N. 201 Fifth Ave. N. 
Whse. No.1 (Tel.—MAin 3568) Whee. No. 2 


FACILITIES—z200,000 sq. ft.; Fireproof, brick and 
concrete construction; Floor load 250 Ibs.; A. D. T. 
and private watchmen. Sidin¢s« on Soo Line; capac- 
ity, 16 cars; free switching all lines. Cartage Serv- 
ice, 50 trucks. Ins. from 16c (90%). Pool car distr. 
SERVICE—State, U.S. Cust. bond. Office space. 

REPRESENTED BY—Assoc. Whses., Inc., 52 Van- 
derbilt Av., N. Y.; 549 W. Randolph St., Chicago. 

ASSNS.—A.W.A., Minn.-N.W.W.A., Minn. Truck 
Owners Assn. 































































T. PAUL, MINN. 
Midway Terminal Warehouse Co. 


amen 1933 Minnesota Transfer 
Tel.—Nestor 1811 2295 University Ave. 


FACILITIES—150,000 sq. ft.; Brick and mill con- 
struction; Floor load 250 ins : sprinklered; and private 
watchmen. Siding on Minnesota Transfer Railway; 
capacity, 16 cars; Tees switching all lines. Cartage 
service, 25 trucks, Ins. from I6c. (90%). 

SERVICE FEATURES—State, U. S. Cust. bond. 
Office and display space. Pool car distr. 
REPRESENTED BY—Assoc. Whses., Inc., 52 Van- 
derbilt Av., N. Y.; 549 W. Randolph St., Chicago. 
ASSNS.—U. S. C. of C., A.W.A., Minn.-N.W.W.A 
Minn, Truck Owners Assn. 


T. PAUL, MINN. 
St. Paul Terminal Warehouse Co. 


Established 1916 . Incorporated 
8th & Locust Sts. Tel.—Garfield 7551 


FACILITIES—307,000 4 ft.; Fireproof, brick and 
conc. const.; Floor load 250-400 Ibs. A.D.T. & Private 
watchmen. Sidings Soo Line; 26 cars; free switching. 
Cartage service, 50 trucks. Ins. from 16c (90%). 
SERVICE FEATURES=—State, U. S. Cust. bond. 
Office and display space. Pool car distribution. 
ee ee BY—Assoc. Whses., Inc., 52 Van- 
derbilt Av., N. Y.; 549 W. Randolph St., Chicago 
ASSNS.—U. 5. C. oo A.W.A., Minn.-N.W.W.A., 
Minn. Truck Owners Assn. 

Famous for “‘SERVICE’’—from Coast to Coast. 


Minn. - 

















































SECTION 


Mo. 


KANSAS CITY, MO. 
Adams Transfer & Storage Co. 


Serial Page 601 




















Established 1900 Incorporated 
D. S. Adams te s- 228 W. 4th St. 

President Tel.—Victor 0225 
FACILITIES—100,000 . ft. Fireproof, reinf. 
concrete. Sprinkler, M.D.T. alarm, pvt. watchmen. 
Ins. rate 24c. Siding on KCSRR. Cap. 8 cars. 
Free switch. Truck plat. covered, cap. 30 trucks. 








SERVICE FEATURES—Bonded: Customs, Int. 
Rev., State; Lic., U. S. Whse. Act. Pool car dist. 
Stg. & office space for lease. Mot. Transp. wy & 
fgt. term. Daily overnight service to approx. 4.000 

towns. In wholse. dist.; near retail dist. & fgt. depots. 
ASSNS—A.W.A.; M. Ww. A.; Traf. Club; ce, Or. ae 





























KANSAS CITY, MO. 


Crooks Terminal Warehouses 
1104 Union Avenue 


Telephone—Victor 2404 
Established 1913 Incorporated 
A. J. Crooks R. F. Wallace 


Vice-Pres. & Gen. Mgr. 


New York Office 
H. J. Lushbaugh, Mgr. 271 Madison Ave. 
Murray Hill 5-8397 


Manager 
























































































Brokers Warehouse | Security Warehouse 
1104 Union Ave. (Frisco) 1405 St. Louis Ave. (M.P.) 


FACILITIES—3 locations: 322,000 sq. ft.; Rein- 
forced concrete and brick const.; Floor a 250 Ibs. 
Sprink. sys. Ins. rate, 9.4c. Sidings on Un. Pac. * 
Mo. Pac. & —" R. Rs.; cap., 23 cars; free switch. 
Protected by A. D. T. Burglar. Alarm System. 
SPECIAL SERVICES Bonded; Licensed, U. S. 
Whs. act; U. S. Customs; State. Pool car dist. 
We operate our own large and efficient fleet of motor 
trucks. Cool rooms—cheese, dates, nuts and dried 
fruits (35° to 60°). Candy Storage. 
ASSOCIATIONS— A. W. A. (Mdse.); Mo. W. A. 


Watch Display Advertisements on 
Inside Front Covers! 






























KANSAS CITY, MO. 
Merchandise Warehouses, Inc. 


Established 1902 i) 933 Mulberry St. 






























FACILITIES—350,000 sq. ft., reinforced concrete 
and heavy mill construetion; Sprinkler: Sidings: 
Mo. Pac., Un. Pac., Wabash & Burlington; Track 
capacity: 20 cars; ‘Watchman service end ADT 
protection; Ins. rate: 9.0c. Covered docks and 
tracks. Display room. Cold storage. ce space. 
SERVICE FEATURES—Bonded by Fidelity & De- 
posit Co. of Md. Pool car dist. Reciprocal switch- 
ing. Free drayage a L.C.L. shipments. Financing. 
Employees bond e-in-transit service. Tr. Dept. 
SO EOCIKTIONS —— nsas City Warechousemen’s 
Association; Missouri Warehousemen’s Association. 






























































































. LOUIS, MO. 
S. N. Long Warehouse 


9th & Gratiot Sts. ie Tel. Main 2910 
W. F. Long, G. M. Established 1903 
FACILITIES—214,000 sq. ft. Heavy mill and brick; 
1939 S. Vandeventer, Mo. Pac. siding, 22 cars; 
2) 9th & Gratiot, Term. R. R. siding, 24 cars; rec. 
switch, all lines. Ins. rate, 20c. Sprinkler, AD 
rotection. Two covered motor docks length of bldg. 
TURES—Longest established mdse. whse. in St. 
Louis. Licensed. State bonded; pool car distr. Spcl. 
encl. plat. Separate vault space, approved for storage 
Red Pabel roducts. Motorized power equipment. 
REPRESENTED BY—Distribution Service, Inc. 
ASSNS.—A. W. A.; Mo. W. A.; St. L. Mdse. W. A.; 
Se. L. C. of C. 














. LOUIS, MO. 


Rutger St. Warehouse, Inc. 
Established 1920 *D 9 Rutger St. 


S. J. Lusby Tel.—Chestnut 
Exec. V.-P. & Treas. 9465-66 
FACILITIES—Mdse. Stg. 210,000 sq. ft.; Cold Stg. 
(beer) 8700 cu. ft. Brick-mill constr. Sprink. sys. 
ADT Central Sta. burglar alarm. Ins. rate 2c. 
Sidings on Mo. Pac. and Term. R. R. Assn., cap. 14 
cars, free switching. Motor plat., cap. 15 trucks. 
Mississippi River Dock, near Municipal Bridge. 
SERVICE—Bonded: U. S. Cust.; State. Pool car 
dist. Motor freight terminal. 
REPRESENTED BY: Associated 
ASSNS.—St. L. Mdse. W. A., Mo. 


Space for lease. 
atemen, Ine. 
W. A., St. L. C. of C. 




















T. LOUIS, MO. 
ST. LOUIS TERMINAL WAREHOUSE C0. 


Established 1924 Incorporated 


Cc. J. LaMothe *D 826 Clark Ave. 
Vice-President Tel.—Main 4927 
FACILITIES—200,000 eq. ft. Mdse. Storage, (1) 1000 
Spruce St., (2) 826 Clark Ave. A.D.T. protected. 
Sprinklered. Ins. rates 16c—26c. Term. R. R. 
siding. Free switching. 28 car —_ Sheltered 
platform, city block , Centrally located in 
wholesale and jobbing district. 

SERVICE FEATURES—State, U. S. Cust. Bonded. 
Pool car dist. Space for lease—office and storage. 
REPRESENTED BY—A. C. of W., Inc. 
MEMBER—A.W.A.; ! Jo. W. A.; St. Louis C. of C. 








JERSEY CITY, N. J. 


Harborside Warehouse Company, Inc. 


Thirty-Four Exchange Place 
On the Hudson River directly opposite New York City 
Tel.—Bergen 4-6000 Established 1933 


Executive and Sales 
R. B. M. Barke, V. P. €D Office: 66 Hudson St. 


New York, New York 
John J. Mahoney, T. M. Phone: Barclay 7-6600 
FACILITIES—3 units—firreproof, brick and concrete. 
Private siding, Penna. R. R. connecting with all roads 
entering city. Merchandise Stge.—Mfg. and office 
space 1,650,000 sq. ft.; sprinkler; automatic fire alarm; 
Ins. rate .099; rail siding—20-car capacity; platform 
capacity—40 trucks. Cold Stge.—coolers, 1,608,000 
cu. ft.—freezers 1,182,000 cu. ft.—total 2,790,000 
cu. ft., convertible; automatic fire alarm; ins. rate 
6c; brine refrigerator system; temp. range 0 to 50° F.; 
cooler room ventilation; humidity control; 20-truck 
latform; rail siding 16-car capacity. Water Dock 
acilities—waterfront dock ft.; draft min. 21 ft.; 
also pier berth 600 ft.; bulkhead draft 25-30 ft. 
SERVICE FEATURES—Free lighterage, Pool car 
distribution. Rental of Office space. Storage-in- 
transit. All perishable products accepted for cold stor- 
age. Free switching on certain perishable products. 
nded space available. American Export Line 
steamers dock at piers adjacent to warehouse. Con- 
sign rail shipments to storer c/o Harborside Ware- 
house Co., Jersey City, Pennsylvania R. R. Hender- 
son Street Station del’y. 
ASSNS.—A. W. A. aid St’ge Div.); W. A. Port 
of N. Y.; Mar. Assoc.; N. Y. Mer. Exch.; Com. & 
Ind. Assoc. N. Y.; Jersey City C. of C. 











WANTS RELIABLE WAREHOUSES 


“We use the warehouse section for obtaining the 
names of reliable warehouses to handle distribution 
of pool cars. It is rather difficult from distances of 
500 to 2,500 miles to know whether all warehouses are 
reliable or are of such financial responsibility that we 
would care to have them handle our products. Know- 
ing The Traffic World, we feel certain they would 
not allow listing in their publication of anything but 
the best warehouses in their class."—General Traffic 
Manager, York, Pa. 








TEESE RR ES Eee 


Serial Page 602 Mo. - New Jersey 


New York 


BUFFALO, N. Y. 
The Lederer Terminal Warehouse Co., Inc. 


Tel. Jefferson 1120 


124 Niagara Frontier Food Terminal 
Herbert H. Lederer, President 

FACILITIES—60,000 sq. ft. 
Private watchmen. 
and Nickel Plate RRs., cap. 20 cars. Shelt. Motor 
umidity controlled space. 
REPRESENTED BY—New York City, Frank J. 
Tully, 277 Broadway (Worth 2-0428): Cleveland, 
Lederer Terminal (See adv.) ; Chica 
519 W. Roosevelt Rd.—(Canal 5742). 


North Carolina 





Established 1921 


Fireproof, concrete- 
Sidings on Erie 


plat., cap. 14 trucks. 


o, M. H. Finger, 








NEW YORK, N. Y. 


Baltimore & Ohio Stores, Inc. 


PIER 21, EAST RIVER 
(On South St. Adjacent Brooklyn Bridge) 
Established 1914 
Arthur J. Tolle 
Treas. & Mgr. 
Area 35,000 sq. ft. (Mill constructed floor). 
SERVICE—Pool car di iali 
foodstuffs and other high grade commod: 
arding warehouses on the Balti- 
more & Qhio R. R.—communicate with Arthur J. 


Tolley. 
ASSOCIATIONS—A.W.A.; W.A. Port N.Y.; N.Y.W.A. 





Telephone 
Digby 4-1600 


Specialize in handling 


For information r 





ROCHESTER, N. Y. 
B. R. & P. Warehouse, Inc. 


Established 1914 
U. C. Lockinger 


FACILITIES—Property owned—100,000 sq. 
i built-up concrete const. Sprink. 

watchmen. Ins. 11.8c Siding on B. & O. R. 
2 cars, free switching. Shelter 
‘orm, capacity 10 trucks. Boat dock on N. Y. 
Barge Canal operated in conjunction with warehouse. 
SERVICE FEATURES—P. 


King & Maple Sts. 
Tel.—Main 3991-92 


ool car dist. Motor fgt. 


terminal. Storage & office space for lease. 
ASSOCIATIONS—A. W. A.; Rochester T. & W. A. 








RALEIGH, N. C. 
Carolina Storage & Distributing Co. 


Established 1919 


324 W. Lane St. 
Telephone—4979 
FACILITIES—32,000 sq. ft. Fireproof, steel, con- 


Ins. rate 72c. Siding on Seaboard Air 
Line, free switching. 


SPECIAL SERVICES—Pool 
Company operated cartage service—3 trucks. 

REPRESENTED BY—American Chain of Whses. 
ASSOCIATIONS—American Warehousemen’s Assn. 





M. B. Koonce 








AKRON, OHIO 
Cotter City View Storage Co. 


Established 1882 
W. Lee Cotter 


FACILITIES—2 units, 80,000 
brick-steel const. (1) Fl. load 350 Ibs. A.D.T. alarm 
Ins. rate 30c av. Siding on B. & O., 6 cars. 
Truck plat. cap. 4 (2) Fl. load 
Sprinkler sys. 
Pennsy., 8 cars. Free switching. Truck plat. cap. 4. 
SERVICE FEATURES—Pool car dist., motor frt. 
terminal. Company operated cartage service, 
. Storage space for lease. 

ONS—Mayflower Whsemns. Assn.; Ohio W.A. 


Incorporated 
70 Cherry St. 
Franklin 3131 

. ft. Fireproof, 





———-CINCINNATI, OHIO 
The Baltimore and Ohio Warehouse Company 


Incorporated 


Second & Smith Sts. 
Tel.—Parkway 7646 
FACILITIES—Dry Stg., 219,000 sq. ft.; cooler stg. 
90 tone—steel—brick—wood const. 
Sprinkler sys.; central alarm sys.; watchmen. Direct 
12 large freight elevators. 

SERVICE—Pool car dist., resh 
collections. Especially adapted to products requiring 
protection from dampness, dirt, heat or cold. Special 
rooms for stge. chocolate & choc. candies, controlled 
temperature & humidit 
ASSOCIATIONS—A. 








Irvin W. Mead 
Mgr. & Treas. 







rail connection. 






ipping and C.O.D. 











W. A.; Ohio W. A.; Cin. W. A. 
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7 CINCINNATI, OHIO 


Cincinnati Merchandise Warehouses, Inc. 


Ernest L. Becker Tel.—Main 4117 
Executive Vice Pres. > 4 7 West Front St. 
FACILITIES—(1) 11-17 E. Front St. Ins. rate, 
25.1c. (2) 7-19 W. Front St.; Ins. rate 33.2c, 
Both houses: Total 225,000 ~ ft.; heavy mill const.; 
Sprink. sys.; A.D.T. burglar alarm; Sidings, P. R. R 
and So. Ry. Reciprocal switching arrangements. 
SERVICE FEATURES—Bonded: U. S. Cust.; 
Pool car distr. 
MEMBER—A.W.A.: O.W.A. and Cinti. Ware. Club, 
0 Repassented ty Simbios 
NEW YORK ALLIED DISTRIBUTION INC. CHICAGO 
41 WEST 42ND ST. PENN. 6-0068 “SQM 1525 NEWBERRY AVE, MON.SS3: 











INCINNATI, OHI 


Cincinnati Terminal Warehouses, Inc. 
Established 1924 Incorporated 


Harry Foster 49 Central Ave. 
General Manager Tel.—Parkway 8070 


FACILITIES—Dry stge., 600,000 sq. ft., Cold stge., 

0,000 sq. ft. Fireproof—steel const. Sprinkler 
sys. Watchmen. Ins. rate 144c. Siding on P. R. R 
free switching. Sheltered motor platform. 
SERVICE FEATURES—General; Bonded; Int. 
Rev.; Pool car dist. Drayman. Motor frt. terminal— 
35 lines. Cold storage. Traffic problems analyzed. 
Storage, office, display space. 


MEMBER—A. W. A. (Refr.); Ohio W. A. 
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LEVELAND, OHIO 


The Lederer 


Terminal Warehouse Co. 


General Office 
Foot of East Ninth Street 
Telephone—Cherry 5280 


Herbert H. Lederer *D Established 1921 


President Incorporated 







“. 













FACILITIES 


East Ninth St. Pier—The East Ninth Street Ware- 
house is located on the lakefront in downtown 
Cleveland with 1,000 ft. of dockage and 20 ft. draft. 
No bridges or other obstructions requiring tug 
service. 72,000 sq. ft. of fireproof warehouse space 
with 1,000 lb. floor load and A. D. T. Burglar and 
Fire System. Served by New York Central with 20 
car siding and free switching. Most modern power 
equipment for handling cargoes of package om 
and special facilities for passenger and cruise ship 
dockings. Offices and display rooms. 
E. 37th St., Northern Ohio Food Terminal gd 
products handled exclusively). 120,000 sq. ft. Fire- 
proof, concrete const. Private watchmen. 24 car 
siding on Nickel Plate, free switching. Sheltered 
7 truck motor platform. 
1236 Broadway—The Broadway Warehouse has 
humidity controlled space for sugar and other 
hygroscopic merchandise. 90,000 sq. ft. Fireproof, 
concrete-brick const. A. D. T. private watchman. 
15 car Siding on Nickel Plate (connected with main 
freight depot—eliminates cartage). Sheltered 20 truck 
Motor platform. 
1530 Riverbed Ave.—100,000 sq. ft. Fireproof, 
concrete-brick-steel const. Private watchmen. 6 car 
siding on Erie. 12 truck Motor platform. 
SERVICE FEATURES—U. S. Customs bonded. 
Pool car distribution. Motor transport service. 
Favorable rates from all docks and piers. 
REPRESENTED BY—New York City, Frank J. 
Tully, 277 Broadway (Worth 2-0428); Buffalo, 
Lederer Terminal (See adv.); Chicago, M. H. Finger, 
519 W. Roosevelt Rd. (Canal 5742). 
ASSOCIATIONS—Am. W. A. (Mdse.); Ohio W. A. 





Information in This Section 
Is Right Up-to-the-Minute 


Changes are made from month to month on 
the information in this section. This gives 
you up-to-the-minute data on the ware- 
houses you use and propose to use. Ship- 
pers say that such a service is invaluable 
to them. 
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CLEVELAND, OHIO 


National 
Terminals Corporation 


PHILADELPHIA, PENNA. 


Pennsylvania Warehousing 
and Safe Deposit Co. 


Established 1872 Incorporated 














* Warren T. Justice Cor. 4th and Chestnut 

1200 West Ninth Street pone Re * _Tel—Lombard 3693 
Tel.—Cherry 4170 FACILITIES—22 units. rties owned and 

leased. 1,092,000 sq. ft. Floor oad 250 Ibs. Conc. 







and slow burn. Part sprinklered. Ins. 4c to 64c. 
Sidings: B. & O., P. R. R., Reading. Cap. 40 cars. 
SERVICE FEATURES—Bonded’ S. Cust. Pool 
car. Space and off. for lease. Local delivery serv. 

REP. BY—Am. Chain of Whses., Inc., G. W. Perkins, 
82 Beaver St., New York. A.W.A., P.W. A., W.A. of P. 


. B. Ef. F. H. Pr 
\ hm OD Saye 


7 PHILADELPHIA, PENNA. 


Philadelphia Piers, Inc. 


Established 1934 
330 Chestnut St. 






FACILITIES: Three units. 1200 W. 9th 
St. 516,000 sq. ft. Cold Storage 1,500,000 
cu. ft. Ins. rate 10.7c. 63-car siding on 


C.C.C. & St.L., free switch. Shel. motor 






























. E. W. Stringfield s TELEPHONES 
a a Gen’I Traffic Mar. KD Keyetone=Main $175 







sq. ft. Ins. rate 58c. B. & O. 21 car siding, 
no switch. Shel. motor plat., 10 trucks. 
Dock, 500 ft. draft 18 ft., 900 E. 54th St. 
200,000 sq. ft. Ins. rate, 35c. Siding on 
N.Y.C. Shel. motor plat., 9 trucks. Dock, 
500 ft., draft 20 ft. All units fireproof, 


watchmen. Modern handling equipment at 
docks. 






alyzed. Facilities 

















Five units. Piers 96, 98, 100 South. 25 acres lumber 
yard adjacent. Open Storage. 1,100,000 sq. ft. 
under cover. Reinforced concrete construction. Floor 
load, 300 lbs. maximum. Part sprinklered. Watch- 
men. Ins. 14.4c to 17.7c. Siding on Pennsylvania 
R. R., Baltimore and Ohio R. R., Reading R. R. 
Capacity 600 cars. Water dock, length 1,500 ft., 






















































































































Co. SERVICE: Pool car distribution. Space a ae » 
f . Service Features 
or lease: storage, office, light manufactur- 
ing. Cold Storage: fruits, vegetables, meats, General merchandise storage. Storage-in-transit 
ot fish, poultry and dairy products; frozen patvllege on fous, groin guedinci aud other enmmedl- 
2 = re ties. Direct car to shipside service at piers. Lighter- 
fruits. Complete rail, truck and boat facili- age and extra handling eliminated. Import, export, 
1d 1921 ties for dry and cold storage. intercoastal and coastwise commerce handled with 
_— MEMBER: A. W. A., Ohio W. A. speed and economy. 
.t Ware- CLEVELAND, OHIO PPL Aen, Pa 
oe | | aoe 2 eee 
ring tug sta blishe incorporate 
se space Bernard. WAREHOUSE CORP. E. V. D. suiivesn * $i Felunount Ave. ‘ 
glar an ernar Presiden (Tel.—Market 0160 
“with 20 ey YM + Se. FACILITIES—(1) N. E. Cor. Front & Brown 
m erated F Sts., and 800 N. Delaware Ave. Fireproof, concrete 
e ie ACILITIES—500,000 sq. ft. Fireproof, brick- const. Sprinkler sys., A. D. T., private watchmen. 
uise concrete; A.D.T. Sprink. sys. and auto. burg. alarm: (2) Eleven other units. Total—all facilities, 
watchmen. Ins. rate, 14.3c. Sidings on N. Y. C. & Big 2,940,000 sq. ft. Ins. rates as low as 4c. Sidings on 
on Four (stop off cars). Free Switch. Sheltered Docks 7 Miseggertsy Reading RRs., free switching. 
{s Fire. and siding in bldg. Downtown Cleveland location. SERVICES—Customs and Dept. of Ag. BAI 
24 car SERVICE di a S. Customs bonded. bonded. Pool car dist. Motor fgt. term.—own and 
Sheltered Stor craze, Ofc and Display space for rent <r, operate trucks for city & suburban deliveries. 
BER—O. W. A.: Cleve. W.A.: A.W. A. — MEMBER—Distribution Service, Inc.; A.W.A.; Penna. W.A. 
puse has 
ad — 
so st COLUMBUS, OHIO PITTSBURGH, PENNA. 
vith main e « 
120 truck The Columbus Terminal Warehouse Co. Kirby Transfer & Storage Co. 
Established 1898 Incorporated 
Fireproof, Establish Incorporated . Lee Kirb 2536 Ik 
en. 6 car ilasciaiiniees * Tel.—Adams 6239 . —— ° * yeh se > 
FACILITIES—63-83 Terminal Way—100,000 sq. FACILITIES—100,000 sq. ft. Fi f, rei 
| bonded. t.; brick and concrete const. A.D.T. Burglar Alarm concrete. Sprinkler en A Aang ghee 3 
- service. and A.D. T. Aero Automatic Fire Alarm. New York Siding on Penna. R. R., capacity 5 cars. Location— 
Central Siding; Free switching. Wholesale District of City. 
Frank J FACILITIES—416 Dublin Ave.—125,000 sq. ft.; SERVICE FEATURES Pool car dist. Motor 
Buffalo, rick and concrete const. A.D.T. Burglar Alarm, Truck Service to points within 30 miles of Pitts- 
4. Finger, Automatic Sprinkler. C. & O. Railroad siding. Free burgh by own equipment. 
itching. REPTD. BY—Distribution Service, Inc.; Chicago, New York 
hio W. A. MEMBER—Allied Distribution, Inc.; Ohio W. A. MEMBER—A.W.A.; Penna. W.A. Mdse. W.A. of Pittsburgh 


















TOLEDO, OH1O———_ 
Great Lakes Terminal Warehouse Co. 


Established 1927 Incorporated 


CRANTON, PENNA. 
The Quackenbush Warehouse Co. 


Established 1894 Incorporated 

shenbrenner i) 321-359 Morris St. _ 
V.-P. & Gen’l Mgr. Tel.—Main 4231) A. E. Huber * 219 Vine St. 
FACIL Si em ye storage, 150,000 sq. ft.; Cold Secretary (Telephone—6111 


storaze 2,500,000 cu. ft.; Sprink. sys.; A 


e &, 2 f - - ; 
ivate Sidings: BS rt Oat NY. CG; MOTOR a pr t. Brick-Steel-Wood 


z rink. s - Ins. rate 13c. Sidin, 
TRUCK PLAT.,; capacity 30 trucks; sheltered. ony. 4 R. ~~ 
SERVICE FEATURES—U. S. Customs Bonded mtg Ys ater og end BL reap. as Sener Ge 










warel.ouse, Complete Gragg a and delivery 
service : covering Ohio, Mich. & Ind. 

CAPITAL—Over $1,000, 000. References: Any 
Toles. Broker, Jobber, Grocer, Trucker, Bank. 
TOLEDO’S LARGEST, FINEST, RESPONSIBLE WHSE. 


SERVICE FEATURES—Pool car dist. Motor freight 
terminal. R. F. Post, Drayman. 


REPRESENTED BY—Allied Distribution, Inc. 
ASSOCIATIONS—American Warehousemen’s Assn‘ 
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———SIOUX FALLS, S. D. 
Wilson Storage and Transfer Company 


Established 1930 Incorporated 


R. M. a oe 110 No. Reed St. 
Man Telephone—6543 
FACILITIES —100,000 sq. ft. Fireproof, reinforced 
concrete const. Sprinkler sys.; private watchmen. 
Ins. rate. 26c. Siding on Chi. & N. W., free switch- 
ing. Adjacent Union Truck Depot. 
SERVICE FEATURES—State bonded. Pool car 
dist. Storage and office space for lease 
WILSON FORWARDING CO. (Owned and op- 
erated by us)—Features coordinated truck & rail 
freight service. Offices in Chicago, St. Louis, Minne- 
apolis, Omaha, Sioux City, Huron and Rapid City. 




















MEMPHIS, TENN. 


Poston Warehouses 


Established 1895 P. O. Box 2562 


W.H. Dearing ye 6715S. Main St. 
General Manager Telephone—8-5134 


FACILITIES—52,000 sq. ft.; mill-brick-concrete 
const. Sprinkler sys.; A. D. T.; Watchmen. Ins. 
rate 12.6c. Sidings on I.C. & St. L. S. W. Rys.; free 
switching. Sheltered Motor plat. 


SERVICE FEATURES—Bonded privately. Pool 
car dist. Local cartage, P. U. & D. service. Storage, 
billing and collections. Office space. 


MEMPHIS, TENN. 
United Warehouse & Terminal Corporation 


Established 1930 * is7 E Calkeon, Ave 


Sag sae fy race 137 E. Calhoun Ave.; (2) 138 
St. Paul Ave. 110,500 sq. ft. Brick and mill const. 
mg am — Ins. rates (1) 15.2c; (2) 18.7c. Sidings 
on N.C. t. L. and L. & N. free switching rail and 
barge j oly "Sheltered motor platform 
SERVICE FEATURES—Excellent facilities for Pool 
car dist. Motor frt. term. Office and desk space. 
In center of wholesaling and jobbing dist.—con- 
venient to rail, truck and express depots. 
REPRESENTED BY—Distribution Service, Inc. 
ASSOCIATIONS—A. W. A.; Memphis W. A. 













NASHVILLE, TENN. 


Bond, Chadwell Co. 
Established 1905 Incorporated 
E. M. Bond %D 1625 Broad St. 
President Telephone—5-4153 


FACILITIES—100-124 First Ave., N. 40,000 sq. ft. 
a reinforced concrete. Floor load 250-500 
Ins. rate 19.4c. Siding on Tenn. ahs cap. 
rg cars: free Jeg Sheltered ed plas. 1s 
5 trucks. ter dock: Length 300 ft.; draft 9 
SERVICE F FEATURE RES—Pool car distribution. Stor- 
e and office space for lease. Located in center of 
Nashville wholesale district. 
MEMBER—Am. Chain of Whses.; A. W. A. 



































DALLAS, TEX. 
The Dallas Transfer & Terminal 
Warehouse Company Inc. 


2nd Unit Santa Fe Bldg. > Established 1875 


Fireproof Warehouse Construction — Minimum 
Insurance Rate—Merchandise and Household Goods 
Storage—Office, Display and Warehouse Space. 


Operators of: H.& N. T. Motor Freight Lines— 
Lone Star Package Car Co.—Dallas & Ft. Worth 
Motor Freight Lines. Agent Allied Van Lines. 

REPRESENTED BY—American Chain of Warehouses 
Sidings on Santa Fe; free switching from all lines. 












DALLAS, TEX. 
Interstate-Trinity Warehouse Co. 


Established 1913 Incorporated 


R. E. Abernathy > ¢ 301 N. Market St. 
President Tei.—C-6155 
FACILITIES—Prop. leased; 150,000 sq. ft. Firepf. 
brick and conc. const. Fl. ld. 300 Ibs. Sprinklered. 
Pvt. watchmen. A. D. T. Ins. rate 9.35c. On M-K-T., 
cars. Free switch. Shit. motor dock. 12 trucks. 
SERVICE FEATURES—State bonded. Pool car. 
a and Off. space for lease. Cartage serv., 21 
cks. Com me mds. serv. and traffic super. Daily 
edit shipment reports. Monthly invent. 
REPRESENTED BY—Allied Distribution, Inc. 
MEMBER—A. W. A.; National Furn. Whee. Assn. 
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ss, SALT LAKE CITY, UTAH———; TACOMA, WASH. 
Koon-McNatt Storage & Transfer Co.} | Security Storage & Commission Co.| _| Pacific Storage Warehouse & Distributing Co., Inc. 
Established 1929 Incorporated st. 1905 - rages recat — - Established 1907 
.M. ° a - L. Love 0-40 S. 4t St. tt N ll 18th & Broadwa: 
o a. Koo 1 * By em = Manager * (Tel. Wasatch 6493-4) Scans’ * Tel par wey td 


FACILITIES—30,000 sq. ft. Brick ond mill const 

Private watchmen. Siding on Nor. Pac. Ry., Ca- 
pacity, 3 cars, free switching. Saeed motcr 
platform, capacity, 6 trucks. 

SERVICE FEATURES—Bonded: State; privately. 
Pool car dist.—shipments handled by rail, motor or 
water. Motor freight terminal—our own motor 
service in connection with warehouse. Space for 
lease—office and storage. 


ASSNS.—A.W.A.; Amer. Ch. Wh.; W. St. W.A. 


niger — ft. phen te brick- 
concrete const. S my Tawd watchman. Insur- 
ance rate 23c. Mies < on Gulf, Colo. & S. F. and 
Frisco RRS. capacity 10 cars. Motor platform, 
capacity 5 trucks. 

SERVICE FEATURES—State bonded. Pool car 
distribution. Motor transport services available. 
Cartage service. Pick-up and delivery service. Air- 
conditioned office space. 































FACILITIES—Over 70,000 sq. ft. #4 warehouse. 
HOUSTON, TEX. 7 heavy FS pee poser | sprink. Ran 9 A. D.. TF. MILWAUKEE, WIS. 
° atchmen inside and outside protection; Low insur- 
Houston Terminal Whse. & Cold Storage Co.| | ance rate, 20c. Siding on D. & R. G. W. R.R. *D T. L. Hansen 
Established 1926 Incorporated Free Switch. Cars on tracks within building, also President 
2 trucks in driveway, sheltered. Loading and unload- Established1904 , 
T. M. Smith 761 N. San Jacinto St. : % 126 N. Jefferson St. 
ing under cover. Space in other buildings or yards I ted © Tel. Daly 5770 
Pres. & Gen. Mgr. Tel.—Preston 7151 on lease basis. Owners of real property. rer hte! 
FACILITIES: Dry Stge., 300,000 sq. ft. Cold Stge., SERVICE—Bonded as required. More than 30 FACILITIES—18 warehouses: 436,000 sq. ft. Slow 
750,000 cu. ft. Fireproof, reinforced concrete. years’ experience —— ng without a loss to any burning, mill woe Floor load, 150-600 Ibs.; 
a ADT, watchman. Ins.,—dry stge., 10c; customer. Desk, office or display room for rent. Sprink. sys.: D. T.; Watchmen. . x rate, 20.7c. 
.16c. Siding on S. Pac. R. R. retarial accommodations. Private parking lot for (min.) 5' a side track on C. & N. W. Water dock: 
SERVI E FEATURES: Customs bonded. Pool car customers. Motor transport available. Freight Length, 840 ft.; draft, 22 ft. 
dist. Local top: Pvt. parking lot for customers terminal adjoining. Largest ee ag gr area served. SERVICE FEATURES—Bonded: U. S. Customs; 
& tenants. COLD STGE. temp. range;—10° to 40 FEATURES—Specialize in handling of food prod- State. Pool car dist. Motor truck terminal. 
ialize in meats, poultey: as fruits, nuts. ucts, storing in transit; pool car distribution. REPRESENTED BY—American Chain of Ware- 
REPRESENTED BY: Am. Chain of Warehouses, Inc. REPRESENTED BY: American Chain of Warehouses. houses, New York. Tel. Plaza 3-1234; Interlake 
MEMBER: S.W.W. & T. Assn., Houston Whsemn’s Assn. ASSOCIATIONS: A.W.A.(Mdse.), Utah Whsmn. Assn. Terminals, New York, Tel. Lexington 2-1126. 






















HOUSTON, TEX. RICHMOND, VA. - MILWAUKEE, WIS. 
Patrick Transfer and Storage Co. Brooks Transfer & Storage Co., Inc. National Terminals Corp. | 
" Established 1900 . Estabiished 1878 canny er 
ites ey BAD Mine! le wate mccks ye MW, tendtnnce| |W Waren WD 9669, Wee 5 
FACILITIES—(1) pivatteed Dock 4, Turning Sec.-Treas. Telephone—5-1731 


Basin: 250,000 sq. ft.; Concrete const. Sprink. ores ; 
A. D. T.; Watchman. Ins. rate 8c. Siding cap. 72 
cars; free switch. Sheltered motor plat. Water 
Dock; length 500 ft.; draft 32 ft. (2) 1117 Vine St.; 
25 000 sq y 3 Siding on S. P. 

SERVICE FEATURES—Bonded: (1) U. S. Cust.; 
State. Pool car dist. Motor transport service. 
Owners Lone Star Package Car Co., Houston Div. 
REPRESENTED BY—Associated Warehouses, Inc. 


FACILITIES—80,000 sq. ft. Fireproof, concrete. 
Watchmen. Ins. rate, 31c. Siding on C. & N. W., 


65 cars. Motor plat., cap. 20 trucks. Water dock, 
Length, 1400 ft., draft 21 ft. 


SERVICE FEATURES—Bonded, State. Pool car 
distribution. Automobile handling. Motor terminal. 
Stevedoring. 


FACILITIES—(1) 1224 W. Broad St., fireproof; 
(2) North Blvd., slow burning: total floor space, 
80.000 sq. ft. Watchmen. Ins. rate, 42c. Sidings 
on R. F. & P.; cap. 13 cars; free switching. 

SERVICE FEATURES—Pool car dist. Motor 
freight line servi ng Va. & Eastern Seaboard cities. 
Container service. Space for lease. N.F.W.A.; So.W.A. 
REPRESENTED BY—Brooks Transportation Co. 
in New York, Philadelphia, Lynchburg. 


MEMBER—A. W. A., Wis. W. A., Milw. W. A. 











—MILWAUKEE, WIS. 
National Warehouse Corp. 



















HOUSTON, TEX. 
Universal Terminal Warehouse Company 



















ROANOKE, VA. 






Roanoke Public Warehouse 


Established 1924 Incorporated Established 1926 se Ss. water St. 
L. L. Schwecke 1002-8 Washington Ave. Clem D. Johnston 369 W. Salem Ave. aa eamainantea. 
Pres. & Gen. Mgr. (Tel.—Preston 2381) Operating Executive Telephone—6207 


Siding C. & N. W., 20 
cars. State Bonded. 
Complete whsing. and 
distribution service. 

Sales Representative: 

Associated Warehouses, Inc. 
A Solid Block of 
Responsible 


Warehousing. 


FACILITIES — 112,000 sq. ft. Fireproof, reinforced 
brick & concrete. Sprinkler sys., A. D. T., watchmen 
Ins. rate, 16c. Siding on So. Pac., cap. 7 cars, free 
switching. Sheltered motor plat., cap. 18 trucks, 
SERVICE FEATURES—Bonded’ U. S. Customs. 
State. Pool car distribution. Motor transport service. 
Office and storage space for lease. 

REPRESENTED B 

ASSOCIATIONS—A. | WA: S. W. W. & T. A: 
Houston W. & T. A. 


FACILITIES—Mdse. Stg. 47,000 sq. ft.; Cold stg. 
20,000 cu. ft. Brick-mill const. Sprinkler sys.; fire 
dept. connection; watchmen. Ins. rate 36c. Siding 
on Nor. & West.; cap. 7 cars. Free switching. Shel- 
tered Motor platform, cap. 35 trucks. 

SERVICE FEATURES—Pool car dist. Space for 
lease. Complete whsing. & dist. ser. Operate Roanoke 
Truck Depot serving 45 motor fgt. lines. 
REPRESENTED BY—Am. Chn. of Whses.; Myfir. 
ASSOCIATIONS—Am. W. A., So. W. A. 





























GDEN, UTAH 
Western Gateway Storage Co. 


Established 1927 
W. D. Brown ok) 390 Exchange Place 





SEATTLE, WASH. 
Eyres Transfer & Warehouse Co. 


Established 1889 + Incorporated 


2203 First Avenue, South 


Telephone—ELliett 0350 


Canadian Section 


The Canadian warehouses listed here have 
been subjected to the same careful in- 
vestigation that assures listing of only those 
warehouses that are known for their integ- 
rity. They merit your complete confidence. 


General Manager T7+l.—Exchange 199 


FACILITIES—Dry Stge. 70,000 sq. ft. Cold Stge. 
50,000 cu. ft. oe mong const. Floor load, 
450 ibs. ADT watchmen. Ins. rate, 39c. Siding 
on Ogden Union Ry.; cap. 9 cars; free switching. 
Sheltered motor platform. Merch andise and cold 
storage warehousing in all branches. 

Operating field warehouses throughout the Inter- 
mountain West. 










































MONTREAL, CANADA 


ScLAWRENCEWAREHOUSEING 


I-VAN HORNE AVENUE, MONTREAL, CANADA 
~ 200,000 sq. ft. Fireproof 
red. 















FACILITIES—2 company owned seins state 000 sq. 
ft. mdse. storage. Cooler storage. Concrete-steel 
construction. ireproof sprinklers; A.D.T. Floor 
load up to 350 Ibs. Insurance rate, . 2c (unit 1), 
11.06c (unit 2). Sidings on Chi., Mil., St. P. & Pac. 
—10 car capacity—free switching. Sheltered motor 






Warehouse Section 
Is of Value 











latf —18 k sprinkle: Ins. rate 
SONDED—U. S. Comm, Liquor C ag ey Bean Bs 
‘**The Warehouse Section is of value to tenes Gente, Siawes “Contest Ry, Free switc 


Board. Licensed under U. S. Warehouse Act. 


SERVICE FEATURES—Pool car distribution. 
Company operated cartage—50 trucks. Storage and 
office space. Expert healiion of export shipments—- 
particularly Alaska. 

REPRESENTED BY—American Chain of Whses. 
MEMBER—A. W. A.; Wash. State W. A. 














Services: Canadian C ust. 
Bonded. Pool car dist., 
cartage service. Import & 
Export, Traffic & Cus 
toms Service. Sales: Frank 

. Tully, 277 Broadway. 


jew York. 
Tel.—Worth 2-0428 


those who warehouse their products” 
—Traffic Manager, Meat Packing Com- 
pany. 
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September 2, 1944 


eee IT HAS THE NEW FRUEHAUF 
STEEL» RIBBED FLOOR 


THE New Fruehauf STEEL“RIBBED floor in freight vans is 
built to take abuse—for extra strength has been added where 
it’s needed most. 


This new floor, a patented Fruehauf feature, is capable of 
withstanding a concentrated load of 1000 pounds per square 
foot—some 2¥2 times more than a conventional all-wood floor 
of the same thickness. It is a radical departure from the old- 
fashioned “tongue and groove” construction. 


High-tensile steel ribs running substantially the full length 
of the Trailer are welded to all chassis cross-members and form 
an integral part of the frame. The flanges of the ribs support 
the floor boards, and the ribs themselves are flush with the top 
of the floor ... giving a smooth, long-wearing surface. 


Hardwood floor boards are bolted down between the rugged 
steel sections, and each floor board is backed up by metal 
throughout its entire length. Thus, expansion or contraction of 
boards will not open up cracks in the floor. And this weather- 
stripping reinforcement also serves to eliminate the “buckling” 
which frequently develops in floors of conventional design. 


Besides greatly increased floor strength and frame rigidity... 
with longer floor life . . . servicing is no longer a “headache.” 
With the new construction, any board can be replaced without 
disturbing the rest of the floor since there are no “tongues” or 
“grooves” to worry about and matched lumber is not required. 


FRUEHAUF TRAILER COMPANY 


WORLD'S LARGEST BUILDERS OF TRUCK-TRAILERS 


~ STEEL RIBS ~ 


END VIEW SHOWING CROSS SEC- 
TION OF STEEL~RIBBED FLOOR 


STEEL RIBS ARE WELDED TO CROSS- 
MEMBERS, TO FORM AN INTEGRAL 
PART OF FRAME 


CONVENTIONAL ALL-WOOD FLOOR 


CONCENTRATED LOAD LIMIT 
400 LBS. PER SQ. FT. 


NEW STEEL“ RIBBED FLOOR 


CONCENTRATED LOAD LIMIT 
1000 LBS. PER SQ.: FT. 


e DETROIT 


SERVICE IN PRINCIPAL CITIES 





Criss-Crossing the Middlewest— 
SERVING 10 IMPORTANT GATEWAYS 


@ Today, with crowded 
shipping platforms, 


shortage of time and /|/ MEBCHANTS» 


manpower, shippers 
can look to Merchants 
Motor Freight to be of 
definite assistance. 
Offering service to and 
through 10 principal gate- 
ways as well as numerous 
intermediate points Mer- 
chants is equipped to serve 


direct or through con-} i 
necting lines much off 


the territory to whichiy 


MARK £7 


MARWH IT 


' ioe po £ you ship. 


For information ral 

ative to service, rates} 

and routings call your|’ 

nearest Merchants Motorke 

Freight terminal. We will 

appreciate an opportunity# 
to be of service to you. 
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